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EXECUTIVE SUMMARY
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TRUCK ACCIDENTS

The issue of truck accidents on California highways is a significant concern to the California
Highway Patrol (CHP), the Legislature, governmental and traffic safety agencies, and the motoring
public. Truck accidents in California have increased 43 percent over the five year period 1982
through 1986. Truck-at-fault (TAF) accidents during this period increased from 45.6 percent of all
truck accidents occurring statewide to nearly 51 percent. In 1986, there were 38,163 truck accidents,
of which 19,443 were TAF, i.e., the truck driver or equipment caused the accident. Fatal and injury
accidents involving trucks have increased 40.2 and 36.2 percent respectively for the period 1982
through 1986. Approximately nine out of ten TAF accidents during this period were caused by driver
error, The three leading accident-cansing driver errors were unsafe speed, turning, and lane changes.

For many years truck drivers have been held in high esteem as professionals; however, public regard
for the trucking industry has slipped as congested highways and smaller profit margins have
combined to set the stage forunsafe driving practices. Despiteenhanced CHP enforcement strategies
and education efforts, truck accidents continue to grow at an alarming rate.

LEGISLATION

The CHP implemented the Specially Marked Patrol Vehicle (SMPV) Pilot Program on January 12,
1687 and it ran through December 31, 1987, This program was instituted in compliance with Senate
Bill 1873, which was sponsored by the California Trucking Association. Senate Bill 1873 required
the CHP to institute a pilot program asing patrol vehicles, not readily identifiable as CHP
enforcement vehicles, to primarily enforce heavy truck rules of the road. In enacting this law, the
Legislature acknowledged that a continued disregard for the safe operation of heavy commercial
vehicles by some drivers existed. The Legislature recognized that the CHP had limited ability to
combat the unsafe operation of commercial vehicles by drivers who employved various methods of
communication to evade apprehension.

PROGRAM OBJECTIVE

The objective of the pilot program was to increase compliance with rules of the road relating to heavy
truck operations. The perceived risk of apprehension was expected to contribute to the enhanced
compliance. The goal of the program was to realize a reduction in the number of TAF accidents,




PROGRAM ADMINISTRATION

Management of the overall program and involved Field resources was accomplished through the
established organizational role of CHP staff and Field commands. An operational plan and study
design determined the objectives, scope, and methodology of the study. Field Commanders
maintained functonal control of participating Field personnel and involved resources. Field
commands were responsible for implementing the prograrm within the approved guidelines and study
parameters. Specialized administrative positions were established te ensure the proper direction of
the program and the effective use of CHP personnel and resources.

TEST SITES

Five test sites (e.g., segments of highway upon which SMPVs were deployed) were selected by the
CHP Executive Management. These test sites involved ten CHP Area commands within four CHP
Field Divisions. Several criteria were considered in the selection of test sites, the most important of
which was TAF accident volume. The following test sites afforded the opportunity to study the use
of SMPVs inrural and metropolitan environments, free-flowing raffic and dense commauter traffic,
and level, straight highways, as well as graded curving highways.

» TEST SITE #1 34.5 mile segment of Interstate (I) 880 in the
QOakland and Hayward CHP Areas.

« TEST SITE #2 61.8 mile segment of State Route (SR) 99 in the
Modesto and Merced CHP Areas,

+ TEST SITE #3 154.1 mile segment of SR 99 and I-5 in the
Bakersfield, Fort Tejon, Newhall, and Verdugo Hills CHFP Areas.

» TEST SITE #4 15.7 mile segment of I-5 in the Santa Ana CHP Area.

« TEST STTE #5 5.6 mile segment of I-710 in the Westminster CHP Area.




PERSONNEL/TRAINING

The pilot program was conducted without adding personnel positions to the CHP. Officers
participating in the program were required to complete eight hours of classroom specialized
commercial enforcement training and six hours of practical field training before operating SMPVs.
Inidally, 139 persans were frained. Forty-nine additional persons were trained during the program,

SPECIALLY MARKED PATROL VEHICLES

The pilot program used 15 SMPVs which were converted CHP Mustang, LTD, Diplomat, and
Celebrity model patrol cars. The SMP Vs were modified so that they would not bereadily identifiable
as CHP enforcement vehicles, but would not jeopardize officer and public safety. All SMPVs met
~ the identification and color requirements specified by California law for law enforcement vehicles
engaged in traffic law enforcement. Modification consisted generally of non-CHP colors and low-
profile vehicle equipment, i.e., emergency lights, antennas, efc.

SMPV DEPLOYMENT AND OPERATIONS

Involved CHP Area commands attempted to deploy their SMPV(s) on test sites at the minimum rate
of ten work shifts (80 hours) per week. There were, however, occasions when the minimum
deployment rate could not be met due to a number of factors, i.e., SMPV mechanical failores or
downtime for routine maintenance, and limited available personnel (Senate Bill 1873 did not provide
funding for program personnel).

The SMPVs were normally operated on alltestsiteson AWatch (5:45a.m. to2:15p.m.)and B Watch
(1:45p.m. 1o 10:15 p.m.), Monday through Friday. A total of 688,902 miles were traveled by the fleet
of SMPVs.

ENFORCEMENT AND PATROL GUIDELINES

Senate Bill 1873 specified that the primary purpose of SMPV officers was to enforce highway safety
laws pertaining to heavy trucks. The legislation specified the target vehicles, which were generally
heavy three-axle trucks, truck combinations, and trucks transporting hazardous materials.

Target violations were those identified as being primary collision factors in TAF accidents. They
were divided into two general categories: (1) moving violations, and (2) driver’s hours of service
violatons,
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Officers observing flagrant or unsafe passenger vehicle violations were permitted to take appropriate
enforcement action,

Area Commanders deployed SMPVs, when possible, to provide maximum truck enforcement.
However, in Areas not having adequate persennel to free SMPV officers from routine beat
accountability, SMPV officers had to function with partial or full beat accountability.

