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16, Abstract

The City of Tacoma Selective Traffic Enforcement Program (STEP) was one of
‘several demonstration programs sponsored by the National Highway Traffic Safety
Administration. The purpose of these programs was to examine various methods
of selective enforcement and their relationship to accidents, The Tacoma STEP

was unique in that new and somewhat controversial methods of enforcement were
researched.

A philosophy of enforcement was developed during the program =-- a goal of
improved officer-violator relationship including the use of verbal contacts and
a greatly expanded public information effort, designed to raise the public's
awareness of potential accident-causing behavior. The benefits to a police
administrator of this type of program fall generally into the category of
improved public support for and understanding of both the enforcement operation
and the individual traffic officer.

The program was conducted as a series of experiments. The degree of penalty
gseverity, methods of violator contact, officer vehicle visibility, officer
scheduling, driver attitude toward the program, and effects on future driving
behavior were examined In detail., Accident effects of the various methods were
studied at a very localized level and on a city-wide basis,
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I  INTRODUCTION

The Tacomz Selective Traffic Enforcement Program (STEP) was one
of several demonstration programs sponsored by the National Highway
Traffic Safety Administration (NHTSA). The purpose of thege programs
was to examine various methods of selective enforcement and their
relatioiiship to accidents. The Tacoma STEP was unique in that new and
somewhat controversial methods of enforcement were researched.

The Tacoma STEP project extended over a period of three and one-
half years (mid-1972-1975). Operations were conducted and supervised
by the Tacoma Police Department and Stanford Research Instiftute pro-
vided assistance in project evaluation. This dual effort resulted in
experimentation in methods of enforcement which was both acceptable
from a police operational standpoint and amenable to analysis. This
report is presented jointly.
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IT PROJECT SUMMARY

The objective of the Tacoma STEP was to examine the impact of various
enforcement techmniques on traffic accidents. Techniques used included
experimentation in the degree of penalty severity, methods of violator
contact, officer vehicle visibility, officer scheduling and publi: in- ‘
formation compaigns. Halo effects and driver attitude toward the program [
were examined in detail., The answers to the questions below and attain~ ;
ment of four supplemental goals formed the basis for experimentation !
throughout the program. The Tacoma STEP philosophy, methodology, and X
conclusions are also discussed below. ]

A, Questions to be Answered by Tacoma STEP Research

® Does general traffic enforcement effort measurably ‘\“
affect overall accident rates? |

® Do selective enforcement techniques reduce accidents }
at specific locations? .

@ Were there differences in the accident reductiocn : \
effects of placing highly visible as opposed to O
less conspicuous police officers at high-accident \
locations? ‘ !

¢ Were there differences in the accident reduction
effects of concentrating task force units at specific
high-accident locations as opposed to scattering them ‘
throughout the general area? i

@ Can a particular enforcement countermeasure be shown
to have a halo effect on drivers- over time and area?

o Gould werbal contacts be substituted for citations
witlhoue resulldery Ip govates incidents of accidents e -
and violaticnw? SRS . By w0 Sy

e Do public ipfrrmaticn & , s as conducted ia Tacoma
result in greater dyiver awstspess of and cooperation
with traffic enforcement guals? ‘ SRR

® Could public attitude toward traffic enforcemant be.
measurably altered using the Tacoma STEP philosophy .
(see page 4 for description of philosophy) of enforcement? ~

@

%Halo Effects: Phenomena of increased driver altertnmess for a period
of time or for a certain distance following observation of a police officer.

Preceding page blank 3



# Can traffic officer image be Iimproved using
Tacoma STEP philosophy?

B. Supplemental Goals

e Provide a manual of traffic enforcement operations
based on Tacoma research experiments supported by
sclentifically tested and documented evidence
applicable to Tacoma and other jurisdictions.

e Develop a method of officer evaluation based on
criteria other than citation counts.

@ Develop scheduling techniques which would challenge
and interest police officers as well as provide for
maximum high~aceident location coverage.

# Establish the criteria necessary for placing a
locatica on and removing it from a priority list
for selective enforcement effort.

It was not intended that thils selective traffic enforcement program
prove that all past enforcement efforts had been for naught; nor was it
anticipated that any methoda of enforcement could be shown to solve all
traffic problems. STEP, in the city of Tacoma, was designed to scien-
tifically test both traditional and new enforcement techniques in a con-
trolled atmosphere and to provide documentation of the results. It was
intended that for each of the enforcement techniques tested, one of the
following conclusions would be reached:

o The technique was MORE effective in preventing
accidents than one or more other techniques.

e The technique was LESS effectlve in preventing
accidents than one or more other techniques.

e There was no difference in accident prevention
~effectiveness between two or more techniques.

,C.’ Project Philosophy

The prevalent traditional theory of traffic enforcement has been
that an increase in enforcement effort, i.e., more citations, directly
relates to a corresponding reduction in collisions. However, when Tacoma
cltation volume was actually compared to accident incidence prior to STEP
it became apparent that there was neither a negative nor postive relation~
ship between the two.

Furthermore, a concern for revenue and/or the evaluation of traffic

officers by citation production has often appgared to obscure the primary
enforcement objective~-accident prevention.

4
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An attempt was made to better the traffic enforcement situation via
the introduction of the theory of Selective Enforcement. This theory
stated that if accident rates were to be cut back, then enforcement per-
sonnel had to be assigned to high-accident locations at the times acci-
dents typically occurred, with the primary task being to apprehend those
drivers who were committing accident-causing violations. Unfortunately,
the application of this theory did not result in dccident reductions.

It appeared that the reason for its failure might be that the concern
for citation counts, i.e., the number of citations to an officer's
credit as a determining factor in officer evaluation by supervisors, led
officers to positivn their cars so as to be inconspicuous to drivers
approaching the high-accident location. Thus the driver was not stopped
until after the accident-causing violation had been committed.

Tacoma STEP philosophy therefore placed emphasis on preventing
accidents through selective placement of officers in high-accident loca~
tions in clear sight of potential violators. Officers were relieved of
the pressure to dispense citations by changing evaluation methods. Tn
addition to the number of verbal contacts, written citations, warnings
and arrests that were made, officers were evaluated on their reliability
in meeting assignment schedules, the quality of their contacts, and the
opinions of the violators who were contacted.

Further, Tacoma STEP philosophy was based on the assumption that most

violators were not habitual offender types and therefore could be in-

fluenced by an attitude of concern and reason on the part of enforcement
officers. This assumption was based on the fact that a check through
past histories of drivers who had been involved in accidents showed that
the high-~citation driver was not in the majority. During the first six
months of the actual program operations, accident drivers judged at fault
were sampled and their records were searched. ' It was found that 71
percent had one or no previous citations on record and that only 12

" percent had five or more.

Throughout the Tacoma STEP program this philosophy was implemented
by an intensive public information campaign via the media, and by making
as many contacts with violators as possible w1th emphasis placed on an
attitude of concern being shown by contacting bfficers. This
approach was designed to raise the public's awareness of potential
acecident-causing behavior and favorably influence their image of
the enforcement officer and enforcement practipes and goals in
general. '

Finally, Tacoma STEP philosophy entailed the view that a citation
may not necessarily be the only method of traffic enforcement contact.
Whereas citations are extremely valid under certain circumstances,
there are many incidents which might properly be handled by verbal con-
tact dependent upon ccnsiderations of all the factorse~violation type,
traffic volume, and potential hazard. It was felt that greater use of
verbal contact in lieu of citations in appropriate circumstances would
further improve public attitudes toward enforcement and lead to greater
voluntary acquiescence to the law.



D. Task Force Organization

Taking advantage of experience gained in other projects, where non-
research oriented people were involved in conducting experiments and gather-
ing data of an extremely detalled nature, it was decided in the planning
stages of Tacoma STEP that all personnel involved in the project were to
have a voice in the creation, alteration, and evaluation of each counter-
measure applied. Technical assistance of an evaluator was obtained from an
outside agency, Stanford Research Institute. Periodic conferences were
therefore instituted between STEP personnel and the evaluator., These con-
ferences were held during each visit to Tacoma by the evaluator., Between
these visits, officer comments regarding problems or improvements were so-
licited by first-line supervisors and project staff and, if necessary, re-
layed immediately to the evaluator for action. Whenever feasible, officer
input was acted upon by the project staff and evaluator.

Implementation of study directives began with the establishment of
a4 STEP task force in addition to the usual Tacoma enforcement personnel,
Task force officers were associated with STEP on a full~time basis and
their only duties, except in emergency situations, were those related to
STEP countermeasures. The task force of 10 specially trained, experienced
police patrol officers, was divided into two teams of equal size, each
supervﬂ§ed by a police sergeant. The sergeants reported directly to the
STEP Project Director, a police lieutepnant, Experimental design elements
were defined to facilitate statistical analysis and then set into opera-
tion in an actual working enforcement environment.

E. Program Operations

For the Tacoma STEP experimentation, the city was divided into three
areas which experienced similar numbers of accidents annually and con-
tained roughly an equal number of high-accident intersections. Through-
out the study, various combinations of experimental/control group assign-
ments were made in these areas. Task force activities in an area con-
centrated on extensive violator contact at high-accident intersections.

Typically, all STEP officers were assigned to one area at a time; the
length of time in an area varied among the experiments conducted. The
method of preventive enforcement used for the Tacoma study involved a
combination of stationary observation at assigned high-accident loca-~
tions and patrol in a general assignea area, The details of assignment
varied from experiment to experiment, but for each experiment officers
received a daily schedule showing the countermeagures to be exercised,
the area of operation, and the exact times and locations for stationary
observation. According to this plan, the antlcipated accident reduction
effects would be concentrated at assigned high-accident locations and
would be generally evident in the experimental area.

STEP officers were instructed to contact all violators observed, par-
ticularly those committing hazardous violations. - STEP personnel received
special training in officer-violator relations which stressed the positive
aspects of enforcement contacts regardless of whether or not a citation
was issued.  Complete documentation of all contacts, whether or not a
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cltation was issued, was required of STEP officers only. Contacts, not
citations, were used by the supervisors to determine the '"production'
portion of an officer's evaluation.

The Tacoma STEP philosophy dictated that a study of penalty severity be
made, Violators stopped for certain nonflagrant, @r lvss hazardous viola-~
tions were, at times, given what is termed a verbai wa;ning which involved no
fine or other police action; flagrant or more @erious violations always
received the normal penalties and actions. Lists of vivolations were
prepared for STEP officers so that the determination of penalty severity
(citations or verbal warnings) for each contact would be made in accord-
ance with project experimentation. Other officers were instructed to con-
tinue with normal citation policies.

F. Project Evaluation

Two selected examples were drawn from violators contacted under each
method (citation and verbal warning) and for the same viclations., Drivers
were tracked for a period of one year to ascertaln the effects on future
driving behavior of the two methods. In addition, questionnaires were sent
out to violators contacted by both STEP and regular officers in order to de-
termine whether a difference in attitude toward enforcement could be detected,

In accordance with the experimental design, statistical tests for
STEP effects were used on the accident data. A series of tests were
made for various experimental/control, before/after situations. 1In all
cases, a 2-way analysis of variance was used to compare the number of P
accidents which occurred during STEP-related activities. The F-tests 4
used for the analysis of variance considered differences between experi-
mental and control areas. :

Since very precise data were available on accident location and STEP
officer locations, coordinated to the hour, g halo effects evaluation
was made, Computer plotting routines were used to examine the number of
accidents occurring as a function of time and distance following a STEP

officer visit. Time series methods were used to examine enforcement effects
over time.

G. Conclusions

In general, it was concluded that regardless of the techniques in-
volved, traffic enforcement could not be shown to effect a measurable
sustaining positive qr negative impact effect on overall accident ex-
perience in the city of Tacoma. Whereas some aspects of preventive
enforcement tended to show short-range, isolated reductions in traffic
collisions, the temporary gains were offset by a return to pretest
collision levels despite a continuance of the techniques under test.

“
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Mh Specifically, Tacoma STEP research conclusions were as follows:

# No accident reduction effects attributable to STEP
wvere shown: Tests for possible effects were made
in various time frames and at various levels of
localization.

® A highly visible mode of operation was preferred
by officers.

¢ No differences in recidivism were shoun between
indjividuals contacted with a citation and those
contacted verbally.

¢ Use of on-street personnel in the public infor-
mation effort proved to be a positive experience
for both the officers and the public.

¢ Traffic violator attitudes toward STEP officers
were more favorable than toward other officers.
Verbal contacts were received more favorably
than contacts involving citations.

& Documentafion of verbal contacts was considered
by officers to be essential.

® Maintenance of officer morale would appear to
require that no more than 3 hours per day be
scheduled and that unscheduled periods of time
be provided between scheduled hours.

In addition, it was found that the preventive enforcement approach
had a positive effect on the officer's attitude toward violators and
their entire outlook toward their job. They found it easier to deal
with violators on an‘adult-to-adult level. Violator attitudes were
shown to be more positive using preventive enforcement techniques,
whether or not the enforcement contact involved issuing a traffic
citation or verbally warning the vioclator.

Therefore, considering these positive effects and the fact that
Tacoma STEP philosophy can be implemented without additional operational
costs and with no accident increase effects shown, it can be considered
8\ viable alternative to traditional enfprcement methods.
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ITI STEP IN THE CITY OF TACOMA

A. Demographlc and Physical Characteristics of the City

The city of Tacoma accounts for 154,581 of the total metropolitan
population of 411,000.  The metropolitan population (drawn from city and
suburban residential areas, as well as Army and Air Force installations)
is approximately 93 percent Caucasian, 7 percent Black, and 52 percent
female, 48 percent male. The city population has increased by less than
5 percent siznce 1960 and 3 percent since 1970. About 70 percent of the
residents own their own homes and the population is little affected by
tourism, seasonal influx or the existence of retirement communities.
Apart from the 52,000 members of the Armed Forces and their dependents,
the Tacoma metropolitan area represents a stable population with a slight
shift to the Tacoma suburbs in recent years.

The average net effective buying income of a Tacoma household is
about $11,000 (1972) with the majority of income made and spent in the
city. The economic base for the city is industrial with a wide variety
of manufacturing establishments employing 19,200 people.

Tacoma has two universities and two colleges together enrolling
about 15,000 students and public schools enrolling approximately 37,000
students. Tacoma has 14 private primary and secondary schools in addition
to 57 public schools. '

There are approximately 87,130 licensed drivers residing in the city
of Tacoma, 54 percent male, 46 percent female', About 50 percent of the
drivers are under age 35.

Approxiﬁ;tely 101,209 vehicles of all types are registered in the
city, 66 percent of which are passenger vehicles.
i

1. Traffic Accidents

Traffic accident data have been processed in Tacoma since 1963
and accidents have been a continuing problem resulting in about 1,500
injuries with about 20 fatalities each year dincq 1963. Thus, close to
one percent of the Tacoma population has met injury or death on the road-~
way each year.

#Population and related figures based on 1970 census.



In 1972, prior to the initiation of STEP, there were 3,906 re-
ported accidents (reporting requirements are $100 damage and/or injury
regardless of severity) or about 8.6 accidents per mile of paved road.
Of these 1972 accldents, 1,044 involved casualties and 21 involved
fatalities, The highest accildent rate times prior to STEP were Monday
through Saturday, 1000 to 1900 hours, and Friday and Saturday nights,
1900 to 0200 hours. During 1972, 43,787 arrests, citations and written
warnings were recorded in Tacoma for traffic violations,

2, Street System

There are a total of 658.9 miles of streets within the city of
Tacoma of which 453.6 miles are paved. Included in this total figure are
220.9 miles of arterial streets, 26.06 miles of state highways and 8.04
miles of limited access freeway (see Figure 1). It should be noted that
of the 220.9 arterial street miles, 215 miles are lighted to minimum
1-ES standards. There are currently a total of 4,8l4 intersections
within the city, and of these 390 are arterial-arterial. There are
240 signalized intersections of which 137 include walk-wait lights for
pedestrians. A total of 2,649 stop signs and 268 yield signs are
utilized in the city.