PUBLIC AFFAIRS

The CHP conduocted an ongoing public affairs program to gain public support for the program,
provide information, and increase compliance with highway safety laws. Media adtention was
iniense during the first four months but tapered off toward the latter part of the program.

Participating CHP Area commands presented orientation briefings to involved courts and district
attorneys’ offices prior to the beginning of the program. It was believed that a firm understanding
of the program, by judges and disirict attorneys, was essential to the success of the program.

SUITABILITY OF SMPVs

Officers operating SMPVs were able to perform their duties without diminishing safety to them-
selves or the public. The low-profile equipment and less conspicaous markings and color schemes
of the SMPVs did not have a negative effect on paftrol car driving character. In other words, SMPVs
proved o be just as suitable as black and white patrol cars for the varicus driving functions required
of officers. Analysis of 79 survey questionnaires completed by SMPV officers, andreview of reports
by Area Commanders, indicated that SMPV's were as effective as black and white patrol cars in the
following functions:

» Freeway patrol services (e.g., accident investigations, motorist services);
» Traffic control at emergency incidents;

»  Code 3 (emergency) and Code 2 (urgent) vehicle operations; and

» Effecting enforcement stops on both trucks and passenger vehicles.

Officer comments and Area Commander reports indicated that SMPVs may have been more
effective than black and white patrol cars in detecting truck and passenger vehicle violations,

x1i



FRUCK ACCIDENTS

Total, fatal, and injury TAF accidents on test sites dropped overall from 1986 to 1987, The reduc-
tions were at significantly higher rates than those experienced on non test site freeways.

Total TAF accidents on test sites dropped 3.5 percent overall, compar - toa 5.8 percent increase in

total TAF accidents on freeways withio the vicinities of test sites, §° * injury (iocluding fatal}
TAF accidents on test sites dropped 11.2 percent overall, while in’ - lentsdecreased only
0.4 percent on freeways within the vicinities of test sites. Tec uts on test sites
decreased from twelve in 1986 to eightin 1987, Conservar 1 savings for

the reduced fatal TAF accidents at nearly 35 million,
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LE DES

Overall, public acceptance of the use of SMPVs was refreshingly high for the duration of the
prograrn. All Area Commanders felt that the public was overwhelmingly in support of the program.
Their perceptions were based on interaction with the general public, judges, attorneys, community
leaders, local government representatives, and members of the media. Officers’ responses onsurvey
questionnaires indicated that, based on enforcement contacts, SMPV officers perceived that the
public was in favor of SMPV enforcement against trucks.

CONCIUSIONS

FINDINGS

i.

b

Reduction in TAF accident rates was achieved on SMPYV test sites. The success experienced
on test sites was significant when compared to the rate of decline on other groups of highways.

Officers operating SMPVs generated more track citations per officer patrol hour and focused
a much higher percentage of total enforcement activity toward truck drivers than did officers
operating black and white patrol cars.

3.  Specially Marked Patrol Vehicles proved to be just as suitable as black and white patrol cars
for the variety of functions required of CHP officers.

4,  Public and judicial aceeptance of the pilot program was perceived by the CHP to be positive.
Judicial concern for or against the use of SMPVs was nonexistent.

RECOMMENDATION

The CHP should retain the option to use SMPVs on any highway segment within the State that meets
specified criteria relating to truck accidents or noncompliance with highway safety laws.

X1y
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INTRODUCTION

Heavy trucks are an integral component of California’s highway transportation environment, and are
essential to the State’s economy. More trucks than ever are operating in California to accommodate
the State’s expanding population and increased demand for consumer products, Today, there are
more trucks registered in California than in any other state, The trucking industry transports 59
percent of all agricultural products and 98 percent of all manufactured goods which are produced or
marketed in California. The service provided by this industry enhances the life of each rnember of
the public. However, heavy trucks also present significant and unique traffic safety problems when
they are involved in accidents.

RUCK ACCIDENTS

The issue of tuck accidents on California highways is a significant concern 1o the California
Highway Patrol (CHP), the Legislature, governmental and wraffic safety agencies, and the motoring
public. When heavy trucks are invelved in accidents with other vehicles, the potental for fatalities
and serious injuries is increased dramatically. Also, extensive traffic congestion and costly traffic
delays are often caused by truck accidents.

The CHP maintains a vested interest in ruck accidents because of the ever-increasing number of such
accidents on California highways. Statewide, the number of tuck accidents has grown at a
disproportionately higher rate than total motor vehicle accidents.

FIGURE 1. Accidents involving heavy trucks have an increased potential for serious and fatal injuries and oflen cause
extensive maffic conpestion.




Truck accidents in California have increased 43 percent
over a five year period, from 26,651 in 1982 to 38,163 in
1986. While this increase is significant, it is necessary to
place truck accidents into perspective with total motor
vehicle accidents. From 1982 through 1986, truck acci-
dents have represented between 3.9 and 6.9 percent of the
total motor vehicle accidents in California. Approxi-
mately 50 percent of the tuck accidents investigated
statewide during this period were determined, by invest-
gating officers, to be rruck-at-fault (TAF) i.e., the wuck
driver or eguipment caused the accident. Notably, there
hasbeen anupward trend in TAF accidents. In 1982, TAF
accidents represented 45.6 percentage of all ouck acci-
dents occurring statewide. However, by 1986 the percent
of TAF accidents had increased to nearly 51 percent.
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More alarming than the growing number of truck accidents is the number of persons killed or injured
as the result of such accidents. During the five year period 1982 through 1986, over 2,900 persons
were killed and over 71,000 injured as the result of these accidents. On the average in 1986, one
person was killed every 12 hours and 55 minutes, and one injured every 33 minutes, in a truck

accident on California highways.

Fatal and injury accidents involving trucks have increased 40.2 and 36.2 percent respectively in
California for the five year period 1982 through 1986, The number of persons killed in truck
accidents increased 34.8 percent, from 503 persons in 1982 10 678 people in 1986. Persons injured
in truck accidents during this period increased 37.5 percent, from 11,711 in 1982 10 16,097 in 1986.
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CHP statistics for the five
year period 1982 through
1986 show that approxi-
mately nine outof ten TAF
accidents were caused by
drivererror. The three most
prevalent causes of driver-
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FIGURE 4, Causes of quck-at-fault ancidents.

CHP ENFORCEMENT

The CHP maintains an ongoing enforcement effort focused on the safe and lawful operation of large
trucks on California highways. The CHP continues w give high priority to enforcing truck rules of
the road, in addition to maintaining a commercial vehicle inspection program. Inspection and
enforcement activities are designed tocurtail the number of accidents resulting fromdriver errors and
equipment deficiencies.

For the five year period 1982 through 1986, 13.2 percent of all citations issued statewide by the CHP
were issued to tck drivers and owners. Approximately twelve and one half {12.6) percent of these
1.9 million tuck citations were issued forunsafe speed, turning, orlane changes. Citations forunsafe
truck speed have increased 17 percentover a five year period, from41,7151n 198210 48,753 in 1986.
While this represents a significant increase and reflects the efforts that the CHP is making toward
truck enforcement, only 12 percent of all citations issued to truck drivers in 1986 were for speed. In
comparison, 42 percent of all citations issued to passenger vehicle drivers in 1986 were for speed.

The CHP continues to explore new alternatives to address the truck accident problem. Strategies
have included innovative and aggressive enforcement, truck inspection programs, and public
education efforts, all of which are designed to reduce the number of truck accidents. The CHP has
deployed surprise strike force teams at locations with heavy truck traffic to identify mechanically
unsafe trucks and drivers suffering from fatigue. Innovative programs such as Operation Skywatch,
which teamed CHP ground and air units, have been used in the enforcement efforts against speeding
trucks. A Commercial Corridor concept has been used throughout the State on highways with high
truck accident rates, 'This strategy of combining education and enforcement efforts is directed
towards drivers of automobiles, as well as truck drivers. These approaches, coupled with renewed
commitment from the trucking industry and other agencies, play an important role in ongoing CHP
efforts to reduce truck accidents.




UNSAFE TRUCK QPERATIQONS

Despite enhanced enforcement strategies and education efforts, mucking accidents continue to grow
at an alarming rate. Motorists continue to write to legislarors and the CHP about the menacing driving
practices of a small percentage of truck drivers. They complain about truck drivers who tailgate,
execute unsafe lane changes, and force cars off the highway. There continues to exist a total
disregard for the safe and legal operation of large mucks by some drivers. Their unsafe and unlawful
driving practices reflect negatively on the entire trucking induostry. Some truck drivers utilize the
various tools and techniques at their disposal to evade detection. From their vantage point, they can
easily identify marked patrol vehicles through their large side mirrors. Further, through the use of
citizen band (CB) radios they are able to comrnunicate with each other and share inforration on the
location of patrol vehicles.

For many years, truck drivers have been held in high esteem as professionals; courteous, friendly,
ready and willing to assist stranded motorists. However, public regard for the trucking industry has
slipped as congested highways, tighter schedules, and smaller profit margins have combined to set
the stage for unsafe driving practices. Such driving practices contribute to the loss of positive regard
for truck drivers. ’ ‘

LEGISLATION

The growth in truck accidents and the public’s increased sensitivity to unsafe driving practices has
caused a greatdeal of concern within the trucking industry. In addition to the human suffering caused
by truck accidents, truck insurance premiums have increased, costly time delays have become more
frequent, and public regard for the industry has dirninished. Inresponse tothe problem, the California
Trucking Association sponsored legislation to assist the CHP in combating the growing problem of
truck accidents cansed by unsafe driving.

On September 26, 1986 the Governor approved Senate Bill 1873, which required the CHP to
implement a pilot program in 1987 using Specially Marked Patrol Vehicles (SMPVs) to primarily
enforce truck rules of the road. In enacting this law, the Legislature found that, except for air patrol
operations, the CHP had limited ability to detect unsafe truck drivers who employ various methods
of communications to evade apprehension. Senate Bill 1873 directed the CHP to institute a pilot
program using vehicles, not readily identifiable as standard CHP patrol vehicles, for the primary
purpose of enforcing highway safety laws pertinent to trucks. Such patrol vehicles were required Lo
display the CHP insignia and to meet the identification requirements specified by State regulations.
Additionally, officers operating the SMPVs were required to be in full uniform.




The legislation limited the pilot program to four of the eight CHP Field Divisons and not more than
15 patrol vehicles. Senate Bill 1873 set a program termination date of December 31, 1987, and
required that the CHP submit a report on the pilot program to the Legislature.,

PILOT PROGRAM MISSION

The purpose of the pilot program was to increase traffic safety. The thrust of CHP efforts was to
increase compliance with rules of the road relating to trucks. It was expected that the perceived risk
of apprehension would increase through the use of SMPVs, thereby enhancing compliance. The goal
of the program was to realize a reduction in TAF accidents through increased compliance.







PROGRAM OPERATIONS







INTRODUCTION

The majoringredients which were necessary toimplement and maintain the field operation phase of
the Specially Marked Patrol Vehicle (SMPV) Pilot Program are presented in this section. The
logistical elements and operational guidelines which determined the scope and nature of field
operations will be presented along with pertinent background inforrmation.

The preparation phase for the pilot program was relatively short.  In late September 1986, the
Governor signed legislation directing the CHP to institute a pilot program. Between early October
1986 and January 12, 1987 test sites were selected, SMPVs were prepared and distributed, initial
personnel were selected and trained, deployment guidelines and gf:ﬁf:ra} operating policies were
established, and public affairs activities were initiated.