3. PolicevForce

The Tacoma Police Department is divided into two major bureaus,
Operations and Investigation, each commanded by an assistant chief.
Service functions such as records and communications are the responsi-
bility of nmoncommissioned personnel working under civilian directors.

The Traffic and Patrol Divisions are organized under the
Operations Bureau. The Traffic Division (23 total persomnnel) has pri-
mary responsibility for the enforcement of traffic ordinances. Acci-
dents are investigated by the Patrol Division (124 total personnel) with
backup provided by the Traffic Division. Patrol has normally accounted
for less than 20 percent of the traffic enforcement effort. The STEP
task force was organized as a separate division under the Operations
Bureau.

During the project the Tacoma Police Department consisted of 246
commissioned personnel of the following ranks:

Chief of Police 1
Assistant Chiefs 2
Captains 6
Lieutenants 14
Sergeants 43
Investigators 53
Police Officers 127
Total 246

p——~=1
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B. STEP Proiject

L. Task Force

The STEP task force was established as a separate entity and .
task force officers' only duties were those related to STEP countermeasures,
except in emergency situations. All task force officers were associated
with STEP on a full-time basis, The task force was composed of 10 police
patrol officers specially trained in traffic enforcement, officer-violator
relations, and general public relations technigues, The 10 officers were
divided into two teams of equal size, each supervised by a police sergeant.
The sergeants reported directly to the STEP Project Director, a police
lieutenant, All patrol officers and supervisors were selected from
numerous volunteers within the existing Tacoma Traffic and Patrol Divisions
and all were expgrienced police officers. Additionmal project staff in=-
cluded a full-time secretary/data aide and a public information officer
(noncommissioned). The personnel assigned to the STEP project were over
and above the regular personnel complement of the police department and

thus the project in no way reduced the effort normally expended on police
services,

All STEP field personnel worked a regular 1030 hours to 1830
hours shift, Monday through Friday. No STEP personnel were assigned to
weekend or nighttime duties for the program. It was determined that these
weekday shifts would provide maximum coverage during the predominate
accident times at the high-accident locations under study.

The duties of the public information officer were to create
and coordinate all public information about STEP. The public information
campaign included radio, television appearances; radio,television and
news releases; and the use of STEP personnel as guest speakers at many
group and organizational meetings. The general theme of the public
information campaign was that STEP was a research project designed to
test various methods of making traffic contacts and utilizing manpower
for the purpose of seeking ways to reduce traffic accidents.

2,  SIEP Interface

The two judges who éat in the municipal court were responsive
and supportive of the STEP program and cases were normally resolved within
60 days.

As a matter of course, the Tacoma traffic engineering staff
regularly examined traffic control devices, speed limits, parking re- -
strictions, and traffic volumes. The staff made available start and
completion dates for all construction work in the city and were involved v
in the initial effort of selecting high-accident locations for STEP study. "

12 -



The Traffic and Patrol Divisions were notified on a weekly
basis of STEP task force activities so that dual coverage could be
avoided. Meetings were held with the Chief of Police and with Traffic
and Patrol Division heads to discuss those features of STEP which might
aid Tacoma police in the future. Officer morale and the operational
efficiency of countermeasures were closely watched to determine the
feasibility of continuing STEP methods after project completion.

3. Project Costs

Administrative and operational cost figures listed below
represent expenditures for the planning stage which began 16 June 1972,
the operations stage which began on 5 February 1973 and ended on 30 June
1975, and the final report writing period of 1 July 1975 through 31
December 1975, .

Salaries and Wages $ 470,246.63
Project Personnel
Director 1
Supervisors 2
Police Officers 10
Public Information Officer 1
Records Clerk T 1
Fuel and Lubricant 12,000.53
Miscellaneous and Supplies 7,933.04
Expert Services 112,435.00
Travel + 5,382.87
Vehicle Lease . 60,701.87
Police Patrol Vehicles 9
Solo Motorcycles 4
Miscellaneous Services & Charges 14,925.25
Capital Outlay . 27,453.29
TOTAL $ 711,078.48
Final Report Preparation 17,856.52
PROJECT TOTAL b § 728,935,00

13






IV FIELD OPERATIONS

For the Tacoma STEP experimentation, the city was divided into the
three areas, called Red, Yellow and Blue. These are indicated by R, Y
and B, respectively in Figure 2. The areas experienced similar rumbers
of accidents annually and contained roughly an equal number of high-
accident intersections. Experimentation was planned for the high-acci-
dent locations indicated by dots in the figure. Throughout the study,
various combinations of experimental/control group assignments were made
in these areas. Typically, officers concentrated their efforts heavily
in one area at a time. The length of stay varied during the program.

Field operations were carefully monitored to asgure that data used
to evaluate a particular experiment corresponded to actual operations.
In addition, field operations used were assessed in terms of creating
officer work schedules for future use.

A, Officer Schedules

The method of selective enforcement used for the Tacoma study in~
volved a combination of stationary observatiens at assigned high-~accident
locations and patrol in a general assigned area. The details of assign-
ment varied from one experiment to another, but for each experiment high~
accident locations were assigned to officers on a semirandom basis and
time of observation was also assigned in this manner. Under this scheme,
any effects individual officers might have on experimental results were
minimized.

During the experimentation, each of the 10Q STEP officers was

scheduled to exercise stationary observation procedures for 4~5 hours

per day at high~accident locations in an experimental area. FEach experi-
ment was conducted in no more than 20 locations in each of the three
areas, Officers patrolled in a noncontrol area when not assigned to
stationary observation. According to this plan, it was anticipated that
accident reduction effects would be concentrated at the high=-accident
locations and show a general effect in the exPerlmenti\ area.

Each officer received a daily schedule listing th&\countermeasures )
to be exercised, the area of operation, and the exact tdmes and locations =
for stationary observation. Each officer maintained a log of the exact
times that he arrived and left each of his assigned high-accident :
locations. The schedule and log data were checked by computer to determine
the degree of complicity.

Preceding page blank 15
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A number of assignment combinations were used as the gchedu~ A
ling procedures evolved. Initially, one-hour assignments at highw
accident locations were made and officers were assigned several locations
in sequence. This scheduling resulted in officers becoming excessively
bored due to lack of activity. ZLow morale became a major problem, At
a study session involving all officers, the STEP ddministration, and the-
evaluator, a combination of 8 one-half hour assignments with 2 one~hour
moving patrol assignments was mutually agreed upon. This schedule assured
that officers never worked more than 3 half-hour stationary assignments
in succession without either a one~hour lunch break or a patrol assign=
ment. The remaining hour of the officer's 8-hour shift was required for
pre-~shift turnout meetings and reporting. As of early March 1974 this

schedule went into effect and morale subsequently returned to a high
level.

A typical daily schedule ie shown below. The 'K' numbers across
the top are the individual officers, 'L' indicates lunch, 'P' indicates
patrol time., The numbers on the schedule indicate specific high-accident
locations within a particular area.

K-15 K-16 K-17 K-18 K-24 K-25 K~26 K-27 K-28 K~29

'1100~1130] 11 | 20 1] 35 3 8 41 14 9 6
1130-1200] L | 12 | 35 P 8 L | 14 5 P 1 33
1200-1230] L L | 37 P P L L 7 P P
1230-1300] 19 L L] 10 Pl 12 L L 33 P
1300-1330] P 8 L L 7 P {33 L L 9
1330-1400] P | 11 | 19 L L P | 22 JA L L
1400~1430] 14 5 P 3 L PEEEY P ] 11 L
1430-1500] 20 P Pl 11| 14 5 P Pl 12 ] 35
1500-1530] 10 P | 22 41 37 9] P 16 5 1 18
1530-16001 P | 33 4 P 9 Pl 16| 12 P 3
1600-1630f P | 19 | 20 P P P 11 35 P P
11630-1700] 4 P Pl 18] P | 22 P P 8] p
11700~17307 35 P, P| 201 12 1 P P {221 14
1730-1800] 37 9t 6| 19 1| 35 3 8 4 5

With this scheduling, several grids such as the one shown were pre-
pared without high-accident location assignments. Each grid had differ-
ent hours of the day assigned for patrol and lunch for each officer.

Grids were matched randomly to tables of Latin Squares to make location
assignments. These tables were matrices of, in this case, high-accident
location numbers with no number repeated in a row or columm. This assured
that no officer visited the same location twice in one day and no two
officers were assigned the game location at the same time. The random
selection of tables of Latin Squares assured coverage of each location

by a variety of officers and during all hours of STEP operation.

o
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During the project, schedules were prepared by the evaluator.
Several methods were tried, but this one was found to be both simple and
accurate, with an additional advantage that neither computer assistance
" nor special expertise was required to create the schedules. This method
can be used in normdl police operations, without the assigtance of an
evaluator. :

B, Officer~Violator Contact Training

Previously, officer=-violator contact training in Tacoma had been
concerned with the most efficient and courteous means to obtain the nec-
cesgary information from the driver and with methods of avoiding arguments
or of remaining in control should arguments develop during the process of
issuing a citation. The driver's immediate or future attitudes and re-
actions to the contact were seldom taken into consideration, This train-
ing process had created a most efficient and businesslike ticketing system.
However, no efforts were made to improve the public image of the traffic
enforcement officer.

In STEP, officer~violator contact was approached with the objective
of improving both immediate and long-range driver habits and attitudes.

STEP training began by having the types of officers learn to
analyze various violator contacts, These sessions were led by volunteer
psychologists trained in the techniques of transactional analysis. 1In
order to better emable the officer to view an enforcement contact from
the vieclator's standpoint, a number of officer~-violator, role-playing
situations were created. The instructors, in most of these situations,
played the officer and the officers played the violator. As a result,
the officers learned a great deal about themselves and their reactions
to different communication situations and became more cognizant of other
people'’s reactions to them. For instance, it was gemerally agreed that
the vast majority of officer~violator contacts were, from a communications
standpoint, in the area of a parent-child relationship, with the officer
agsuming the role of the parent or authority figure and the violator
assuming the role of the child. In the role-playing situations officers
became more cognizant of the fact that this relationship was extremely
uncomfortable for the "child" who had been caught doing something he
probably knew was wrong and who resented receiving a lecture in addition
to the fine he would have to pay. A typical response in this situation
wag, '"Just give me the ticket and get it over with.,”

Underlying the entire officer-violator contact training program was
the idea that the traffic citation was not necessarily the desired out=-
come of each enforcement contact. Because of the necessity to control
STEP officer's actions for evaluation purposes, it was necessary to
actually identify penalty severity for specific violations. 1In actual
operation, however, officers would be given much broader discretion and
allowed to base their action on all of the factors involved in the par-
ticular traffic enforcement contact. Further, it was established that
documented verbal contact would be given equal weight with the citation
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for officer evaluation purposes. In addition, the STEP philosophy (par-
ticularly that most violators are essentially good drivers) was given
added stresgs during this session. ‘

Eventually an approach emerged from both training and subsequent
field experimentation which placed primary emphasis on give-and-take
communication between the officer and violator. For those enforcement
contact situations, which under normal circumstances would be a citation
contact, the threat of penalty was vemoved at the outset by the officer
saying, "I didn't stop you to give you a ticket, but if you have a minute
I'd like to talk with you about how you can perhaps avoid an accident in
the future'. The officer would then point out the violation, suggest ways
to avoid committing it in the future, and briefly explain the project and
its goals. Occasionally the driver would indicate that he did not have
time to converse, in which case the officer would briefly explain the
violation and how to avoid it. The officers found that by using this
approach when it became necessary to issue a citation, they were frequent-
ly able to "sell" the citation to the violator. One officer stated that
he had never before been thanked for a ticket but that it was now a common
occurrence.

C. Officer Evaluation

Traditionally, one of the most difficult jobs performed by the police
supervisor has been the evaluation of the effectiveness of the officers
under his control. Faced with the enormity of the evaluation task, the
supervisor often based his judgment on such tangible things as arrests
made, calls handled, tickets written, etc. Often such matters as justi-~
fication for arrests and citations made, the manner in which the officer
handled himself with the public, or whether or not his actions really had
an impact on crime or traffic accidents were ignored, primarily because
it has always been difficult to evaluate these aspects of enforcement
handling with any degree of accuracy.

In the case of the full-time traffic enforcement officer, the super-
visor had primarily a sipgle measurable item by which to judge the officer's
production, i.e.,, citations, The officer, therefore, quickly learned that
a high citation count favorably influenced the supervisor's evaluations,

As g result, traffic enforcement officers were too often found working
locations, which by the very nature of thelr physical design, invited the.
occurrence of traffic violations. These "duck ponds" or "cherry patches!
are found in every city and are not necessarily high-accident locationms.
The fact that some are high-accident locations can often be attributed to
engineering defects rather than to negligent driving. Therefore, nc useful
purpose was served by heavy cltation distributions at those sites,

§

Another theory of officer evaluation proposed that officers be assigned
to work specific high-accident locations at specific times with the under-
standing that they were there to prevent accidents from happening. The
supervisor could then measure officer effectiveness by determining whether
or not any accidents had occurred at the officer's assigned location. = If
not, the officer had effectively accomplished his objective. Whether or
not any citations were written made immaterial, or at least secondary.
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However, it was found that this method was also inefficient.

Officers used the de-emphasis on tickets as an excuse to ignore
violations. In a few cases, officers were observed reading books at
their assignments. Officers interpreted their supervisor's unconcern
regarding citations as a general lack of concern regarding violations.

During the STEP experimentation, a more viable method of officer
evaluation evolved which combined the best, or at least the mose useful,
portions of both evaluation theories, The preventive enforcement assign~
ments at high-accident locations were retained, but it was also stressed
that no violator was to go uncontacted. These verbal and wdarning con~
tacts were counted the same as citations for evaluation purposes. By
maintaining relatively cloge supervision to insure that the officer was
. actually on assigned location at the assigned time period and by following
up on his contacts (officers filled out verbal contact forms and turned
them in with their other citations) to inasure both quantity and quality,
STEP supervisors were able to conduct a more objective evaluation of their
assigned personnel.

D. = Enforecement Policy

At the outset of the Tacoma STEP program a specification of penalty
severity for each type of violation was made. The violations were divided
into three lists and copies were provided to all officers. One list con~-
tained viclations for which citations were mandatory by law in the State
of Washington. Another list contained violations that would always be
penalized by verbal warning rather than by pay citation, during project
experimentation. The penalty severity for violations on the third list
was varied. Pay citations or verbal warnings were issued based on the
project's experimental design. Officers were informed, on a daily basis,
of the penalty severity to be utilized. The three lists of violations used
in determining the penalty severity for each contact are given in Table 1,
These lists were used throughout the program by STEP task force personnel
only.

When a verbal warning econtact was made, violators received no
written reprimand and had no further obligations. At the time of the
contact, the officer would discuss the STEP program and the violator's
actions as they related to accident causation, The officer would then
record data on the violator on a special form retained for project evalu-
ation. This form was identical to the usual citation form, but no records
were submitted to the authorities,

In the periodic review of STEP officer performance, pay citations
and verbal contacts were counted equally. Officers indicated that this
policy was essential for verbal contacts to be used successfully.

Project supervisory personnel and officers agreed that only actual
violators should be stopped for verbal contacts, It was felt that verbal
contact for 'mear' viclations of for extremely minor infractiomns would
create as much antagonism in the public mind as would the issuance of
citations in those situations. Tt was also agreed that the particular
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Table 1. LISTS OF VIOLATIONS; DETERMINATION
OF PENALTY SEVERITY

Mandatory Citation

Throwing debris from auto

Passing stopped school bus

Disobeyed school patrol

Expired license plate or tab

No license plates (mever applied)

Defective or insufficient brakes

Violating license restrictions

No license on person

Refusing to give name or address

Altered license or loaning license

Driving in violation of financial
responsibility

Suspended or revoked license

Reckless driving

Negligent driving

Hit and run (unattended vehicle)

Driving while intoxicated (DWI)

Physical control while intoxicated

Hit and run (attended vehicle)

Leaving child unattended in auto

Over license capacity or no tonnage

license

Excess weight, height, length or
width

Unnecessary noise

Verbal Warning Only

Wrong wdy on one way street
Exceeding speed limit (EASL)
11 mph or less
Speed too fast for comditions
Failure to heed siren warning
Impeding traffic
Carrying persons or animals
vutside vehicle
Obstructed vision or control
Driving on shoulder ot sidewalk
Spilling debris from auto
Failure to signal or improper
signal
Driving while eating or drinking
Opening door into traffic
Driving without lights
Failure to dim headlights
No vehicle registratiou in
vehicle »

Allowing unlicensed person to drive

H
Varvying Penalty»Severitg

FPailure to stop at traffic or stop sign
Exceeding speed limit (EASL) 12 mph and over
Failure to yield right of way

Improper or prohibited turn

Following too closely

Wrong side of street or improper lane
Improper passing or overtaking

Breaking funeral, etc.