Field operations began on January 12, 1987 and terminated at midnight on December 31, 1987.
During this time, 15 SMPVs were deployed on five test sites encompassing ten CHP Area
commands.

PROGRAM ADMINISTRATION

Executive Management of the CHP had ultimate responsibility for the administration of the pilot
program, Management of the overall program and involved field resources was accomplished
through the established organizational roles of CHP staff and Field commands.

The CHP Headquarters staff developed the Pilot Program Operational Plan and Study Design which
was approved by CHP Executive Management. The objectives, scope, and methodology of the study
were determined by the study design. Headquarters staff was responsible for the development and
continuous assessment of operational guidelines, policies, and procedures, as well as data analysis.

Field Commanders maintained functional control of participating Field personnel and involved
resources. Field commands were responsible for implementing the program within the approved
guidelines and study parameters.

Administrative positions were established to ensure the proper direction of the program and the
effective use of CHP personnel and resources. Designated positions included the following:

«  PROGRAM DIRECTOR - The Chief of the Planning and Analysis Division was designated as
the Program Director. The prime responsibilities were: (1}overseeing all aspects of the program;
and (2) informing Executive Management of the program status.
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PROGRAMMANAGER - The Commander of Operational Planning Section was designated the
Program Manager. Responsibilities included: (1} monitoring program progress; (2) providing
review and approval of study documents; (3) serving as liaison between Field commands and the
Program Director; {(4) advising the Program Director of problems affecting the program and
making recommendations for resclution; and (5) overseeing data collection, analysis, and report
preparation.

PUBLIC INFORMATION COORDINATOR - The Commander of the Office of Public Affairs
was designaied as the Public Information Coordinator. Responsibilities included: (1) imple-
menting statewide public affairs activities pertaining to the program; (2) ensuring that Division
public affairs activities were coordinated with the statewide public affairs activities; and (3)
momnitoring public interest and media coverage.

PROGRAM COORDINATOR/ANALYST - The Lieutenant in Operational Planning Section
was designated as the Program Coordinator and Supervising Analyst. Responsibilities included:
(1) overseeing data collection, analysis, and report preparation; (2) developing, in conjunction
with the Program Officer, the study methodology; and (3) ensuring that Field and Staff concerns
were addressed in a timely manner.

PROGRAM OFFICER/ANALYST - The Sergeant in Operational Planning Section was desig-
nated as the Program Officer and Analyst. Responsibilities included: (1) providing coordinating
assistance to commands participating in the progran; (2} collecting and analyzing program data;
{3) preparing program documents and the final report; and {4} identifying problems affecting the
program and making recommendations for resclution to the Program Coordinator,

INFORMATION SERVICES COORDINATOR - The supervisor of the Management Informa-
tion Section, Information Services Unit, wasdesignated as the Information Services Coordinator.
Responsibilities included: (1} acting as Laison between data users and automated information
systems; (2) programming or writing specifications to extract data from the CHP Management
Information System and the Statewide Integrated Traffic Reporting System; and (3} determining
the validity of data before it was released to data users.

FIELID DIVISION COORDINATOR - Each participating Field Division appointed a program
coordinator who wasresponsible for overall supervision of the program within the Division, and
for coordination with other participating Division and Headquarters staff. Responsibilites
included: (1) ensuring that SMPV's were deployed pursnant to established deployment criteria;
{2) ensuring the diely completion of programdocuments, (i.e., questionnaires and evaluations)},
and routing to the Program Manager; (3} ensuring the prompt reporting of significant operational
problems to the Program Officer; and (4) ensuring the documentation of significanteventsrelated
to the program.

12



+  AREA COMMAND PERSONNEL. - The success of the program depended, to a great extent,
upon acceptance by involved personnel of program objectives, goals, and guidelines, Area
Commanders and their supervisory teams were responsible for: (1) monitoring of program
activities within their Areas and promoting eathusiasm for the program; (2) ensuring that
participating personnel adhered to the established enforcement/patrol guidelines; (3) carefully
reviewing the activity summaries and citations generated by participating officers to make
certain that officer activity was in compliance with program policies; (4) ensuring that SMPVs
were deploved in accordance with established deployment criteria; and (5) ensuring that officer
activity and enforcement data was entered in a timely manner into the Management Information
System.

DEFINITION

Test sites were segments of highway upon which SMPVs were deployed during the operational
phase. Each site was defined as a specified number of miles on a highway route consideredtobe a
major trucking corridor. The nature of the roadway was another common characteristic shared by
all test sites; all were divided, mult-lane highways with full or partial control of access. They all
had posted maximum speed limits of 55 MPH.

PRIMARY SELECTION CRITERIA AND METHODOLOGY

Several criteria were considered in the selection of test sites, the most important of which was TAF
accident volume. A listof highway segments with high TAF accident rates was used in selecting test
sites. The list was established by CHP staff, using dam previously developed by an advisory task
force convened in 1986 by the Comunissioner of the CHP, The task force accornplished the following
tasks:

» Identified highways that serve as major transportation routes;

» Divided those highways into the segments patrolled by each CHP Area command having patrol
jurisdiction and determined the number of miles for each segment;

o Determined the number of 1985 TAF accidents for each of the segments;
« Established a TAF accident density factor for each segment in order to provide a common point

of reference. This density factor is defined as the number of 1985 TAF accidents per highway
mile by hiphway route and highway segment;
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«  Established a statewide TAF accident density factor to provide a figure with which to compare
segment density factors. Using the total number of 1985 TAF accidents cccurring within CHP
jurisdiction (10,683) and the total miles of CHP patrol jurisdiction (95,528), a statewide density
factor of 0.11 was determined. This density factor represents a 1985 statewide average of 0.11
TAF accidents for each mile of CHP patrol jurisdiction;

+ Determined the percentage difference between the statewide density factor and the density factor
foreach highway, on a segment-by-segment basis. For example, I-880 within the Oakland CHP
Area command consists of 12.3 highway miles, accounted for 164 TAF accidents in 1985, and
had a density factor (TAF accidents per mile) of 13.3, which is about 12,000 percent above the
statewide density factor of 0.11.

Highway segments which had adensity factor 2,000 percent above the statewide density factor were
identified as having a high TAF accident rate. Through trial application, it was determined that this
criterion provided a reasonable balance between highway target miles and the number of TAF
accidents on those highways.

SECONDARY SELECTION CRITERIA

In addition to a high volume of TAF accidents, the following criteria were considered in selecting
test sites:

» The potential for the pilot program to impact TAF accident rates;
» The opportunity to study the use of SMPVs in vanious waffic conditions;

» A high degree of noncompliance with Vehicle Code laws pertaining to truck speed, turning,
lane changes, following too closely, starting, and backing;

+ Public opinion supporting the use of SMPVs,

SELECTED TEST SITES

After receiving input from CHP Field and Headquarters Divisions, CHP Executive Management
selected five test sites within ten CHP Areacommands. These sites afforded the opportunity to study
the use of SMPVs in different environments: (1) rurai and metropolitan regions; (2) light, free-
flowing waffic and dense commuter traffic; and (3) level, straight hxghways, as well as graded
curving highways.

TEST SITE #1 was 5 34.5 mile segment of I-880 within the Golden Gate Division of the CHP. This
Division encompasses the San Francisco Bay Area - the largest metropolitan and industrial region
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in Northern California. This stretch of 1-880 is a
high volume trucking corridor traversing the
Oakland and Hayward CHP Areas in the East Bay
Region. The freeway is a primary link between
San Jose and Oakland and passes through the
cities of Oakland, San Leandro, Hayward, Union
City, and Fremont.

Interstate 880 provides access to the commercial
and industrial hub of the region. It is a critical
artery serving the seaports of Oakland, Alameda
and Richmond, two major rail facilities, numerous
trucking terminals, and the Oakland International
Airport. Two of the region’s largest oil refineries
- are located just north of Test Site #1 and several
more are located in an adjacent county.

The segment of I-880 forming Test Site #1 is afull
north/south freeway crossing heavily populated
and indusirial intense regions. It traverses the
relatively flat surface along the eastern margins of
the San Francisco Bay. Nosignificant gradesexist FIGURE 5, Test Site #1,
on Test Site #1. Interstate 880 consists of two to

fourlanesingach direction with numerous on-and

off-ramps. There are segments of super-clevation

and stretches without shoulders.

SAN HOSE

Interstate 880 carries an extremely high volume of daily repeat truck traffic, as well as heavy
commute traffic Monday through Friday. Stop and go traffic is the norm during regular commute
hours. In 1985 this segment of I-880 experienced 323 TAF accidents, for an average of 9.4 TAF
accidents per test site mile.

TEST SITE #2 was a 61.8 mile segment of State Route (SR) 99 within the Central Division of the
CHP. This stretch of SR 99 traverses the Modesto and Merced CHP Areas and is located in the
Northern San Joaguin Valley which is known as a great agricultural region. It is a major linking
corridor between the Los Angeles metropolitan region and those of Northern California. Test Site
#2 passes through the cities of Modesto and Merced and the rural communities of Ceres, Turlock,
Livingston, and Atwater,

The segment of SR 99 forming Test Site #2 is a north/south highway which is mostly full freeway
with two or three lanes in each direction, Itis constructed on the level valley floor and is relatively
straight, Broad, flat agricultural lands border both sides of SR 99.
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State Route 99 carries a high volume of weekly
and daily repeat truck wraffic. Trafficis generally
free flowing. In 1985 this segment of SR 99
experienced 142 TAF accidents, for an average of
2.3 TAF accidents per test site mile.

TEST SITE #3 was the Iongest of the five test
sites - 154.1 miles in length. Itconsisted of 2 57.6
mile segment of SR 99 and a 6.5 mile segment of

I-5. Test Site #3 was located in the Central and.

Southern Divisions of the CHP and traversed the
Bakersfield, Fort Tejon, Newhall, and Verdugo
Hills CHP Areas.

The stretch of SR 99 included in Test Site #3 is a
full northy/south freeway forming a major trucking
route between the metropolitan regions of South-
ern and Northern California. This freeway tray-
erses the rural region of the Southern San Joaquin
Valley and consists of two to three lanes in each

Tacturems
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FIGURE 7. Test Rite #3.
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FIGURE 4. Test Site #2.

direction. It passes through the communities
of Delano and McFarland and the city of
Bakersfield. The freeway is located on the
level valley floor and is relatively straight.
Broad, flat agriculiural lands and expansive
oil and natural gas production sites border SR
99.

State Route 99 carries a high volume of ruck
wraffic. Trafficis generally free-flowing. In
1985, this segment of SR 99 experienced 98
TAF accidents, for an average of 1.7 TAF
accidents per test site mile.

The stretch of I-5 included in Test Site #3isa
full north/south freeway forming the primary
corridor which links Southern California to
the San Joaquin Valley and Northern Califor-
nia. Interstate 51is the main connecting artery
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between the Mexican Border and Oregon. Interstate 5 consists of two to four lanes in each direction
in rural regions, and up to six lanes in each direction at metropolitan freeway interchanges.

Interstate 3 in San Joaquin Valley traverses relatively flat, broad lands used for agricultural business
and oil and natural gas production. However, in northern Los Angeles County, I-5 is chamacterized
byrolling hills, sweeping curves, and steep grades which require truck lane control. The “Grapevine”
is a six-mile segment which ascends from the valley floor to 4,144 feet at Tejon Pass. This four to
six percent grade is well known for major truck accidents. In some locations, the northbound and
southbound lanes are on different elevations and separated up to half a mile.