Disobeyed police or fire officials
Disobeyed road sign or painted white line
Improper backing

Improper lane change

Improper towing

Defective or illegal equipment

Defective or improper lights .-

Operate unsafe vehicle o

Straddling center line
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circumstances of the violation should be the predominant detérmining
factor for the use of verbal contacts and that the personality of the
driver or his past driving record should play an extremely minor role.
‘Except for license violations and special problems, a violator's record
was not obtained prior to issuing any enforcement action for either type
of contact. ’ ,

&

E. Cdunt&rmeasures.

During the planning stage of the Tacoma STEP, the operational time
perlod of two and one-half years was divided into five six-month periods.
" In each six-month period, certain preselected countermeasures were to be
tested. Some countermeasures were continually tested; others were tested
only once. The five timg perlods were termed Experimental Phases I~V
and actually lasted from 19-30 weeks each. The actual time period was
adjusted to accomodate each experimental design.

Fourteen countermeasure areas were studied, These are listed on
Table 2 with the phases during which they were studied, the source for
evaluation of countermeasures, and results given to officers,-

The countermeasures are briefly discussed below.

Penalty Severity--Basically two types of penalty, pay citation and
no=-pay verbal warning, were imposed during experimentation. While data
for the two penalty severities were amalyzed in many different ways, the
most énlightening evaluation was a recidivism study, tracking violators
for one year following initial contact where either a citation or a verbal
warning was given. '

Method of Contact~~STEP officers were trained extensively to make
each contact, citation or verbal, a more positive experience for both
ofificer and violator. Driver reactions to these new methods were studied.

Driver Attitude--Questionnaires were sent to violators contacted by
STEP and other officers. Driver attitude toward particular officers, the
STEP Program, and traffic enforcement in general were analy=zed.

Vigibility-~As part of the experimentation, officers placed vehicles
in either a highly visible mode or a less visible mode while on assignment.
Accident data were measured for times during which these modes were used.

Surveillance~~Early in the program, high-accident locations were
alternately worked~~heavily for one day and then not again for a few days.
This method was compared to working all high-accident locations with equal
frequency. The second method was used throughout most of the program.

Public Information-~Radio, TV and news spots were also used through-
out the program to provide public information about STEP. Officers as
well as supervisory personnel were involved in an extensive public speak-
ing effort, This effort was evaluated by the changing percentage of
violators who were aware of STEP prior to their STEP contact.

22
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Countermeasure Area

Table 2. COUNTERMEASURES IMPLEMENTED IN TACOMA STEP

Experimental
Phases Studied

Source for
Evaluation

Instructions
to Officers

Officer Experience

Penalty Severity I-v Traffic Accidents Violation Lists
I Violator Tracing Neme
(Recidivism)
Method of Contact I-v Officer Experience Training
Driver Attitudé v Questionnaire -to : None'
Violators
Visibility I-IIT Traffic Accidents Placement of Vehicles
Survéillance I Traffic Accidents None
Public IﬁformatiOn I~V Violator Response Training
Scheduling I-V - Officer Experience Daily Scheduling
~Area Saturation I-v Traffic Accidents None
Halo Effect IT-1V Computer Model, None
Project Data »
Officer Attitude I=-V Officer Experience None
Type of Violatioq I~V STEP Contacts None
Court I-v Court Results Court Appearance
Traffic Engineering IIT Engineering Changes None
ﬁigh-Acciéent Locations I-v Traffic Accidents, None




Scheduling-~0fficers' time was scheduled very carefully and con-
sistently during the program. These schedules were improved fxom the
standpoint of officer acceptability during the program. Datﬁ on officer
location were maintained by hour of the day throughout the program,

Area Saturation--STEP officers were assigned to one of three sub-
divisions of the city for a predetermined time period. Then, officers
were similarly assigned to another area. Accident effects of STEP
- officer saturation of areas were statistically tested.

Halo Effects~-Utilizing hourly records by officers, accidents occur~
ring in the e¢ity were compared to STEP officer's presence in a nearby
location. A computer model was developed for this study and the model
could be used for other cities,

Officer Attitude-~STEP officers met at the end of the program for a
three~day seminar to discuss the advantages of and problems associated
with implementing STEP philosophy into the traffic operation.

Type of Violation~-The viclations involved in contacts made by STEP
officers were studied. During the program, the type of violation and
penalty severity was examined for consistency and uniformity throughout
the workday.

Court--All court appearance by STEP officers for contacts at STEP
locations were studied. These were few in comparison to total contacts,
due to the nature of the effort-~daytime traffic enforcement.

Traffic Engineering~~High-accident locations were reevaluated at the
end of each experiment. If extensive traffic engineering improvements
had been made, the location was dropped from the project and replaced
by a newly selected one.

High~Accident Locations--Accidents at individual STEP high-accident
locations were studied. Methods of future selection and operational
problems of individual locations were evaluated.
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V  ANALYSIS OF EXPERIMENTAL PHASES I~V

In accordance with the experimental design as originally conceived’
and as it developed, the number and severity of accidents were measured
and tested for differences attributable to STEP officer activity. Acci-
dent effects were analyzed on the basis of individual STEP high-accident
locations and on citywide data. Times considered were both those during
STEP operation (Monday-Friday, 1100~1800 hours) and for all hours and
days. Other topics studied included types of violations, recidivism,
collision characteristics and public information., All topics were
considered from an operational standpoint and were supported by
statistical material, where applicable.

A. Ixperimental Phases

The operational period of the Tacoma STEP began on February 12, 1973
and was completed in June of 1975. The project was planned as a series
of experiments with enough flexibility to allow each new experiment to be
conditioned on the last. Evaluation demands often created operation
difficulties which were resolved by adjusting plans for future experi-
ments. These operational periodg that evolved, were divided into f£ive
experimental phases, each for a duration of between four and seven
months, as follaows:

Phase I ~~ 2/12/73-9/9/73, 30 weeks
Phase ITI -~ 9/10/73-3/3/74, 25 weeks
Phase III ~=- 3/4/74<7/14/74, 19 weeks
Phase IV -~ 7/15/74-2/2/75, 29 weeks
Phase V -~ 2/3/75-6/26(/75, 21 weeks

The time period of formal experimentation was often shorter, as new counter-
measure techniques were tested between experiments.

1. Phase I B
i
During Phase I, each officer was assigned tc exercise stationary
observation procedures at four high-accident locations per day for one hour each
in the Blue area for a period of 12 weeks. Red was not entered. The
experiment was designed to measure accident reduction in the Blue area
with an extensive saturation period, using Red as a control area. Then,
the design was repeated to measure accident reduction effects in the Red
area: officers had a saturation period in the Red for another 12 weeks
and Blue was not entered. The Yellow area was used throughout for un-
assigned patrol between stationary observation assignments. . For the
final six weeks, the Blue area was again used as the experimental area.
This-was done to repeat the first six weeks of experimentation since
certain data collection and operational problems were experienced in
early weeks at the outset of the operational period. During the 30 weeks,
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various combinations of intersection surveillance, vehicle visibility and
penalty severity were used. The experimental design is summarized below.

12 weeké N 12 weeks 6 weeks
Blue Experimental Control Experimental
Red : 'Gpntrol Experimental Control
Yellow Unassigned Patrol

2. Phase IT

Since officers had concentrated their efforts in one area at
a time in Phase I, for Phase II the force was divided among the areas,
“i.e., the force was diluted. For 25 weeks there was at least one
officer in each area, each day. Each officer was assigned to five
locations per day, each for one hour, and all in the same area. Patrol
between assignments was also in the same area. Penalty severity was
varied on a weekly basis and high visibility was used to maximize
exposure, It was intended that the effects of saturating an area and
then moving to another area, Phase I, be compared to using all areas
simultaneously with fewer officers per area, Phase II.

24 weeks
Blue Experimental
Red Experimental
i Yellow Experimental
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3.

to 8 one-half hour periods was implemented.

Phase If;

For Phase III, the previously discussed revision of scheduling

The design was similar to

that of Phase I--a concentrated period of time (eight weeks) in the Red
area with Blue as control and then eight weeks in the Blue area, Red

contxol.,

area as scheduled assignments.
Phase I, as well as penalty severity.
periment be a modification of Phase I.

Yellow was not entered.,

Unassigned patrol was in the same
The vehicle vigibility was varied as in
it was intended that this ex-
The operational scheme for Phase

I1I was one which was acceptable from the officer standpoint; for Phase I,

it was not.

Data on Phases T and III could be combined to ascertain

accident reduction effects of force concentration in an area for long

periods of time.

Or, data could be compared to determine whether the

scheme would be as successful further along in the program as for the

initlal STEFP operations.

b.

8 weeks 8 weeks
Blue Control Experimental
Red Experimental Control
Yellow Control
Phase IV

In Phase IV, a new experimental design was used.

Since Phases

T-III had operations in an area for long periods of time and since the
experimental and control possibilities of the three areas had not been
fully utilized, Phase IV operations concentrated in an area for con-
siderably shorter periods of time and all three areas were used in

The other two areas served as post-experimental

sequence as experimental.
The procedure was repeated once, followed by a

and cleansed controls.
period in which each area was saturated for three days only, and areas

were saturated in succession.
periods of statlonary observation as in Phase III.

was again studied in this phase.

Officers were assigned 8 one~half hour
Penalty severity

3 weeks 3 weeks 3 veeks 9 weeks | 10 weeks
Blue Control Control Experimental
' 3 days
Red Control Experimental Control Repeat per
— , _ S hm— area
Yellow | Experimental Control Control \}
' 7
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5. Phase V

During Phase V verbal contacts were made for all but flagrant
violations. Officers continued using 8 one-half hour location assign-
mentd. The Red and Blue areas were used only, as alternating experimental
and control areas for four weeks each. A speclal assignment in the Blue
area was made: A major thoroughfare, Pacific Avenue, was assigned heavily,
shifting officers back and forth along the street. Thig experiment was
designed to test an operation which was most desirable ub officers, under
the assumption that a four week saturation and shift with special con-
centration on the highest aceident rate street would provide maximum
coverage and possible halo effects.

4 weeks 2/4-weeks ﬁ' 4 weeks 4 weeks
Blue Experimenta;47‘ Control Sﬁé*ﬁxpééimental Control
Red Control/Z% Experimental Control Experimental
Yellow //ﬁ Control

B, STEP Data Collection

During the operational time periods of the Tacoma STEP, daily data
were collected on the following events:

STEP Locations®* Only Other Locations
Involving Involving

Involving STEP | All Other Involving STEP All Other
Officers Only Officers Officers Only Officers

Hours Accidents

During Contacts Accidents Accidents Accidents

STEP Court Follow-Up| Contacts
Activities
Other
Hours Accildents Accidents Accidents Accidents

*STEP locations referred to the high-accident locations to which officers

were assigned stationary observation.

Baseline data on accidents and citations for one year wers also collected.
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Data variables available for use in statistical evaluation are
given below:

Accidents

Time

Location

Date

Police Unit Involved
Arrests, Citations

Accident Injury Severity
Type of Collision

Number of Vehicles Involved
Number Killed, Imjured
Causative Violations

Light, Weather, Traffic Conditions
Visual (Obscurements

Alcohol Involvement

Driver's Residence, Age, Sex
Recidivism

Contacts

Time ol
Location

Date

Police Unit Involved

Arrest, Citation, Warning, Verbal
Accident Tnvolvement

Type of Violation

Light, Weather, Traffic Conditions
Alcohol Involvement

Driver's Residence, Age, Sex
Violator's Knowledge of STEP

Court Follow-Up

Data on Contact

Actual Charge

Type of Court

Plea, Court Action

Driver's License Withdrawal
Fine, Term, Modifier
Number of Days to Trial

Countermeasures

Types of Surveillance, Visibility, Penalty, Patrol
Experimental Areas Used

Actual Time Spent at Each Location

Scheduled Time for Each Location i

Driver Attitude Questionnaire Response

)
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Co Enforcement Effort

In the evaluation of this special enforcement program, changes in
total enforcement which were not related to STEP must be t€xamined. The
fact that additional officers were added to the Tacoma police force under
STEP and other changes in the traffic division occurred could produce
effects, independent of any particular STEP-related actavities.

1. STEP Enforcement

At the outset of STEP in February of 1973, 10 new officers were
added to the traffic enforcement detail in Tacoma for STEP. Man-~hour,
schedule and contact information was maintained for all STEP locations
during the hours that STEP officers were in stationary observation. This
information is summarized in Table 3 for the entire period of experimen=-
tation. Data on the first two weeks of operation were not entirely
maintained and, thus, are not included. Holidays, training sessions, etc.,
where the whole task force was not in the field are excluded from the
table; however, vacation and, illness are included. Table 3 shows that
24 to 31 contacts were made each day at these locations by STEP officers.
Additional contacts, citation and verbal, were made by STEP officers during
patrol hours at other locations in an experimental area and these are not
‘shown in the table.
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Table 3.

7

CONTACTS AT STEP LOCATIONS BY STEP OFFICERS

WHILE

Man~-Hours, Schedules

Phase I

Actual days in area
Hrs/day stationary
Officers in area
Contacts/day

Phase II

Actual days in area
Hrs/day stationary
Officers in area
Contacts/day*

Phase TIIT

Actual days in area
Hrs/day stationary
Officers in area
Contacts/day

Phase IV

Actual days in area
Hrs/day stationary
Officers in area
Contacts/day

Phase V

Actual days in area
Hrs/day statiomary
Officers in area
Contacts/day

IN STATIONARY OBSERVATION ENVIRONMENT
Blue Area Red Avea Yellow Area .
79 Days 58 Days
" & Hrs 4 Hrs _ NO_.
20 Officers 10 Officers STATIONIRY
25 Contacts 25 Coptacts OBSERVATION
114 Days 114 Dpays 114 Day;
5 Hrs 5 Hrs 5 Hrs
3-4 Qfficers . 3-4 Officers " 3=4 Officers
12 Contacts 10 Contacts. 9 Contacts
40 Days 42 Days
4 Hrs 4 Hrs NO .
10 Officers 10 officers STATIONARY
27 Contacts - 21 Contacts OBSERVATION
44 Days 44 Days 50 Days
4 Hrs 4 Hrs 4 Hrs
10 Officers 10 Officers 10 Officers
30 Contacts 31 Contacts 30 Contacts
55 Days 41 Days ' ’
© 4 Hrs 4 Hrs NO
10 Officers 10 Officers STATIONARY

*Basad on one~third

as many

24 Contacts %7 Contacts OBSERVATTION

officers per area as 6therop§ases.
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2. Other Enforcement in Tacoma

= About six months after STEP operation began, seven traffic

officers along with their responsibilities in accident investigation

and traffic enforcement, were transferred to the Patrol Division yhere L
their primary emphasis was on crime-related functioms rather than

traffic, The shift of responsibility in non~STEP enforcement during

1973 can be seen on the table below. -

Table 4. NUMBER OF TRAFFIC CITATIONS IN TACOMA,
NON-STEP OFFICERS

- - 1972 1973 1974 1975%
Traffic 34,983 26,451 20,354 7,795
Officers -
Patrol 7,783 8,581 8,315 3,484
Officers
Other 1,021 1,415 2,606 1,847
Officers -
Total 43,787 36,447 31,275 13,126

*Data to 6/30/75 only (6 months)

If the 1975 data are extrapolated to estimate the total year, the
number of arrests, cltations and written warnings after 1973 can
also be seen to decrease overall in the city. This occurred because
of a general de-emphasis on ciltations, as STEP research indicated
that other methods were equally effective. The total number of
contacts (verbal included) for STEP officers did not decrease, as
shown in Table 3.