Traffic on I-5 in northern Los Angeles County is generally free-flowing. In the vicinities of Glendale
and Los Angeles, traffic is generally heavy with congestion occurring during commute hours.
Interstate 5 carries a high volume of long-haul and repeat tuck traffic. In 1985 this segment of I-
S experienced 260 TAF accidents. On the average, 1.4 to 2.5 TAF accidents occirred every test site
mile in rural areas and 6.8 TAF accidents occurred every test site mile in metropolitan areas.

TEST SITE #4 was a 15.7 mile segment of 1-5
within the Border Division of the CHP. This
stretch of I-5 traverses the Santa Ana CHP Area
and passes through the cities of Anaheim, Orange,
Santa Ana, Tustin, and Irvine. It is a major
transportation artery for trucks traversing Orange
County, and connects the southernmost part of
California with Los Angeles and Northern Cali-
fornia.

The segment of I-5 forming Test Site #4 15 a full
north/south freeway consisting of three lanes in
each direction. The entire freeway segment is
situated in a densely populated, suburban region
of Los Angeles. Surrounding landscape is flatand
fully developed. Numerous on- and off-ramps are
present. Traffic is generally very heavy and is
subject to stop and go congestion during commute
hours.

In 1985, Test Site #4 experienced 97 TAF acci-
dents, for an average of 6.2 TAF accidents per test
site mile.

FIGURE 8. Test Site #4,
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TEST SITE #5 was the shortest of the five
test sites - 5.6 miles in length. This segment
of 1-710 1s within the Border Division of the
CHF and traverses the Westminster CHP
Area. It is completely within the city limits
of Long Beach. This freeway is a major
artery which provides access to the harbors
of Long Beach and Los Angeles. The Portof
Long Beach is the busiest port on the West
Coast.

This segment of 1-710 is a full north/south
freeway consisting of three or four lanes in
each direction. Numerous on- and off-ramps
are present. The sorrounding landscape is
relatively flat and open, and industrial in
nature. Traffic is generally heavy.

Interstate 710 carries the highest volume of
truck traffic of any highway in the State, It
carried approximately 23,000 trucks per day
in 1985. The majority of the truck wafficis
making local deliveries of containers to or
from the Port of Long Beach. In 1985 this
segment of 1-710 experienced 100 TAF
accidents, for an average of 17.9 TAF acci-
dents per test site mile.
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. FIGURE 9. Test Siwe #5.

PERSONNEL

The pilot prograrn was conducted without adding personnel positions to the CHP. The four
participating CHP Field Divisions selected officers from existing rosters to participate in the
program, A willingness to participate was a prerequisite for all officer selections. Prior commercial
enforcement experience was not essential for selection, although it was considered a beneficial

element,

Officers chosen to participate in the program could not be involved in any other special assignments
during their participation in the program. The length of officer assignments varied at the discretion
of participating CHP Division and Area Commanders. Most personnel changes were made in

accordance with established shift schedules.
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Each participating CHP Area initially assigned a minimum of five officers to the program for each
SMPV deployed within its command. Over the duration of the program, additional officers were
selected to rotate into the program to ensure that adequate staffing levels were maintained.

MMERCTAL VEHICLE TRA

Eight hours of specialized commercial enforcement classroom training and six houwrs of practical
field training were presented to involved officers, sergeants, and managers prior to implementation
of the pilot program. Every officer initdally assigned, or assigned thereafier, to the program was
required to complete this training prior to operating a SMPVY.

The training was provided by the CHP Operational Planning Section and Commercial and Technical
Services Section. Initially, 139 persons were trained. An additional 49 persons were trained during
the program.

The ¢lassroom curriculum consisted of the following classes:

* Program Orientation and Philosophy, 1/2 Hour.

Overview of the pilot program including legislative intent, program goal and scope, and
enforcement and patrol guidelines.

= Driver’s License/Registration Requirements, 2-1/2 Howurs.
Presentation of driver qualifications and commercial vehicle registration laws. An analysis
of current regulations governing the classes of operator licenses, required endorsements,
and basic registration requirements for California-based and foreign-registered commercial
vehicles.

=  Diiver’s Hours of Service, 2-1/2 Hours.

Instruction on dnver’s hours-of-service limitations under state and federal reguiations,
including log book requirements.

»  Problem Recognition and Officer Safety, 2 Hours.
Identification of audible air losses from truck brake systerns, unsafe loads on vehicles, any
other obvious hazardous condition observed during a walk-around inspection, proper en-

forcement tactics, and operadons around large trucks.

= Reporting, 1/2 Hour.
Presentation of special reporting procedures.




The practical field training cccurred at CHP highway platform scale and inspection facilities.
Officers conducted enforcement contacts with truck drivers traveling through these facilides,
Personne] applied the concepts learned during the classroom training and, when appropriate, took
enforcement action, i.e., issued citations, placed vehicles out-of-service, ete. Enforcement actions
were made in accordance with existing CHP enforcement policies.

ALL KE Hi

STANDARD CHP PATROL CAR MARKINGS

Since its formation in 1929, the CHP has utilized distinctly marked patrol vehicles. Currently, the
CHP maintains a fleet of over 2,000 distinctly marked paro! cars. These cars display the uniform
color configuration and markings of the CHP and are easily identifiable statewide as enforcement
vehicles. They meet the color specifications established in the Califernia Code of Regulations (CCR)
for traffic law enforcement vehicles.

Section 1140 in Title 13 of the CCR applies to the color of motor vehicles used by officers on duty
for the main purpose of enforcing vehicle code laws pertaining to accidents and rules of the road. This
Section requires that such cars and mucks have one of the exterior finishes described below;

« Entirely white; or
+ White, except that an area not less than and including the front door panels shall be black; or
» Black, except that an area not less than and incleding the front door panels shall be white; or

= Any other color that contrasts sharply with white, providing an area not less than and including
the front door panels is white and the indicia or names of governmental entities operating the
vehicles are displayed on the front door panels.