3. Contacts at STEP Locations, (Mon-Fri, 1100~1800 Hrs)

Other officers occasionally made enforcement contacts at
STEP locations during STEP hours of operation. Only records of cita-
tions and written warnings were available from these non-STEP
contacts. The total number of recorded contacts by both STEP and
non~STEP officers for these locations and times are also shown in
Table 5. ‘
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Table 5. CONTACTS AT STEP LOCATIONS
~ .DURING STEP OPERATIONS

Number of Contacts

Blue Red Yellow Total
STEP, Phase I 2,002 1,428 -— 2,430
STEP, Phase II 1,348 1,173 1,036 3,557
STEP, Phase IITX 1,086 883 == 1,969
STEP, Phase IV 1,316 1,349 1,519 - 4,184

STEP, Phase V 1,315 1,092 - 2407
| 7,067 5,925 = 2,555 14,547

Qthetr Officers,
Phases I-V 1,110 759 1,114 2,983

Total 8,177 6,684 3,669 17,530

The percentages by severity of penalty for these contacts
are shown in Table 6.

Table 6, STEP CONTACTS BY SEVERITY OF PENALTY
(A1l Officers, Phases I-V)

Percentage of Contacts

Penalties E\ﬂxslue *" Red Yellow
Arrest 1 1 1
Citation 33 30 41
Warning 14 14 14
Verbal 52 55 44
100 100 100

The percentage of verbal contacts in the Blue and Red areas are high,
because verbal contacts were made in these areas for all but
mandatory citations during Experimental Phase V.

Since STEP officers were instructed to contact violators
for hazardous violations, particulary those deemed "accident-related"
and since the type of penalty varied for certain violations depending
on the experimentation, it was of interest to examine the proportion
of STEP effort which actually was devoted, throughout the program, to
each type of violation. (See Table 1, page 21 for those viclations ,
varying in penalty severity.) These proportions are shown in Table 7.
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Table 7. PERCENT OF VIOLATIONS BY TYPE

Thase T Phase 11 Phase IIT Phase IV Phase V

Blue Area
Fail to stop; disobeyed :
other signs 36 34 28 21 16
Speeding violations 20 17 13 20 34
Defective equipment 16 22 29 35 30
- Right of way violations 12 8 8 7 5
Licensing violations 1 8 8 9 8
Other violations 9 A 4 _8 _1
100 100 100 100 100
Red Area
Fail to stop; dlsobeyed
other signs 32 30 22 18 15
Speeding violations 22 27 24 25 39
Defectlve equipment 17 17 29 34 27
Right of way violations 8 8 6 6 6
Licensing violationsg 8 7 9 7 6
Other violations 13 _1L _lo 10 7
100 100 100 100 100

Yellow Area
Faill to stop; disobeyed

other signs NO 26 NO 18 NO
Speeding violations  STATIONARY 29 STATIONARY 20  STATIONARY
Defective equipment OBSER~ 20 OBSER~ | 37 OBSER~
Right of way VATION '8 VATION 5 VATION
violations
Vicensing violations 6 9

Uther violations AL 11

100 100

o Contacts made by STEP for defective equipment violations
showed an increase for FPhases III and IV. Officers were instructed

to concentrate on other violations for Phase V. The decrease in
defective equipment contacts was seen in Phase V. An increase in
speeding violations was seen in Phase V, when verbal warnings were
extensively used. It is particularly interesting to note the marked
decrease in fail to stop and right of way violations at STEP locations
during the project.
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For STEP, it was essentlal that verbal or citation contacts
be given under identical traffic situations, with penalty severity
varying only according to experimentation. Table 8 shows the penalty
for all contacts in the Blue and Red areas which were used in the

— experimentation throughout the program. The data show that verbal
contacts were made equitably each hour of STEP, but more verbal
. contacts were made in light traffic. N

Table 8. COMPARISON OF ARRESTS, CITATIONS AND
N WRIngy WARNINGS TO VERBAL CONTACT

‘\\\
s

-

/;”Arrests,

~ Citations, Verbal

Time of Day Warnings ~ Contact

(percent) (percent)
S Blue 1100-12Q00 14 14
1200~1300 12 11
1300~1400 11 12
1400-1500 ' 12 14
1500-1600 ~ 17 18
1600-1700 17 - 15
1700-1800 . 17 16
100 100
Red  1100-1200 13 15
1200-1300 - 11 11
1300~-1400 10 11
0 1400-1500 12 13
' 1500~1600 17 19
1600-1700 19 15
1700-1800 18 16
100 100

Traffic

Blue Light 12 i3
Medium 61 56
Heavy ‘ 27 26
Red Light 17 24
Medium . .59 , ’ 55
Heavy 24 | 21
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4. Court Cases Involving STEP Officers

Every time a STEP officer appeared in court for a STEP
There were

location violation, data were collected on the outcome,
358 such cases which originated during Phases I through V.

percent of these cases came to court within 60 days of the violation.
Shown on Tables 9 and 10 are the violations involved, number and

percent of officer appearance in court, fines and terms.

Table 9. COURT CASES BY RESULTS

Court Results g;?g:gegg

Fine 154
No Fine 78
Term Suspended 37
(No fine, fine and/or school)
Bail Forfeiture 37
No Fine, School 16

| Failed to Appear, Warrant Issued 31
Term (Fine or no fine) 5
TOTAL 358
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Table 10. COURT CASES BY TYPE OF VIOLATION

Number of { Number of STEP ‘Percent of
Traffic Violation Violators | Officer Appear~ | Officer Appear-
Contacted | ances in Court ances in Court

Disobeyed Stop or

Other Road Sign 4662 88 2
Licensing Violations 1452 110 - 8
Speeding; Speed too

Fast.for Cenditions 4304 56 1
Defective Equipment 4890 40 - 1
Right of Way |
Violations 1375 24 2
Reckless, Careless,*

Negligent Driving 151 ’ 8 5
Driving While *

Intoxicated 7 2 29
Other Moving

Violations 1361 21 2
Miscellaneous : 357 9 3

Total - 18559 ' 358: ' 2

*While tﬁese violations required a mandatory court appearance on the
part of the violator, a plea of guilty or a stipulation to a readlng
of the record did not require officer appearance in court.

\
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D. Trafflc Accidents

In this section of the report the measurement of accident reduction
effects of STEP are diseussed. The overall numbers of accidents in the
eity since STEP began, the types of accidents which have occurred and
accident differences in experimental versus control situations during
STEP are also addressed. ”

1. Citywide Accident Statistics

o The city of Tacoma had experienced a rather stable accident
rate prior to STEP. The number of accidents annually for the 1972
baseline period, before STEP, are compared in Table 11 to the corres-
ponding accident statistics for 1973-1974 and for the first half of
1975, during STEP operations.

Table 11. NUMBER OF ACCIDENTS IN TACOMA BY CALENDAR YEAR

Before STEP During STEP

1972 1973 | 1974 1975%
Total '
Accidents 3906 3854 3985 2079
Accidents 1044 1158 859 452
with Casualties (27%) (30%) (22%) (22%)
Accidents 21 14 20 10
with Fatalities (.5%) (.4%) (.5%) (-5%)

*Data to 6/30/75

It should be noted that the injury severity code and reporting pro-
cedures were in the procedss of being revised during late 1973, This
may account for first the increase and then the decrease in percent
of imjury accidents shown during STEP. Total accidents for 1972,
1973 and 1974 show stable accident experience which was previously
seen in the city's computer recorded history (since 1963).

For the time period of interest to the project, February 2,

1973, start of Phase I, to June 30, 1975, end of Phase V, the total
- number of accidents is shown in Table 12 by experimental phase.
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Table 12. NUMBER OF ACCIDENTS IN TACOMA, .q..--.-
BY EXPERIMENTAI PHASE