CHP patrol cars are painted with a black and white color scheme; the front doors and roof are white,
while the body is black. Gold colored, 3 1/2 inch high reflectorized “Highway Patrol” decals are
present on the rear. Also, a 15 inch wide star, with the words “Highway Patrol” arched above it, is
mounted on each front door.

The maximom contrast of the CHP's present black and white scheme provides very high visibility,
consistent with the Department’s policy of high-profile, in-view patrol.” Generally, it is the
Department’s belief that rapid recognition of enforcement units is important both to deter potential
traffic violators and to identify officers when motorists are being stopped for a violation or require
assistance.




The visibility of CHP vehicles can also be a disadvantage during enforcement operations. During
daylight hours, drivers are easily able to identify the presence of a CIHP vehicle, and may temporarily
alter their driving behavior accordingly. In additdon, CHP officers generally determine the speed of
violators on maximuni limir highways through line-of-sight “pacing,” i.e., matching the speed of the
violator’s vehicle. The length of this pace may be up to several miles inrural areas. During the pace,
violators have an additonal opportunity to observe the distinctive CHP vehicle behind them.
Habitual and/or extreme violators are especially vigilant, and closely monitor their rear-view
Mirrors.

STANDARD CHP PATROL CAR EQUIPMENT

In addition o the distinctive color configuration and markings, CHP patrol cars can be easily
recognized by the law enforcement equipment mounted upon them. Such eguipment includes the
following:

» Emergency Lighting - patrol cars not equipped with overhead emergency lights {light bars) are
equipped with two front 5 3/4 inch diameter emergency lamps: one red spotlamp mounted on
the left windshield post and one white mounted on the right post. Three rear-facing waming
lamps are mounted on the rear seat shelf.

» Heavy Duty Pushbumpers - all patrol cars, except Mustangs, are equipped with pushbumpers

which are 21 inches high and extend ten inches forward of the front bumper.

= Whip Antennas - each patrol car is equipped with at least one 68 inch high metal antenna which
is mounted on a left rear quarier panel. A 19 inch high antenna is also mounted on the roof of
each pairol car.

» Shotguns - shotguns are secured to dashboards in a vertical position with barrels extending almost
to the Toof,

DEVELOPMENT OF SMPVs

The pilot program used 15 SMPVs which were not readily identifiable as CHP patrol units. Two
additional SMPVs were held in reserve: one in Sacramento, and the other in Torrance.
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FIGURE 10. Traditionally marked and equipped CHP Mustang patro} car,




FIGURE 11. Specially marked CHP Mustang pagol car.
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The original 17 SMPVs were converted CHP Mustang, L.TD, Diplomat, and Celebrity model patrol
cars. These cars were transferred into the pilot program from CHP Field commands throughout the
State. On the average, each car had logped 44,000 patrol miles when brought to the CHP Motor
Transport Section for conversion. Conversion of the 17 cars was accomplished in the three-week
period of late Deceraber 1987 and early January 1988. The focus of the medification process was
on the development of patrol cars that were not readily identifiable as CHP enforcement vehicles,
but which did not jeopardize officer or public safety.

SMPVY MARKINGS

All SMPVs met the color requirements specified in the CCR. Although the SMPVs were not painted
in the standard CHP configuration, they were “fully-marked patrol cars”, not “unmarked" or
“undercover” cars. Exteriors were painted entirely white or conservative colors which contrasted
with white front door panels. The full size CHP star, with the words "Highway Patrol” arched above,
were displayed on front doors.

SMPV EQUIPMENT
The SMPVs were equipped as follows:

» Emergency Lighting - No overhead emergency lights were mounted on SMPVs. Vehicles were
equipped with (1) flashing “wigwag” headlamp systems; (2) one 4 1/2 inch diameter adjustable
red spotlamp mounted at the left windshield post; (3) one 4 1/2 inch diameter adjustable white
spotlamp mounted at the right windshield post; (4) three rear-facing, low profile (2 1/2 inches
high, 7 1/2 inches wide) “Bac-Off” flashing lamps mounted on the rear seat shelf - one red, one
amber, one blue;

» Sirens - Electronic siren and public address speakers were mounted behind the grills;

» Puoshbumpers - SMPVs were not equipped with pushbumpers, except the two cars assigned to
the Oakland CHP Area on Test Site #1 had low-profile pushbumpers (Buddy Bumpers).

+ Antennas - A standard passenger car antenna was mounted on the right front fender to replace
the standard whip antenna. The 19 inch high antenna was moved from the roof to the midline
of the trunk lid. These changes eliminated the nighttime silhouvette which is characteristic of the
standard antennas.

+ Scanners - Programimable 30 channel scanners, capable of monitoring CB radio frequencies as
well as law enforcement frequencies, replaced the standard CHP scanners.
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« Shotguns - Horizontal and diagonal mounting positions were used to secure shotguns in the
SMPVs. Placement of the guns in these positions eliminated the prominent nighttime vertical
sithouette which is characteristic of standard CHP patrol cars,

FIGURE 12. Diagonsl mounting position of & shotgur.

SMPV DISTRIBUTION

The SMPVs were assigned to CHP Area commandsin which test sites were located. Table 1 provides
initial Field distribution and vehicle information.