1972 1973 1974 ) i975
For the Year 3907 3854 3985 2079%
Experimental Phase 1 1} 2049
Experimental Phase II I1}1976
Experimental Phase III JIT 1379
Experimental Phase IV : Ivi{z379
Experimental Phase V ) Y[léB?

~~~~~ R T " I MRy N —

*Data to 6/30/75

Since the length of experimental phases varied, these data
merely indicate that each experimental phase had sufficient accidents,
citywide, for analysis. The average number of accidents occurring
per week during each phase are given in Table 13. The averages are
also provided for each of the three areas of the city. Again, stable
accident experience is shoun within the city.

Table 13. AVERAGE NUMBER OF ACCIDENTS PER WEEK,
ALL HOUR & DAYS

Area of Experimental Phase

City 1972 T JIT {TIIT | IV v
Blue 24 120 24 | 24 | 27 | 26
Red 20 119 j23 ) 19 § 22 | 21
Yellow - 31 j19 }33 ] 390 | 34 | 33
Total City | 75 ] 68 79} 73 | 83 | 80

For the areas used in the experi&sntation, (both experimental
and control) the average number of accidents per week are shown on
Table 14 for STEP operation hours and days, only.
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Table 14. AVERAGE NUMBER OF ACCIDENTS PER WEEK,
STEP HOURS AND DAYS ONLY

Areas Used for | Experimental Phase

Experimentation I 11 | 1IT v -
Blue 6.0} 6.5 9.1 ] 6.9 8.7
Red 5.8 7.3 | 6.9 5.0 | 8.3
Yellow ==l 9.7} === | 9.0 | =~

The percent of accidents, citywide for STEP days and for
STEP hours are shown on Table 15, before STEP (1972) and for each
phase.

Table 15. PERCENT OF ACCIDENTS BY DAYS AND HOURS

1972 Phase I Phase IT Phase IIT Phase IV Phase V

Day of Week
Mon~Fri (STEP) 71 72 71 72 72 72
Sat-Sun (no STEP) _29 28 22 28 28 28
100 100 100 100 100 100

Time of Day
1100-1800 (STEP) 47 44 40 44 43 46
Other (no STEP) 23 26 .50 .36 3l LY
100 100 100 100 100 100

Accidents during these days and hours do not appear to have sustained
any significant percentage reduction.

2. Types of Accidents

The characteristics of accidents in Tacoma were studied so
that any possible shifts might be detected which could be attributed
to STEP. Percentage distributions were computed for 1972 and for
each experimental phase in Tables 16 ~ 18,

40



Table 16. PERCENT OF ACCIDENTS BY COLLISION TYPE

1973 Phase I Phase II Phase III Phase IV Phase V .

e Accident Type
% Right Angle 31 31 31 32 30 33
Rear End 15 16 13 13 15 13
Parked Car 16 18 20 18 20 18
. Turning Movement 12 10 11 11 10 12
Hit Object 10 9 9 8 10 9
Sideswipe 5 6 "5 6 5 5
Parking/Backing 4 3 4 5 3 4
Pedestrian 3 3 3 3 3 3
Head On 2 1 1 1 1 1
Other 2 3 3 3 3 2
100 100 100 100 100 100
Number of Vehicles
Involved
One 14 14 14 13 14 13
Two 79 78 79 79 79 80
Three or more 7 8 7 _8 7 7
100 100 100 100 100 100
No changes are noted.
T-%le 17. PERCENT OF ACCIDENTS BY INJURY SEVERITY
Injury Severity 1972 |Phase I |Phase II|Phase III|Phase IV|Phase V
Fatal <1 <1 <1 <1 <1 <1
Injury ' 26 29 30 22 20 22
Property Damage 73 71 70 . 78 80 78
I 100 | 100 100 100 100 100

There was some question as to the validity of the injury severity
data because of the previously mentioned code modification. Therefore,
any shifts in injury severity are questionable. ‘
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Table 18. PERCENT OF ACCIDENTS BY AREA

Area of Accident 1972 | Phase I | Phase II{Phase III|Phase IV|Phase V
Blue 32 30 30 33 33 32
Red 26 28 29 26 26 26
Yellow - 42 42 41 41 41 42

100 100 100 100 100 100

No marked changes in distribution of accidents by area of the city
are shown.

3. Analysis of Experiments

In accordance with the experimental design, statistical tests
for STEP effects were made on the accident data. A series of tests
were made for various experimental/control, before/after situationms.

In all cases, a 2~wyay analysis of variance was used to compare the
number of accidents which occurred during different STEP-related
activities. The F~tests used for the analysis of variance considered
differences between the Red, Blue and Yellow areas. The counter-
measure areas of area saturation, surveillance, visibility and penalty
severity were examined via this type of testing.

a, Area{Safﬁration

Using control and experimental areas, four sets of
data were used for testing saturatlon effects:

1) All accidents in the city
2) All fatal and injury accidents in the city
3) All accidents, M-F, 1100-1800
4) All fatal and injury accidents,
M~F, 1100-1800 '

Data were grouped so that comparison groups of
experimental/control or before/after situations involved exactly the
same days of the week and hours of the day. An adjustment of no more
than two days was made, where necessary, to create equal time periods
for testing comparison groups. For the analysis, only the areas used
in the experimentation were tested; i.e., Red and Blue for Experimental
Phases T and III and V; and Red, Blue and Yellow for Phases II and IV.

For Phase I tests, the data used started on the seventh
week of actual operations so that 6 weeks Blue--12 weeks Red--6 waeks
Blue were successive experimental times and areas. The two time periods
that Blue was experimental were combined, Officers had 4 one-hour sta-
tionary assignments in Blue and Red during Phase I.
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For Phase II, the first week of experimentation was
excluded for testing since the Yellow area was used alone to familiarize
officers with new locations in that area. Each officer had 5 one-hour
stationary assignments in one of the .three areas, Red, Blue or Yellow.
All three areas were used concurrently.

For Phase III, three weeks of the time period were
excluded for testing, as STEP was not in operation during those weeks.
Stationary assignments were in the Red and Blue areas, eight for one~
half hour each. This stationary assignment scheme was continued for
Phases IV and V. Red and Blue were each experimental and alternating
control,

For Phase IV, the first week was excluded for testing
since new locations used in the Red and Blue areas were tried. Each
area was used several times in successilon.

For Phase V, the first week was excluded since new
Pacific Avenue locations werc being tried in the Blue area. The last
four weeks of experimentation were excluded as the design had already
been completed. Red and Blue only were used.

The five experimental phases were organized according
to the saturation by STEP in experimental areas, Six time periods were
used for tests organized under three general categories of area satura-
tion: -

Time Period Used in Testing Area Saturation

1. Phase I 6«12 successive weeks
in experimental area

2.) Phase III (Experimental-Control)

3. Phase IV-1% 3«4 successive weeks
in experimental area

4. TPhase V (Experimental~-Control)

5.  Phase II versus 1972 Essentially city-wide

(Before-After)

&

6. Phase IV-2% versus 1972-3

Data were combined according to whether the area of
occurrence was experimental or control at the time or, if no c¢oncurrent
controls were clearly used; *before' was used as control (previous
year or two years previous). Thus, the basic analysis of variance
was on Experimental versus Control with Ycolor" of area as a second
variable. ‘

* i (
Phase 1IV~1 refers to the first half of Phalle IV when experimental areas

were worked for three weeks in succession; Phase IV-2 refers to the gecond
, essentially

half, where three days were spent in each experimental area, or
citywide,
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- was 72, experimental; and 65, comtrol. For STEP operation hours and

Bach of the six time periods was tested four times,
uging each of the data sets., The number of accidents used for each
data set of each-test are given in Table 19. E and C notations on the
table refer to experimental and control, respectively; and R, B, and

¥ refer to the Red, Blue, and Yellow areas, respectively. ..

An example may aid the reader. Reading Table 19, during
Phase I, the Blue area had 242 accidents while it was experimental and .
211 while it was control. The number of fatal and injury accidents :

days, Blue had 80 accidents when experimental (26 fatal or injury) and
63 accidents when control (19 fatal or injury). The statistical test
is comparing accidents in experimental times for Blue and Red to
accldents in control times for these areas,

In all of these 24 tests, no differences could be
detected at the .05 level between experimental and control situations.
One test did pass at the .10 level~-~Phase IV-2, all accidents,
essentially cltywide. The data showed more accidents during the
experimentation than the before~STEP control, Considering the incon-
sistency of this test among all tests, one must conclude from these
data that no statistically significant accident reductions were seen
for the experimente.

Other tests were made, comparing phases to each.other
anawcombining gimilar experimevts, but, as one would expect, results
werd the same. Preliminzry tests, early in the project, were made for
Phases I-ITI which utilized the exact hours that STEP was in operation,
i.e., excluding holidays, training sessions, etc.; but results were
again the same.

b. Surveillarnice and Visibility

For each week of operation during Phases I-III a counter=
measure assignment of surveillance and visibility was made. As the
project evolved, the countermeasures of survejlliance and visibility ¢
had decreasing emphasis. Countermeasure variations for experimental
testing are described here as they were set forth in project planning.

Surveillance Countermeasure Definition

Continuous~~A high accident intersectilon was under
surveillance continuously, for the
predominant time period of accidents.
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Table 19, TEST DATA FOR AREA SATURATTON

Number of Accidents Per Ares in Time Period <

Y

All Hours & Days  STEP Hours & Days
A11 Fatal & A11 Fatal &
Phase T Accidents  Injury Only Accidents Injury Only -
6-12 Weeks ”
Per ea E C E G E C E C‘
B 242 211 72 65 80 63 26 19
R 208 238 63 76 60 80 19 30
Y - - - ~a -~ - g ° -
Phase 111
6-12 Weeks
Per Area E C E C E C E C .
B 223 184 56 32 80 66 15 g
R 151 172 301 29 46 64 7 9
Y - - - - - - - -
Phase IV-1
3-4 Weeks
Per Area E C E C E C E C
B 196 123 51 18 63 31 11 6
R 120 89 26 32 32 28 7 9
Y 160 239 31 37 48 90 7 15
Phase V
3-4 Weeks
Per Area E G E C E C B c_ i
B 221 195 47 48 72 58 ‘13 17 =
R 172 168 31 32 66 58 13 8
Y - L - - - - -y L]
Phase II ’
Essentially
-Ciltywide
{1972 Control) B C 4 C B C B C
B 570 610 174 165 156 189 48 48
R 538 530 170 .- 133 176. 182 54 56
Y 786 721 234 182 233 273 66 71
Phase IV-2
Essentially
Citywide : ; v
(1972-73 Control) E c E. C E c - B _C
B Y296 239 57 ., 56 100 71 20 16
R 240 226 42 " 53 79 80 12 24

330 289 65 75 113 120 21 33
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Spot--A high accident intersection was under
surveillance for some part of that
predominant time period of accidents,

Visibility Countermeasure Definition

High~~STEP vehicles would bl seen by all
drivers approaching a high-accident
intersection.

Low--STEP vehicles would be only seen by
drivers on nne approach to a hlgh-
accident intersection,

At the top of each officer's schedule for a week would
be, for example, 'Spot, High". "Spot" would indicate that the officer
may or may not expect to relieve another officer at a location.

(Under continuous surveillance a location selected for a given day
was constantly worked in high~accident hours,) "High' would direct
him to position his vehicle so that it was visible to as many drivers
as possible.

The continuous alternative for the surveillance counter=
measure proved to be quite difficult to implement. A few STEP loca-
tions were selected at random each day and schedules had to be con-
structed so that one officer was present during all of the high-accident
hours--7 hours for certain locations and 4 for others. Scheduling
this, combined with patrol and lumach hour allocations, was a difficult
task. On the other hand, the scheduling of spot surveillance was

" simple--essentially random assignments. Analysis based on Phase I

accidents for spot versus continuous weeks showed no consistent
differences between the two, thus it was decided that spot coverage
would be used exclusively for Phases II~V,

For this analysis, weeks were separated according to
whether spot or continuous surveillance was used. Weeks were recom-
bined according to surveillance and accident data were tested for
experimental areas only, spot weeks versus continuous weeks, The
analysis of variance methods were the same as that used for area
saturation, with comparison groups of spot versus continuous and
accounting for differences in the experimental areas. This type of
analysis was also used to compare high versus low visibility.

Accident data on Phases I and III, where high and low
visibility were varied in a controlled manner, were used to test
accident effects of visibility. Phases I and III were tested
separately and together. Although no differences could be substan=
tiated at any reasonable level of significance, it was decided that
the high profile mode would be used for remaining Phases IV and V.
The decision was based on the fact that experimental areas showed
slightly fewer accidents in hours of STEP operation during the high

46



profile mode in both Phase I and Phase III. And, further, high
profile provided an o¢pportunity to influence the noncontacted
violator (by sight of the vehicle) and would perhaps be more likely
to produce halo effects.

c. - Penalty Severity

For each week of operation a countermeasure assignment
of penalty severity was made along with surveillance and visibility
assignments. Countermeasure variations are listed below as set
forth in project planning.

Penalty Countermeasure Definition

Citation--Citations to be given for all violations
subject to experiment.

Warning~-Written warning citations to be given
for all violations subject to experiment.

Verbal~-yerbal warnings to be made for all
viclations subject to experiment.

Under this countermeasure, the penalty for violations listed as
"varying penalty severity' would be totally dependent on the weekly
countermeasure assignment, During Phase I, all three penalty severity
alternatives were varied on a weekly basis. For Phages II-IV only
citation and verbal were used to strenghten the comparison of alter-
natives. For Phase V the countermeasure policy was verbal only for
these special violatioms.

Statistical analysis of accident data comparing weeks
of citations, warning and verbal, were similar to that for surveil-
lance and visibility, and conflicting results were obtained, phase by

phase. Phase I showed fewer accidents inm written warning weeks,
Phase II in verbal warning weeks, and Phase III in citation weeks.
During Phas& IV, the concept for evaluation of penalty severity was
revised. The original experimental design for measuring effects
related to the type of penalty associated with contacts was clearly
inapplicable.

Since penalty severity was changed weekly, the
experimental design would indicate that accidents for a '"verbal week!
be associated with the verbal alternative of the countérmeasure.

This eliminated the possibility that the geverity of penalty affects
the violator for any length of time after the contact and included
the assumption that other drivers were aware of the current penalty
severity. i

For example, if Driver A received a verbal contact,
it is unlikely that this event would affect noncontacted Driver B,
who became involved in an accident during'the same week.
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Alternatively, it may have influenced Driver A's behavior during the
next week, which would be termed a “citation week™,

Considering these deficiencies in previous logic, the
pernalty countermeasure was pursued differently for final anmalysis--
selected drivers who were contacted and given either a verbal warning
or a citation during Phase IV were tracked for a one-year period to
ascertain the effects on future driver behavior of the two methods
of contacting violators. The results of this rvecidivism study will
be discussed in section V-E of this report.

Since the sample for tracking had been selected by the
"~ end of Phase IV, it was decided that verbal warnings would be used
exclusively for the final experimental phase, Phase V. This was

the first time that the verbal warning penalty severity counter-
meagure had been used for an extended time period. Accident rates
for Phase V did not increase or decrease with this countermeasure
(see Table 13, page 37).

4, STEP and Non-STEP Location Zones

STEP efforts were further analyzed by comparing accident
locations to STEP officer locations for various time periods (by
phase, month, week, day, hour). Accident data were maintained by the
city in hourly increments and by the nearest intersecting streets.

In addition, each STEP officer maintained a daily log of the exact
times that he arrived and left each of his assigned high-accident
locations., These logs provided a means for tractable monitoring
of the experimentation.

Comparing these two items of information-~STEP officer pre-
sence in stationary observation and accidents~-located both in time
and in position, the possible effects of this enforcement on accidents
could be postulated and supported. For this comparison, the city was
divided into about 130 operational, traffic flow oriented zones.

All accident locations and STEP officer locations appearing in the
data were assigned to an appropriate zone fon each hour of each day
during the experimentation.

The first step toward creating these zones was to identify
all high-accident locations and boundaries for the three experimental
areas and designate them on a map of the city. Since officer assign-
ment to STEP locations was the crux of the experimentation, special
zones called STEP zones were constructed first, These zones were
generally defined by taking about two city blocks in all directionms
from the STEP locations. Zones varied slightly; e.g., streets with
no entry to or from STEP locations were excluded. Some zones con-
tained more than one STEP locatlon due to the proximity of one high~
accident location to another. Intersections in a STEP zone were
always entirely within the same experimental area--Red, Blue or Yellow.
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Next non~STEP zones were constructed for the study of halo
effects (see page 51 for discussion of halo effects). Im particular,
zones were constructed which geographically adjoined STEP zones, but
were not STEP zones themselves. These zones génerdlly had about the same
number of intersections as STEP zones and followed major traffic flow
from STEP locatioms.

STEP zones were first studied according to the experimental
phases during which they were used. At the end of Phase III, STEP
locations were reevaluated because of traffic engineering changes
which had been made. Also, during Phase V special STEP locations
were used on one street, Pacific Avenue. STEP zones had been keyed
to accomodate these two changes. The zones containing "active STEP
locations were jidentified with each experimental phase. Then, the
average number of accidents per month according to the "active” or
" nonactive ' status of the zone was computed. (See Table 20) This
was done to determine whether or not high-accident loecations would
show regression to the mean effects.*

Table 20. AVERAGE NUMBER OF ACCIDENTS PER MONTH FOR STEP
ZONES AS THEY WERE USED

=
o
w
)
Vi

Phases Phase

. .
ones 1972 I-TTT v -

Having STEP locatioms which
were no longer used after
Phase IIT 13 10 /

Having STEP locations which ///' ////

were used throughout the /////

study 45 32 y
RAA

Having STEP locations which :
were added after Phase III 9 11

Having Special locations
used for Phase V experimen-
tation on Pacific Avenue 4 3

All STEP zonmes _ 71 56

, = zone "active' in experimentation

Regression to the mean effects are not evidént.

The spec1a1 study during Phase V on Pacific Avenue, one of
‘the city's major throughways, deserves further mention. Figure 4

*
Regression to the mean - thnomennn that, assuming the number of

accidents at all locations are independent, identically dngtrjhutcd,b
the locations with high accident experienge in one year will tend to
regress to the mean in the following year. )
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shows the numbered zones on Pacific Avenue. The average numbeér of acci~
dents per month on Pacific Avenue are shown on Table 2L which also gives ©
the averages for accidents by zone, and the active or mnonactive status,

Table 21. ACCIDENTS ON PACIFIC AVENUE

Pacific Average Number of Accidents per Month for Pacific

Avenue Avenue Zones

Zone : i

Number 1972 Phases I~IIL Phase IV Phase V

MU . ,

9021 5.7 C::;// 2.5 SN0 //’jj;/'s.gj:)//
3040 5.8 4.0 f::::: 8,9 ,/"////’3.4 /,////
3020 3.3 2.6 ,//// 7.0 ///////’3.0 ///’/,
3650 3.9 //////2.8 //// 6.7 V7 /2.9 ,
1110 2,2 1.3 2.6 :::::; .9 //’2,/’
1100 9 T .8 2,1 97 7
1111 3.4 VA 2327 7| 5.6 /2.0/ |
1200 4.1 [ 4.3 3.3 4.5/
1220 b6t P79 7 751V 2 //
1201 .8 .6 , 2.3 g
1221 8 U .8 NSV 57 ~
1222 2.7 //’52.7 fi:’f:’i;’/;.7 /’//::;/125;9 /’j::/
1202 .8 A 2.1 //// .4j,f |
1210 3.2 (77187 7 3.5 2.8 :
1203 .3 3 .9 A ////’
1223 1.7 P 7110 77 1.6 117
Total 43.0 27.1 " 87.5 33.4

= Zone Mactive' in experimentation

Accidents appear to be somewhat more sensitive to enforcement than
on the previous table; ‘i.e., during Phase IV when there were fewer
active zones on Pacific Avenue, accidents, increased; and in Phase V,
when new Pacific Avenue active zones were added, accidents decreased.

These topics--accident increase and decrease over time
with varying enforcement and accident effects in localized areas--
are examined more precisely in the next two sections of this report,
"Time Series Analysis" and "Halo Effects.”

5. Time Series Analysis

Total accidents occuring in the city are shown by month of
the year (Table 22). Phases are indicated by circled Roman ‘numerals,
to the left of the starting wonth, Fatal and injury accidents are '~
shown in parentheses. ’ -
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Table 22, NUMBER OF ACCIDENTS BY MONTH AND YEAR

Month 1972 1973 1974 1975
Jan 301 (75) 313 (66) 314 (78) 369 (67)
Feb 277 (68) 282 (76) 256 (55) 318 (35)
Mar 360 (86) 346 (107) 323 (77) 356 (61)
Apr 335 (76) 284 (92) 307 (57) 350 (61)
May 274 (73) - 306 (98) 329 (62) 342 (82)
Jun 320 (90) 297 (73) 298 (84) 344 (104)
Jul 327 (96) 258 (72) 317 (67)

Aug 310 (97) 310 (8L) 300 (63)

Sep 349 (100) 315 (104) 337 (80)

Oct 286 (82) 343 (122) 341 (62)

Nov 373 (91) 389 (138) 420 (93)

" pec 395 (109) 411 (109) 443 (81)
3907 3854 3985

- During the time period in which nationwide statistics have shown re-
duced rates (late 1973 through mid-1974), decreases were not extensive
within the city itself,

Monthly rates for the city do not show accident reduction -
over time, but during most of the project experimentation, STEP
officers were concentrating their efforts in only one of the three
areas in the city for at least one week at a time. To further
eclarify the issue of accident rates over time the National Highway
Traffic Safety Administration (NHTSA)* made an interesting analysis
using the accident and enforcement history by zone. NHTSA studied the
number of accidents per week in the Red area as a function of the
number of STEP locations visited during stationary observations per
week. Data used were for Phase I (4 one-hour assignments per day per
officer, 10 officers when experimental, 0 when control), Phase II (5
one-hour assignments per day per officer, 3-4 officers at all times)’
and Phases III and IV (8 one~half hour assignments per day per offlcer,
10 officers when experimental, 0 when control).

The method used for the analysis was the Box—Jenkins techngiue
of time series. This technique allows the user to build a mathematical
model describing the movement of the time series (accidents per week) so
that he may forecast its movement in the future based upon relationships
existing in the past. One application of this approach is to develop a
model of a given activity during a baseline period and use the model to

forecast expected results in an experimental period. Comparing the actual B

experimental results with the forecasted results, differences noted may be
attributable to the countermeasures introduced as part of the experiment,

*
Proceedings of the Motor Vehicle Collision Investigation Symposium,

- 1975, "Data Collection & Analysis in Safety Demonstration Programs,'
Terry Kleiln and Paul Levy, to be published.
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provided other corroborative evidence can be obtained, Confidence bounds
on the forecast can be developed to determine the significance of the com~
parison, forecast versus actual. A multivariate approach was used in this
application: the accident time serles was related to the enforcement time
serles by use of a transfer function.

Figure 5 shows the time serles data for the number of actual STEP
location visits, per week in the Red area. The experimental phases and week
of operation are also shown, Figure 6 shows the number of fatal and injury
accidents occurring during the same 77-week period., Property damage crashes
were eliminated by NHTSA.

The transfer function model derived from these data is

nt
(1 +1.808 + .963°) ¥~ - .0028 X, + TS WO ED)

Where Y, = number of accidents occurring in time period t

[

e
It

" number of man~hours in time period t

w
]

backshift operator
n, = random error term

The interpretation of the formula is as follows: The number of accidents
occurring in time period t(Y.) is affected in a negative way (reduction)
by the number of visits by'STEP in time period t-1 (note Xi~-1) in the
formula). Other terms affecting the forecast are accidents in time period
t-1 and t~2 (note B and B2 terms in the formula) plus a random error term
.

Figure 7 shows a 16 week forecast beginning at week 67 through
week 83 using the above relationship. The accidents during weeks prior to
week 67 and the visits were used to generate the forecast. The introduction
of visits did in fact improve the accuracy of forecasted values since the
sum of squares varlation between actual and forecasted values was reduced
by 35 percent over the case where man-hours were not used, but the depend-
ence was not judged statistically sdignificant.

6. Halo Effects

The relationship of accidents to enforcement was further
narrowed to a time unit sensitive to hours and to an area unit
sensitive to individual zones. The goal was to use computer plotting
routines to examine accidents as a funetion of time since a STEP
officer visited a STEP location and as a function of enlarging areas
of possible STEP officer lanfluence. To generate this function, a
computerized history of each zone was made., The computerized history
contained the time, to the hour, of each STEP officer’s visit to the
zone, and the time, to the hour, of esach accident in the zone, From
this, the time between officer visits and future accidents could be
measured within a zone. Zones could also be cross-correlated,; i.e.,
the time between an officer visit and future accidents in an adjoining
or other "related" zone could bé measured. W
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For the analysis, several items of interest were generated
from this computerized history, The time between every two successive
accidents in a zone was checked, and if mo officer visited the STEP
zone (or a 'related" zone) between accidents, that fact was recorded.
If one or more officers did visit between accidents, the time of the
last visit, the number of previous visita of Intersst, and zone
’%elationship" were recorded. ~

Using these items, the frequencies of the accidents as a
function of officer visits were studied extemsively for the STEP
zones, and for non-STEP zones., For STEP zones, only effects within
the same zonewere considered. For non~STEP zones STEP officer visits
were not in the same zone as the accident, but in the'mext. Multiple
effects were considered for non-STEP zones~-~some zones adjoined two
STEP zones and, in this case, effects of both STEP ‘zones were summgﬁ.

Graphs were made for accidents occurring at each of the 24
hours of the day throughout the experimentation. Some eéxample : graphs
are in Figure 8. These graphs use data from Experimental Phase III
(one~half hour visits) and for accidents occurring between 1700 and
1800 hours. These graphs show the probability of having an accident
(evidenced by the frequency in the data) as a function of the time
since the last officer visited the type of zone being.studied (STEP or
non-STEP). For graphs A and B, the number of previous visits, NV,
was considered as a parameterization. Zones which had been visited
heavily during the week prior to the last officer ‘visit were considered
apart from those less frequently visited. For graphs C and D, the.
parameterizations were on the number of STEP locations, SL, within a
STEP zone. Graphs A and C are for STEP zones and’ Graphs B and D are
for non-8TEP adjoining zones,

First, the graphs show officer scheduling-~eight-hour jumps
where STEP officers are on duty and then the 16 hours wheén STEP was
not in operation. Graph A shows higher accident rates in STEP zones
when more previous visits were made, Graph C shows that, to a certain
extent, this can be explained by certain zones (those with two STEP
locatione) having more visits. The relative shapes of these curves
are important. They do not support the hypothesis of low probability
of accident for recent officer visits (time halo effect); they do not
support the hypothesis that STEP zones ake more sensitive than non~STEP
zones (area halo effact), ,

The example graphs shown here are typical. It is possiﬁle
that other effects are overpowering the measurements: ;

1. Officers were visiting STEP zones so frequently
(4-8 asgignments each day for each officer) that
most STEP zones were vigited within ‘24 hours in .
an experimental area, :

2. In a control area, -STEP zones were not vigited
for several weeks. '

3, No visits were made in eithet areg/on the weekend,
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Additionally, these graphs may merely show officer schedules a8
evidenced by accident, i.e., the accidents are random. One time
period was selected where officers had not been in the Blue area for
12 weeks prior to the six weeks analyzed, when the Blue area only was
worked (one hour assignments). For this time periodgoall hours of the
day were combined and Blue area STEP zones only were used in one

of the graphing routines, shown as Graph E on Figure 8. During this
time period, it can be estimated that about one officer out of ten
would not be on duty in the field.

Using the schedule design, for 12 zones with one location
and 4 with two in the Blue area, it was reasonable to cover a rough
estimate of two-thirds of the zones each weekday. Then, taking the
probability of an accident occurring within 24 hours of a weekday as
five-pevenths, the probability of an officer being in a zone during
the 24 hours prior to an accident was estimated as p = 5/7 + 2/3 = .48.

When this point (24, .48) is plotted on Graph E and compared
to the¢ actual data, it becomes evident that the correspondence is very
good, This procedure was continued and refined, but the correspondence
was quite apparent. Therefore, these comparisons substantiate the
conclysion that the graphing procedure was primarily a plot of the
probability of officer visits or merely reflected the scheduling of
officers, i.e., that no relationehip of officer vigits to accidents
could be showm.

7. Accidents and Enforcement

Throughout the history of traffic enforcemenf;, the generally
accepted theory has been that enforcement was somehow tied directly
to accidents--that increased or decreased enforcement brought about a
corresponding decrease or increase in accidents. However, the Tacoma
Police Department examined 15 years of accident statistics and saw a
random pattern of accidents seemingly unrelated to enforcement.
Occasionally a peak of enforcement effort might correspond to low
accident level but equally often peak enforcement matched a high acci-
dent level. Previous enforcement projects, attempting to prove a
relationship between enforcement and accidents, were often based on
inaccurate measurements, Also, data which did not support the desired
outcome were lgnored, factors bearing on the results were overlooked
and experiments were of extremely short duration.

A guiding principal for the entire STEP project in Tacdmé o

was that if complete cantrol of all aspects of the experiment

could not be assured, then the outcome or results would be suspect
and the experimental idea would be abandoned, While this project's
conclusions are not extensive, the Tacoma Police Department and the
evaluator are confident that they were based on data which was
accurately obtained and interpreted.
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No significant reduo/ion or increage in accidents was
found either overall or at speeific locations, which could be
attributed to a specific enforcement action. ThlS result, in the
opinion of the Tacoma Police Department and the evaluator, does not
imply that all traffic enforcement can be eliminated without affecting
the accident picture. That particular experiment has yet to be con=-
ducted. It is implied, however, that enforcement needs to consider
totally new approaches to the accident problem since neither the
traditional nor the newer methods used for Tacoma STEP have been shown
to have measurable effect at this time.

E. Recidivism Study

Project staff and police traffic administrators who learned
about the Tacoma STEP showed concern about experimentation in the use
of verbal contacts in lieu of citations: those who received verbal
contacts might be relatively unaffected by the experience or even
negatively affected and would thus continue committing violations. To
examine future effects of the verbal contact, a one-year tracking of
violation records involving nearly 900 drivers was undertaken. The
purpose of this tracking was to determine the recidivism rates of
drivers receiving verbal contacts as compared to drivers receiving
citations.

1. Selection of Samples

A 19-week period from March 4, 1974 to July 31, 1974 was
selected to obtain names of individuals contac¢ted by STEP officers at
STEP locations. Both verbal and citation contacts were included. During
this time period, the penalty severity countermeasure (verbal versus
citation) was varied weekly so that individuals having the same non-
flagrant violations were cited or not, depending on the week,

Constraints for sample selection of individuals contactad
during this time period are given below:

Contact did not involve a traffic accident

Contact did not result in court action

Individual contacted was a Tacoma resident

Individual had only one citation on the day his

name was selected (if the individual had one

citation and one verbal, the citation only was

used)

5. Complete and comsistent data on the contact were
available

6. Contact was for specified types of violationms.

B0 P
- * E ]

The samples obtaiped are shown in Table 23 by type of
violation and severity of penalty for initial contact, and by age
and sex of the individual. The two samples resulted in a total of
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Table 23. ORIGINAL STATUS OF INDIVIDUALS TRACKED

Number and Percent®of Individuals Contactéd
Verbal Citation Both Samples
Number Percent Number Percent Number Percent

Type of Violation

% Percent figures in parentheses.

61

Failure to stop 325 (59) 159 (50) 484 (56)

Failure to yield ,
right of way 82 (15) 41 (13) 123 (14)
Improper turn 81 (15) 31 (10) 112 (13)
Licensing violations 2 1) 75 (23) 77 ')
Other 58 (11) 13 (4) 71 ( 8)
(100) (100) (100)

G Age
" 35 or younger 304 (55) 207 (65) 511 (59)
Over 35 244 (45) 112 (35) 356 (41)
(100) . ' (100) (100)
Male 378 (69) 226 (71) 604 (70)
Female 170 (31) 93 (29) 263 (30)
(100) (100) (100)
Total
“ 548 319 867
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867 individuals; 548 verbal contacts and 319 citation contacts.

There were a total of 604 males and 263 females in the samples.
Females represented 30 percent of the total and roughly 30 percent
of each sample, verbal and citation. The average age of all individ-
uals was 36.3; 35.4 for males, 38.4 for females., The initial verbal
contact group tended to be older than the citation group.

. After the time of initial contact by a STEP officer the
number of subsequent verbal contacts made by STEP officers and
citations given by any officer were counted for onme year. Although

the time of initial contact ranged over a 19-week period tracking time
was exactly one year for each individual,

2, Recidivism Rates

For both samples combined, 732 of the 867 individuals never

"had another documented contact by any officer in Tacoma in the sub-

o

sequent one year tracking. Individuals receiving from one to six cita-
tions numbered 115, and 31 received another verbal contact, no one had more
than one subsequent STEP verbal contact. More specmfieally, 94

individuals had one subsequent contact; 27 had two; 11 had three; two

had four and one had six.

For each group, those who were initially cited and those
who were initially contacted verbally, the number of citations recorded-
in Tacoma during one year were counted. Table 24 shows the percentage -
distribution by the number of subsequent citations for both groups. For
example, the table shows that of all violators initially contacted ver-
bally, 87 percent received no citations during the following year. Of
those cited, 86 percent received no citations during the following year.

Table 24. CITATION RECIDIVISM RATES

Number of Original
Subsequent _Penalty
Citation )
Contacts Verbal |Citation
(percent) |(percent)
0 87 86
1 9
2 4
3 <1
4 <1l <1
5 or more 0 <1
X = 6.58737
d.f. =5

Conf. level = ,7468
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Tests for independence (XZ) indicate no statistically significant
differences between verbal and citation initial contacts. Percentage-

wise, the initial verbal contact had slightly fewer individuals who
recidivated,

Next, the subsequent verbal contdcts made by STEP officers
were considered (Table 25), and finally, both types of comtacts were
combined for a total recidivism rate (Table 26), As noted above, only
31 individuals in either sample received a subsequent verbal contact
from a STEP officer and none received more than one. Thus, analyses
of these data separately tend to be weak, Nevertheless, subsequent
verbals are given below by initial contact status:

Table 25, VERBAL CONTACT RECIDIVISM RATES

Number of Original
Subsequent STEP ) Penalty
Vexbal fﬁrbal Citation
Contacts
(percent) ! (percent)
0 96 973
4 2%
X2 = 1.21481 (corrected)
d. f. =1

Conf. level = .7296

This test also shows no statistically significant results, but the
initial verbal contact group had more further verbal contacts,

Finally, the number of subsequent contacts recorded (any
citation or a STEP verbal contact) were analyzed. (See Table 26)

Again, no statistically significant results were obtained in the com~
parison of individuals initially contacted .verbally versus citation.
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Conf, level = .3004

Table 26. TOTAL RECIDIVISM RATES
Numbexr of Original
Subsequent Con- Penalty
tacts (Citation X N
Verbal Citation
or STEP Verbal) (percent) | (percent)
0 85 84
1 11 11
2 3
3 1
4 <1 <1
5 or more _0 <1
Total 100 100
x> = 3.00229
d.f. =5

Differences in recidivism rates by sex were noted for the two

samples in Table 27,

contacts than females initially contacted verbally.

true for males:

Females initially cited had more subsequent

The referse was

Table 27. TOTAL RECIDIVISM RATES FOR MALES AND FEMALES

Males Females
Number of Original Number of Original
Subsequent Con~- Panalty Subsequent Con= Penalty
tacts (Citation " tacts (Citation
. Verbal (Citation ] Verbal (Citation
or STEP Verbal) (percent)| (percent) or STEP Verbal) {percent) | (percent)
0 81 83 0 93 86
1 13 10 1 7 12
2 4 4 2 0 2
3 2 1 3 1 0
4 <1 <1
5 or more 0 <1
x> = 3.12113 x* = 6.58363
d.f. =5 d.f. =3

Jconf. level = ,3187

conf. level = ,9136
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x2 tests for independence were made for the males and females
separately. The test for females shows statistically significant
differences at the .10 level for initial verbal contact versus initial
citation contact; the test for males does not. Thus it can be con~
sidered that verbal contacts may have resulted in lowéf recidivism
rates than citations, for females only., Fofr males, the reverse is
indicated, but results are not statistically significant,

Frequently observed differences in recidivism rates, male
greater than female are again observed here. For both gexes, older
drivers had fewer subsequent contacts, but no new results were obtained by
testing age groups separately,

F., Public Information

As one facet of the Tacoma STEP, a public information campailgu
was extensively conducted. The importance of an informed public @;s

a major concern of project staff and personmel. The objective was to
educate and attempt to obtain voluntary compliance with the traffic laws.
Every effort was expended to insure that the ultimate goal of an aware
citizenry became a reality. Newspapers, radio and television were
utilized. News releases, spots, interviews, and personal appearances
were made, and newspersons were invited to observe all areas of STEP
operation. In addition tec media information, a concentrated effort

was made to attend das many civic, business, or other group meetings in
the Tacoma area as possible. Every high school in the city was con-
tinually visited and appearances at the court-assigned Defensive Driving
School were made on a weekly basis, Groups visited were composed of

as few as three and as many as three hundred persons, and presentations
were made as early as 0600 hours and as late as 2200 hours. ’

All officers assigned to the STEP Project were in some way involved
in the public information effort. Every contact with a violator was
viewed as an opportunity to inform the inmdividual of project objectives
and to enlist his cooperation and dssistance. Officers discusséd the
program with each violator and presented a pamphlet with each contact
made, whether or not a citation was issued. In addition to this, a
special course in public speaking was developed by the staff and each
project officer who wished to become involved in the more formal aspects
of making group presentations was required to attend. Presentations
were made both on an over-time basis and during working hours. Taking
an officer off the street to talk to a group of drivers was considered
more beneficial, even during rush hour periods, than leaving him on
the street where only one or two individuals might be contacted.
Officers were encouraged to seek out groups in all areas and arrange
talks on their own. 1In addition, speaking engagements were made on
a rotating basis unless a specific individual was requested.

65



During the project over 400 formal presentations were made by
project personnel to civic, business and other groups with a total
listening audience of over 14,000 individuals of driving age. The
primary purpose of these talks was to framkly explain the old ideas
of enforcement and their seeming lack of relationship to traffic
accidents, present the STEP philosophy of enforcement, and state the
principal STEP objective-~to scientifically compare the two approaches.
(It was interesting to note that in all the talks given during the
project, only one nonpolice individual expressed dissatisfaction with
the STEP approach.) It was explained to drivers that they could help
by vealizing and accepting their responsibility for proper driving.

The talks ended with a question and answer session. This was
probably the most beneficial part of the program as the speaking officer
became aware that it was impossible to justify many of the traffic
enforcement techniques being used outside of STEP. The officer could
then admit that certain techniques were probably not proper and go on
to show how STEP was attempting to change those practices, Although
project personnel made numerous TV and radio appearances, several of
30 and 60-minute duration, and the newspapers cooperated by using
STEP releases and doing feature articles about many aspects of the
project, it was also felt that the opportunity to question officers
directly at presentations was vital to the public's understanding and
acceptance of the project,

The STEP project also made extensive use of handout brochures,
In addition to those given to every individual contacted by a STEP
officer in the field, special handouts were prepared for business and
civic groups soliciting talks. Figures 9 and 10 show examples of
handouts used in the Tacoma STEP project.

Evaluarion of the effects of a public information campaign is a
difficult task, Often effects are evaluated based on subscription
figures or total potential listening audience, giving little attention
to the number who actually read or heard the message. In order to
evaluate the STEP public information effort, traffic violators con~-
tacted by STEP officers in the field were questioned. For every STEP
contact made, the officer used a code on the citation or verbal warn-
ing form to indicate the violator's knowledge of the program prior to
the contact. STEP officers questioned approximately 16 percent of
the total drivers who committed violations in Tacoma during the
operational period of the study, During Phase T, 27 percent of these
vicolators had previous knowledge of the STEP project and its aims.
This figure was increased to 33 percent during Phase II, 37 percent
during Phase IIT, 39 percent during Phase IV and 35 percent in Phase V.
While this method of evaluation does not measure the accuracy of
violator's response, it does clearly vefer to the public information
campaign's target population.
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STEP

Ever since February 5, 1973, moterists in Tacoma hove been
invnlved in @ special progrem of troffic Tow enforcement known as,
STEP. Tbe Selective Troffic Enforcement Progrom is o three-
year, federaily-funded project which is being conducted by the
Police Departmzat's Traific Division,

STEP is dedicated 1o determining the most efficient and ef.
fective means of preventing the violation-coused accident. Vorious
methods of traffic enforcement will be demonstrated in the city
during the coming months ond eoch will be evaluated to detesmine
effectiveness.,

We reclize STEP is not the tolal answer to the troffic occident
problem, but we do believe it will help reduce accident frequency
at dongerous locations. Some -people think STEP is o mossive
ticket-writing compaign, but it isn't, Our officers employ severol
types of enforcement when moking o confact, They may write o
tormal citotion, issue o writien woring or give o verbul warning
depending on the severity of the violotion,

STEP is not directed at any perticulor group within the driving
publi¢ . . . just the viclotor who has committed a hozaidous vicla«
tion, We reclize the importance of preventing the occident from
happening in the firsy ploce, therefore, we employ different methocs
of observing o hazordous location, For the most part, STEP vehi-
cles ore in highly visible Jocations where the public con easily ser
them, This helps prevent willful violations from hoppening. We
would rather prevent -a violation than investigate the occident that
violation might create.

STEP is a projecl designed o help you drive the city strests
in greater sofety. We need your help, however, in the form of vol.
untary compliance to our traffic lows, The final onswer to our
occidert problem rests with ecch motorist and his or her actions
behind the wheel. Do your port in keeping Tacoma a sofe place
1o drive , ... obey the laws and drive defensively,

1 your groyp or organization would like to know more about
STEP, call us at 593.4886 for o specker. We wont you involved
os interested citizens, not cosvalties from o auto occident.
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WHAT IS SELECTIVE
TRAFFIC
ENFORCEMENT?

\.

MOTORCYCLE FATROLS?

ARE_YOU REALLY WRE o
SURE YOU KNOW?| ppurric WSk 4,

SELECTIVE TRAFFIC ENFORCEMENT PROGRAM
TACOMA POLICE DEPARTMENT

MANY PEOPLE THINK THEY KNOW, BUT..

DI you know that tralfic enforcement has heen practiced by the Taroma Polico Department sinco tho {irst
atomobile came to the cify early In this century? You wauld think thal afler wora than 60 yeats of cuposionse
in thetield, we would have teamed Just abowl oif these was {0 kaow on ibe subject. Mowever, did you koow that
a $653,000 gtant to-the Tatoma Poline Depariment from fhy NMelionat Highway Traffie Safely Adwinishaticn fn 1972
hay atowed us 4o fake oo Inwdeplh look ot tezilic colorcemen) twough o pogren called STEP? DId you 230
know that Gecauss of STEP, some old onlorcoinen) fechnlgues will be laid fo res) ad scms pew {deas regad:
Ing methods and penaltins will soon faho thelr placel

These @] many othor aress gonewinlng the meantig and wto of eoolactlve Laffls enfercooen) propaxming
wlll be answered in depth by o member of Tzcoma's STEP Project If you'll Jush iche the timo to zoll 5924388
and tequast a speatier ba seserved for yow most grozp maeting.

Ragardless of the slze of yow crgenizallo, W kave o program designed especially (or yeu, We want o
fake & few nminotes of your meeling o caplaln how Important your 1ole s 1o o overall opan and how you,
as an Individual moteslst, ean help maka Tacoms a saler and roso plaasant place in which to divo,

Glve us 2 chance o Delp you ord tha monbers of your organlzalion havo 8 beller Oiving reecd, Call

5934336 and reserve 2 date and time now! We'll gladly paswer any and all cuaslions yor 1 your filends may ’
wanl to ask abowt old o new Wratfic enforcemes?,

.

Becoms ‘an Invclved and concomed giflzen {00a7sc-lake “A STEP Adead” 204 leatn wial salectye

taflic enforcesent is rezlly st abod,
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VI OFFICER IMAGE AND PUBLIC ATTITUDE

Current public interest in the operation and activities of
governmental agencies makes it imperative that administrators closely
examine their entire operation to insure that, not only are they
performing a service, but additionally that the public can readily
perceive this function. Publicity and the actual operations of the
agency and individual members must be consistent if credibility with
the public is to be maintained.

Through the years, a stereotype of the traffic enforcement officer
has evolved=--the stern-faced motorcycle officer hiding behind a sign-~
board or building, waiting for an unsuspecting motorist to commit an
unintentional violation, then swooping down to add another ticket to
his quota. While movies and television have played a small part in
sustaining this image, the traffic enforcement operation in general
and the enforcement officer in particular share a greater part of the
responsibility.

8}

Consistent with the above~mentioned enforcement image are actual
traffic enforcement policies which are based on a consideration of
city revenues gained from citations and which measure officer effective~
ness according to the quota system. The image can only be changed by
starting at the top and working down to the officer on the street.
The police chief and the governmental officials to whom he reports
must understand and be openly dedicated to an enforcement philosophy
which encourages enforcement officers to avoid covert traffic observa-
tion and removes the pressure regarding quotas., This dedication and
understanding must travel down the chain of command to the first line
supervisor and, only then, can the officer on the street begin the
long process of changing public attitude toward the enforcement function.

A, Tacoma STEP Officer Image

The actual methods of on-street image alteration used by Tacoma
STEP officers, is given throughout this report and thus will not be
repeated here; however it should be noted that during the two and
one-half years of operation a gradual change was observed by the Tacoma
Police Department in the public attitude toward STEP personnel. This
change was not observed in non-STEP traffic enforcement units. The
primary difference was attributed to the basic philosophy-~preventive
enforcement--and the training of officers in improved officer-violator
relationship. X

Changes in public attitude which were noted were, for example,
fewer complaints about the officers, support of civic groups, and
various comments made to STEP officers. After two years of operationm,
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the police department made an attitude survey of drivers in order to
more objectively measure the difference between the public attitude
toward STEP officers and other officers.

B. Public Attitude Questiommaire

All violators, execluding arrestees, who were contacted at a STEP
location during STEP operation hours (1100-1800, Monday - Friday) from
January 3, 1975 to January 27, 1975 were sent a STEP Evaluation
questionnaire (see Figure 11). Those contacted had been issued verbal
warnings or citations, if contacted by STEP officers, and citations
only if contacted by other officers. Answers to the questionnaire
coupled with the contact record provided information on the following:

® Violator's reaction to STEP officers versus other officers

L Violator's reaction to receiving a citation versus
verbal warning

o Violator's opinion about traffic enforcement in
general in Tacoma

1. Questionnaire Response

A total of -595 questionnaires were sent; 425 from STEP con-
tacts and 170 non-STEP. Table 29 shows that the return rate for STEP
contacts was 47 percent; and that only 17 percent of those violators
contacted by non-STEP officers responded to the questiomnnaire.

Table 29, RETURN RATES FOR STEP AND NON~STEP OFFICFRS

Percent
Questionnaire All STEP Non-STEP
Respong™ Number { Officers | Officers | Officers
Responded 228 38 47 17
No Response 367 62 53 83
Total 595 100 100 100

Thus, overall, the STEP officer had a far greater percent response.
This was true even of those violators receiving citations (33 percent
response for STEP, 15 percent for non~STEP) and written warnings (43
percent response for STEP, 26 percent for non-STEP). In fact, the
percent response increased with decreased penalty severity as shown
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F.

H.

Picase check the box which best applies.’

Before I was stopped: ) 1.

1 3 1 had never heard about STEP o
2 (O I atready knew something about -

STEP

As 1 recall {it, the officer who J.
stopped me:

1 talked about the STEP program
2 ] did not talk about STEP

The officer who stopped me: X.

1 used his siren
2 did not use his siren

In my particular case, a siven: . " L.

1 Ea should have been used
2 was not needed

The officer who stopped me was: ' M.

1 friendly and polite
2 Jjust polite

3 not very polite

4 [J unnecessarily rude

The officer's attitude seemed 1ike: ’ .

1 E} a8 sincere concern for my safety $
2 a person just doing his job
3 [ a big shot treating me 1ike dirt

The officer: a.

‘Ei only gave me a good talking-to

let me go without saying much
gave me a ticket and talked a lot
Just gave me a ticket without
saying much

£ LN -

During the time I was stopped: P.

1 (O the officer did almost all of
the talking

2 8 we talked back and forth
3 I did most of the talking
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The officer who stopped mei

v [ seemed interested in my
apinion

2 [ would not Tisten to my side

3 [ did not act either way .

The officer's appearance seemed
to be: . .

unusually neat and well groomed
about average

a little sloppy

a disgrace

o LIS

1 feel that the police in this city
stop people mostly: ) .

1 because thay broke a law

2 ) because they did something
that could cause an accident

3 [J to get money for the city

- & [ to harrass certain people

* or groups

After being stopped, my feelings
about traffic police have:

2 become Tess favorable

1 g changed for the better
3 remained the same

I believe traffic enforcement in’
this city:

1 needs to be made stronger
2 is already too severe
3 is about right

When I was siopped by the officer,
1 received: :

1 2 ticket requiring a fine
2 a warning ticket but no fine
3 only a talking-to

In the future people doing what 1
was stopped for:

1 E} should not he stopped
2 should get less penalty
i than I did

*3 [ should be treated abou® the

same
-4 [ should get a stronger penalty

than I did
5 [J should be jailed

{ think. that:

1 [ we need more traffic police
in Tacoma
2 we have too many traffic
0 police in Tacomg )
3 [0 the number of traffic
police fn Tacoma is about
right



Table 30, RETURN RATES BY PENALTY SEVERITY

Percent Response
Penalty Severity: Responded No Reéspotise
Citation 25 75
Written Warning 37 63
Verbal Warning 63 : 37

Table 31 shows the percent response by age and sex groups.
An increase in age corresponded with an increase in percent response.
The table also indicates that a greater percentage of females
answered the questionnaire than males.

Table 31. RETURN RATES BY AGE AND SEX

Percent Response
No
Age: Responded Response
Under 31 33 67
31~50 42 58
Over 50 55 45
Sex:
Female 43 57
Male 36 © 64

2. Attitudes_about Selective Enforcemeﬁt

Those who responded generally reacted more favorably toward
officers trained under STEP than non~STEP officers (see Table 32),.
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Table 32. STEP AND NON-STEP OFFICER RATINGS

Officer Rating Percent Response
STEP Non~STEP

Friendliness: Officer Officer
Friendly and polite 78 59
Polite 15 29
Not very polite 3 4
Rude 1 4
Other/no answer 3 4
Total 100 100
Appearance:

Neat 57 41
Average 37 48
Sloppy 2 7
Other/no answer 4 4
Total : 100 "100

STEP officers also showed a better exchange of conversation [ﬁiﬁ-
than non-STEP officers: < b

Table 33. EXCHANGE OF CONVERSATION

>Percent Response

~ STEP Non~STEP
Exchange of Conversation: Officer Officer
Both Talked 70 59
Only Officer Talked 23 37
Only Respondent Talked 2 4
Other/No Answer \ 5 0
Total : , ' 109 100

There was a greater tendency toward favorably changing the
respondent's feelings about traffic police when contacted by STEP
officers. But, as shown in Table 34, the contrast, citations to warnings
is even greater. :

73



Table 34. ALTERING FEELINGS ABOUT TRAFFIC POLICE
(Percent Reésponse)
| \\g§9 Officer Action Taken by Officer
STEP Non~STEP || Citation | Citation | Warning
Change to better| 36 26 17 46 45
Remain same 57 70 68 46 54
Less favorable 4 4 10 0 0
Other/no answer 3 0 5 8 1
Total 100 100 100 100 100
3, Effects of Penalty Severity

Generally, STEP officers made better impressions on respondents
than did non-STEP officers. The number of favorable responses to ques-

tions E, F, I, and J (see Figure 11,

officers (see Table 35).

are compared, STEP to other officers, the difference is less:

p. 71) were compared for STEP and other

STEP officers received more favorable answers
than did non~-STEP officers: 52 percent of the respondents answered all

four questions in the most favorable category for STEP officers,
compared to 29 percent for other officers.

for STEP, 27 percent for non-STEP.
even for violator attitude was considerably more favorable when verbal
contacts were made.

However, when only citations

29 percent

In conclusion, non-STEP officers,

Table 35, INFLUENCE OF PENALTY SEVERITY ON
VIOLATORS' IMPRESSIONS OF OFFICER

Violators' Action Taken by Officer
Tmpressions STEP Officer Non-STEP OFficer
' . , . _|Warning |Verbal | . Warning
Officer Citation Citation|Citation Total}Citation Citation Total
Favorable 4) 29% 50% 65% 52% 27% 34% 29%
(3) 19 28 27 25% 50 33 0
(2) 35 11 6 16 14 0 11
(L) 12 6 2 5 5 33 11
Unfavorable (0) 5 5 0 2 4 0 3
Total 100% 1007, 1007 |100% 100% 100% |100%
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VII STEP PERSONNEL WORKSHOP

As the evaluation of Tacoma STEP field operations approached
conclusion, it became apparent that the officers who had actually
been involved in the on-street portion of the project had a wealth of
information that needed a vehicle for expression. After much
discussion it was determined that a workshop, conducted in a structured
but informal manner, away from the police department, would have the
greatest chance for success. Such a workshop was held on June 25-27,
1975,

Following are the questions discussed and the general response
which was elicited from the group.

1. What should be the function of radar in traffic enforcement opera-
tions and how and where can radar best be used consistent with the
STEP philosophy of enforcement?

It was the general opinion that radar definitely had a place in
the traffic enforcement operation, but that it has been misused in the
past. Radar should be used as a tool in conjunction with other enforce~
ment operations, at or approaching high-accident locations, or, for
checking on specific complaints of speeding. 1In areas which invite
speeding there should be a heavy emphasis on verbal contact and high
visibility.

Under no circumstances should an officer be sent out to 'work"”
radar for an entire shift. Officers who hdve radar sets in their
vehicles must be constantly reevaluated by their supervisors to insure
that they are not becoming merely robot ticket-writers as has happened
in the past. Further, wherever radar is worked, it shoulé be highly
visible to the traffic it is monitoring and not hidden by parked cars
or placed on a side street next to an arterial possibly blocking the
view of a stop sign,

It is interesting to note that despite the fuct that STEP had
seven radar units in use, no complaints were made regarding use of
radar. However, at public speaking engagements given by police officers,
one of the most frequent complaints concerned the misuse of radar by
other non-STEP agencies. Officers should be encouraged to expléin and
demonstrate the use of radar to the public.

2. Are there situations which justify thé ugse of low vigibility
enforcement operations?

The use of low-visibility traffic enforcement was discussed and
it was felt that if a particular problem or location did not respond
to a concerted effort using high visibility, then low visibility could
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be used. It was stressed that this reversal should be accompanied by
extensive publicity explaining the reasons for the policy change and
should be effected with particular emphasis on verbal contact.

If it is impoesible to work a high~accident location in a highly
visible manner because of the physical surroundings or parking
restrictions, then either moving patrol should be used or, if a sta-
tionary assignment is necessary, it should be as visible as the
particular location will allow, In no case should there be an actual
attempt to hide. It was stressed that the manner in which the officer
handles the violator contact often determines future driver attitude
and is therefore very important,

3. VWere any stress symptoms (boredom, anxiety, frustration, hostility,

etc.) experienced as a result (or possible result) of any part of the
STEP operation?

In general, the discussion indicated that the stress involved in
STEP was not considered .to be a major problem to the officers. How~
ever, some stress factors were noted,

One stress-causing aspect of the operation which was cited several
times was the program's emphasis on maintaining a friendly approach,
regardless of the provocation on the part of the violator. The
officers found it extremely difficult to maintain this attitude when
dealing with excessively argumentative or hostile violators, or to
walk away from an argument without having the '"last word! or without
being able to convince the violator that he was at fault. Officers
felt that if they had not been in STEP, they could have alleviated the
rising tension by jailing the offender or by using physical means to
subdue him. It was mentioned in the discussion that even those STEP

{offlcers who did not appear to be having any problems might, in fact,

ve taking their frustrations home with them.

Intersection assignments, particularly before they were changed
from one hour each to one-half hour, cauged some problems, Periods of
inactivity led to prolonged introspection and/or daydreaming, some~
times to the officer's detriment.

It was generally felt that it took an extremely self-disciplined
person to handle the regimentation and close supervision demanded in
STEP. It was agreed that the first step in handling stress is to
recognize those situations which produce frustration and provide a
constructive outlet. It was felt that police departments the size of
Tacoma's needed a trained psychologist on a full~time basis so that
officers would get used to talking with him without feeling there was
a stigma attached as is often the case now. It was &i.o felt that
many situations should provide for automatic contact w{th the psychol-

rogist--following a resisting arrest case for instance. Further,

when an officer was involved in a highly stressful situation such as
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a shooting, he should be required to take some time off without penalty
where, with the ald of the psychologist, he could regain his per-
spective.

4, Did the comparatively close supervision in STEP create any problems

and was it felt that supervisors were overly directive or authorative?
In general, the close supervision’ in STEF did not create problems

for the officers. Because a relatively small number of men were being

supervised by one sergeant, the officers felt that sergeants some-

times observed the men more closely than was really necessary. It

was pointed out that as the span of control of the first line super-

visor became smaller, more emphasis- should be placed on his ability to

relate effectively to those in his charge rather than on dictating

every move the officer is to make.

5.  What criteria shoul& be used by supervisors and administration to
evaluate the effectiveness or work performance of a traffic officer?

In evaluating traffic officers, the officer's entire performance
must be examined, including the number of contacts he has made; but most
importantly, it must be ascertained whether the citizens he has con-
tacted are satisfied with his service, 1In addition, the officer's
suitability to his job must be considered-~he might be happier in another
capacity. Whether or not the officer is satisfied with his own per-
formance should be determined. Finally, the supervisor should be avail-
able when needed.

6. Are the high-accident locations also the high-violation or high~-
action locations? What factors should be considered when selecting a
location for stationary assignments? What factors should be considered
when removing a location from stationary assignment? ‘

It was determined that the high-accident locations were not always
the high-violation locations. Often such locations were active only
during specific time periods on certain days. Some weres problem loca-
tions only during certain seasons. Frequently, engineergﬁg problems
were the source of accidents at a location and in this cir¥cumstance,
enforcement effort, regardless of type, would have little if any impact.
Therefore, before designating a location for stationary assignment), .
it should be determined whether or not it is a high-violation location.
Despite these facts, high-accident locations should have first priority
for an officer's traffic enforcement time. He must be made aware of
all the problem areas in his district and be allowed to select the most
active one at the time. It was considered counterproductive fo send
a man out to "work radar" or "work traffic' with no direction other than
write tickets and with little supervision ather than to count the
tickets. :

Y
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A general complaint of STEP officers was that once a location was
put on the assignment list it practically never came off. Therefore,
officers should provide supervisors with information about any changes
that occur at the location which should be considered in keeping a
location for assignment. Finally, officers felt that a more rapid
indication that a particular location has 'ceased" to be high-accident
and information indicating that accidents have "moved" to a nearby
intersection is needed,

7. How did officers meésure any success the STEP project may have
attained and did they think it had been succesful?

All the officers judged STEP's success in terms of whether or
not the project had a positive effect on both the officers and the
public-they contacted, rather than on the number of tickets written
or the number of accidents prevented. It was generally agreed that

‘the public had begun to regard the officer as an individual rather

than as. a badge, that the number of violators who thanked the officer
for the contact was significant, and that the officers themselves

had experienced a change in attitude toward the public and the role
of police in soclety. Further, they agreed that the STEP approach
would eventually result in fewer accidents, though this might not be
evidenced immediately. Further it had been demonstrated that this
approach had no negative impact on the accident picture as was
expected in some police and Federal circles,

8. Should officers be involved in all aspects of the public rela-
tions effort? : ~

It was generally felt that all officers in the Traffic Division
should be encouraged to participate in public information presenta-
tions at whatever level their competence would allow. If communica~
ting to effect attitude change in drivers was to be the goal of traffic
enforcement, then public speaking was judged a natural extension of
the officer~violator contact effort. Such an opportunity also encour-~
aged the officer to reevaluate his own enforcement outlook and actioms.

9. How important is public relations to effective traffic enforcement
operations? ‘

If it has been determined that a particular enforcement program
is a superior one, every effort should be made to promote the program
in order to gain public support. 1If it should be necessary to main-
tain a low profile, it is nevertheless appropriate to let the public
know where and why-~it is not often necessary to operate in total
secrecy. However, officers felt that the actions of officers on the
street influence public opinion more than public information campaigns
via the media.
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10. What was felt to be the advantages and disadvantages of the verbal
contact?

There was concern that if verbal contact was used in all instances
of a particular violation regardless of the circumstances, then it
might lose its effectiveness. 1Its advantages were that the officer was
given an additional method of enforcement contact, free of the quota.or
money stigma, which he could utilize and yet be accounted for. Officers
felt that using the verbal contact allowed them to be more selective in
the citations they issued. This in turn made the citations which were
issued easier to justify to the violator. The verbal contact allowed
the officer an opportunity to favorably change the enforcement image.

11. Should verbal contacts continue to be documented as was done
in STEP?

Tt was the emphatic consensus that verbal contacts must be
documented to be effective. Further, only actual violators should

~be stopped, even for verbal contacts; using the verbal contact for

'near' violations or for extremely minor infractions can create as
much public antagonism as issuing citations in those situations,

12, How long was it felt that a department could continue using verbal
contacts before effectiveness was lost? -

In the STEP staff's opinion, no time limit should be set on the
use of verbal contacts., If used properly, they should continue to
be effective indefinitely.

13. Should the individual or the violation be the deciding factor in

. determining whether or not a verbal warning is given, and should

traffic record checks be made prior to giving a verbal warning?

It was felt that the particular circumstances of the violation
should be the predominant determining factor for the use of verbal
contacts and that the personality of the driver or his past driving
record should play an extremely minor role. : In fact, bfficers felt
that except for license violations, a violator's record should not be
obtained prior to issuing any enforcement action whether that action:
was a verbal or citation contact, The offiger in the street should be
the only authority for setting the initial pémalty for a particular
violation and the Violations Bureau should not be allowed to increase
that penalty, '

14, Do you feel that giving pamphleﬁs to drivers, as was done in the
early stages of STEP, was valuable and if so, what kind of. lnformatlon
should they contain?

The officers felt that the Traffic Div181on should de31gn a pam- o
phlet which imparted clear, concise infdrmqtlon to be given to
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violators stopped by the police. The pamphlet should contain informa-
tion to enlighten the driver as to the real reasons for traffic en-
forcement other than just giving a ticket. Pamphlets miy answer
questions which may later occur to the violator or tlhich the violator
was hesitant to ask. ’

15. Which aspects of the STEP operation would you like to see incor~
porated into the traffic enforcement operation, and what kind of
“training should be given to other officers to acquaint them with
" STEP philosophies and methods of wiolator contact?

There was a consensus that the entire STEP philosophy toward
traffic enforcement, including use of verbal contacts, primary re-
liance on high-profile operations, and the friendly adult~to-adult
approach to the violator should become a regular portion of the
Traffic Divisiom operation. They felt that non-STEP traffic officers
should receive special training in officer-violator relations and
public speaking and that STEP and Traffic personmel should get to-
gether to discuss STEP philosophies and methods in order to create
an understanding and acceptance of their use by all.

16. How do you personally measure the effectiveness of a violator
contact? '

The officers measured the effectiveness of a violator contact by
the feedback they got directly from the violator, and by discussing
letters, questionnaires and complaints from the public to ascertain
where individual improvement was needed.

17. How would you schedule officers for STEP?

While the scheduling used was acceptable during the project, it
was generally felt that actual working schedules should be flexible
enough to allow the officer the opportunity to do more overall police
work. The schedules in STEP provided for officers to respond to
certain types of priority and emergency calls; however, future traffic
operations should provide for more varied police work om a regular,
day~-to~day basis. It was felt that this variety could be achieved
consistent with officers maintaining a Traffic Division identity.

It was felt that no officer should be assigned to a:particular
location for more than thirty minutes at a time and that not more than
three hours per day should be programmed. Further, lunch should not
be prescheduled, but should be taked during "slack" periods.

The hours between 1100 and 1500 were found by officers to be
extremely slow at the high-accident locations. This time could better
be used doing nonenforcement related follow-up work on hit and run
accidents or handling complaints of abandoned autos.
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The discussion also dealt with the positive effect the preventive
enforcement approach had on the officers themselves and their entirve
outlook toward their job as police officers. A statement made by one
of the officers who was involved in STEP from the beginning, sum=~
marized the sentiment of the group:

Before, when I wrote a ticket, I never
related it to my own habits. Since I've been
in STEP, I've been able to realize that your
average traffic violator is really just the
average person., -You look at some of the
violations you've written in the past and you
really get the feeling of being a bigot. You
stop someone for ten or eleven over and give
him a ticket and then think about that morn- .
ing being a little late and doing twelve or
fourteen over the limit. You can't just jump
out of the car and start leaning on these
people; talk to them and listen to them, be-
cause it could be you sitting there. It's
eagier to deal with them on that level,
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VIITI INDEX TO THE REPORT: SUGGESTIONS FOR IMPLEMENTATION

OF TRAFFIC OPERATION CHANGES

Often research projects such as the Tacoma STEP are conducted, and
valuable information learned, only to find at their conclusion that the
information either never reaches the people who can effect a change
in enforcement procedures or is presented in such technical jargon
that it becomes impossible to apply it to real-world operations. The
purpose of this section is to provide the police administrator with a
listing and brief synopsis of those sections of this report which
contain information necessary to the implementation of the methods
and philosophies judged effective during this p.sject.

The Tacoma STEP Philosophy. This section contains infor-
mation which is basic to any attempt to successfully imple-
ment STEP methods into the regular traffic functiom.

It provides an analysis of traditional traffic enforce-
ment and offers some speculation as to the evolution of
those traditions. It examines the characteristics of the
people which must be affected if enforcement is to impact
accidents, the objectives towards which enforcement should
be directed, the methods which are available for use and
the alternate penalties which can be applied. (See
Section II~C.)

Officer Scheduling. The criteria for selecting and
removing high-accident locations from scheduling

lists are discussed. The minimum and maximum amount of
time an officer should be assigned to a specific location
for selective enforcement purposes and the method of
selecting these locations are alsq addressed. . (See
Section IV~A; also See Section VII-Question 6, 17.)

Enforcement Policy. This section provides a suggested
listing of violations which should be mandatory citation
or arrest under all circumstances, a list of violationms
which should in most instances be verbal warnings and a
third list of violations which, depending on the
circumstances surrounding the violation, could be either
citation, written warning or verbal contact. (See Section
IV=D.)

Officer-Violator Contact Training. This section details
the training necessary to make the enforcement officex
aware of the manner in which his actlons affect a
-traffic violator. It suggests a style of approach which
is designed to further the ideal of more positive violator
contacts in order to effect lasting change in driver
behavior. (See Section IV-~B.) - '
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e (fficer Evaluations. The importance of basing an
gvaluation of traffic enforcement officers upon entire
performance tather than on the number of citatioms
produced is stressed. The evaluation places special
!emphasis on making follow-up calls on violators and other

~eitizens served by the officer as an integral part of
the evaluation process. (See Section IV-C; also See Sec~-
tion VI~A, and Section VII, Question 5.)

& DPublic Information. This section provides suggestions for
an effective public information effort and stresses the
importance of involving the enforcement officer in all
aspects of the effort from individual violator contacts
to formal public presentations and media appearances.

(See Section V-F.)

® Officer Image and Public Attitude. This section looks
at the current enforcement officer image and offers sug-
gestions for effecting a meaningful change for the better.
This section also details the use of a questionnaire in
order to obtain public attitude information and points out
specific areas needing further improvement. (See Section
VI.)

® Conclusions and Recommendations. This section details,
on a point-by-point basis, the advantages a police
~administrator can expect to gain by adopting the phileso-
phies and methods detailed in this report. Benefits and
costs are compared. (Saction IX)
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I¥ CONCLUSIONS

For the techniques studied, traffic enforcement could not be shown
to effect a measurable sustaining positive or negative impact on overall
accident experience in the city of Tacoma., There were benefits of the
program in public attitude, officer improvement and careful documentation
of experimentation in traffic enforcement methods.

Specifically, Tacoma STEP research conclusions were as follows:

There were no localized accident reduction halo effects

in time (since officer presence) or distance (to nearest

officer) shown. No area-wide accident reduction effects

were shown due to area saturation, high visibility or

verbal contact policy. Citywide accident effects : A
attributable to STEP were not shown. J

Despite the fact that there were no significant long-
range differences in accident experience at locations
using highly visible as opposed to incomspicuous

traffic officer assignments, the officers felt much
better about their enforcement activities when they were
not required to hide in order to be effective.

There were no statistically significant differences shown
in the recidivism rates of traffic wviolators penalized by
receiving citations as.compared to traffic violators re-

celving verbal contacts for similar violations.

It was the opinion of those involved in the project
that on-street personnel should be involved in all
aspects of the public information effort of the traffic
agency, including public speaking to organized civic,
business, and school groups, even if such participation
removed the officer from the street during the peak
traffic periods.

Traffic violator attitudes toward individual officers

and traffic enforcement in general were more favorable
following a contact with a STEP officer than with a .
regular traffic officer; violators who had been contacted
verbally (STEP only) had a cousiderably more favorable
attitude than when citations were issued (STEP or other
officers). : , ' ' »
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A distinct advantage of utilizing the documented
verbal contact was that by removing the pressure for
citations, officers could more easily justify in their
own minds the citdations they did issue, thus making the
task of justifying the citation to the violator much
easier.

While a tightly controlled scheduling of an officer’'s
time is somewhat desirable from a supervisory standpoint,
the problems of morale due to boredom tend to offset

any gains, It was the officers' opinion that no more
than three hours per day should be scheduled for station-
ary preventive enforcement, and that no more than 2
one-half hour consecutive assignments should be given.
The remainder of his time should be more loosely struc-
tured, emphasizing preventive enforcement at high-
accident locations but also allowing active involvement
in other police functions such as follow-up investiga-
tions or handling nontraffic, crime related problems.
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X RECOMMENDATIONS

Since the long~range accldent reduction ability of preventive enforce-
ment as studied in Tacoma was not shown to be statistically conclusive, it
is necessary to look at the advantages and disadvantages of this method as
compared to traditional enforcement. During the STEP research project, as
the move was made from traditional toward preventative enforcement, the

emphasis moved from monetary and citation volume considerations to enforce~
ment activities oriented toward public g¢coperation and goodwill.

The philosophy of enforcement deveinped during the Tacoma STEP preject,
i.e., improved officer~violator relationship, use of wverbal contacts and a
greatly expanded public information effort, have proved to have no negative
impact on the accident incidence in Tacoma. Also, the implementation of
these methods into an operating police traffic enforcement unit can be
accomplished without additlonal expenditure to the agency. Thus, the pnly
loss from adopting this method 1s a loss of revenue from what could ba con-
sidered excesa citations,

The benefits a police administrator can hope to gain from this im-
plementation fall generally into the category of improved public support
for and understanding of both the enforcement operation and the individual
traffic officer. Hopefully this improved public support will eventually
reflect itself in the form of increased voluntary counpliance to traffic
laws and thus lead to a decrease in traffic collisions. Therefore, con-
sidering these positive effects, the Tacomg STEP philosophy can be con~
sidered a viable alternative to traditional enforcement methods.
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