Commands to which SMPVs were assigned were responsible for the maintenance and repair of the
SMPVs. When an SMPV was placed out of service due to mechanical problems, it was repaired on
a priority bases. In those cases in which a SMPV could not be placed back in service in a dmely
manner, a reserve SMPV from the CHP Motor Transport Section was placed into service.
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LOCATION VEHICLE DESCRIPTION
TEST SITE CHP AREA YEAR MAIKE MO, LR
i OAKLAND 8 4 FORD LD FAWN METALLIC
't CIAKEANL 85 CHEVROLET CELEBRITY WHITE
k HAYWARD 85 CHEVRCLET CELEBRITY SLVA BLUE METALLIC
! HAYWARD 88 EORD MUSTANG WHITE
2 NEIDESTO 858 CHEVROLET CELEBRITY DRIFTSAND BEIGE
2 MERCED a5 FORL MUSTANG SILVER METALLIC
3 BAKERESFIELD 84 FORD LTD CREAM BEGE
3 BAKERSFIELD 85 CHEVPQLETY CELEBRITY WHITE
3 - FORT TEJON 85 FORD MUSTANG WHITE
& NEWHALL B4 FORD LTD LIGHT BUCKEBKIN
a MERWALL B85 CXO0GE DHIPLOMAT WIND BLUE
a VERDUGO HILLS 85 CHEVROLET CELEBRITY FAWN BROWN
4 SANTA ANA 88 CHEVROLET CELEBRITY CHESTNUT METALLIC
) WESTMINSTER a5 FORD MUSTANG WHITE
5 WESTMINSTER as FCAD MUSTANG WHITE
RESERVE SMPV B8& LXOGE DIPLOMAT WHITE
RESERVE SMPV 86 PODGE DIFLOMAT WHITE

TABLE 1, SMPV distribution and deseriptions.

Five SMPV's which reached the CHP’s *run-out” mileage of 85,000 miles were replaced with white
SMPVs converted from the CHP enforcement vehicle fleet.

Operational guidelines permitted SMPVs to be transferred between CHP Area commands partici-
pating in the pilot program. However, only one vehicle trade occurred during the program. Four
months into the pilot program, the Santa Ana CHP Area (Test Site #4) exchanged a chestnot metallic
Chevrolet Celebrity with the Westminster CHP Area (Test Site #5) for a white Ford Mustang,

Y N

Guidelines for the deployment of SMPVs were established prior to the commencement of Field
operations. These guidelines provided that each SMPV should be operated on 2 test site at the
minimumrate of ten work shifts (B0 hours) per week. Each participating Areacommand was to make
reasonable efforts to maintain this rate on a monthly basis. Such a minimum deployment standard
would ensure that a consistently high level of SMPV exposure occurred at all test sites.

The minimum deployment standard represented a challenging goal for participating Areas. There
were, however, times when the participating Areas were unable to meet that standard due to anumber
of factors, i.e., SMPV mechanical failures or downtime for routine maintenance. Although SMPVs
were repaired on a priority basis, Area cornmmands were not always able to operate them at ten shifts
per week,
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Deployment problems were further encountered due to limited available personnel (officers
off on sick leave, vacation, or regularly scheduled days off). Senate Bill 1873 did not provide for
additional personnel, especially for the pilot program, and officers had to be reassigned 1o the
program from other beats, However, an adequate level of coverage for CHP beats was necessary in
order to provide an acceptable level of public service. In those instances when the level of personnel
was insufficient to provide minimum beat coverage and also staff SMPVs operations, Area
Comrmanders could not deploy the SMPVs.

Invelved Area Commanders determined the hours of SMPV deployment based on the truck-related
problems associated with their respective test sites. All the conunanders elected to deploy SMPVs
in accordance with traditional work schedules. Participating Area commands primarily deployed
SMPVson AWaich (5:45a.m.to2:15p.m.)and B Watch (1:45p.m. to 10:15 p.m.}, Monday through
Friday. Limited deployment occurred on C Watch ($:45 p.am. to 6:15 a.m.) and on weekends because
of the sharp decrease in truck traffic volume during those imes. However, SMPVs were occasionally
deployed on C Watch or the weekend to meet the minimnm deployment standard.

Area Commanders deployed SMPVs, when possible, to provide maximum truck enforcement,
whenever adequate personnel were available. However, in CHP Areas not having adequate
personnel to free SMPV officers from routine beat accountability, SMPV officers had to function
withpartial or full beat accountability, i.e., respond to and/or investigate accidents, aid motorists with
disabled vehicles, investigate ¢rimes, store unattended vehicles, etc.

All CHP policies pertaining to the operation of standard CHP patrol cars applied to the operation of
SMPVs. However, it was felt that public nonrecognition of SMPVs could cause confusion to
motorists during emergency operations (lights and siren) and that SMPV's may not be provided the
right of way customarily afforded a black and white patrol car. Therefore, a revision was made to
the pursuit policy in order to ensure safety. The revision provided that when a SMPV was involved
in a pursuit, a black and white patrol car, if available, should take over as the primary unit.

A total of 688,902 miles were traveled by the fleet of SMPVs. No safety problems pertaining to the
operation of SMPVs were encountered during the pilot program. Motorists yielded for SMPVsas
readily as for black and white patrol cars not equipped with light bars, The SMPVs experienced
emergency operation on both freeways and surface streets without incident.

Two minor accidents involving SMPVs occurred on Test Site #1 in the Oakland CHP Area.
However, neither accident was atiributed to the absence of tradidonal CHP vehicle markings or

equipment. Ironically, in the first accident, the SMPV was struck by a truck tractor/semitrailer
combination making an unsafe lane change on a freeway. In the second accident, the SMPV was

slowing for an accident blocking the freeway ahead when an inattentive motorist rear-ended the
SMPV.

27



HAZ-MAT ~

L Exr—%ﬁss

" HAZ-MAT
| EXPRESS

Motortrucks ol threas or Any motortruck, or any combination of a motoriruck
more axiss whigh dreg and any other vehicle, with an unladsn weight of more
more than 8,000 pounds than 8,000 pounds, tranaparting hazsardous malterials

unigden weight

TRUCK TRAC“{ORE{ Any vehicle combination that exceeds 40
feet in length and consiate ol a
(1) motortruck snd any
{2} reaitor
{3} meml traller
{4) pole, pipe, or logging dolly
{5} nuxillary daity
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FIGURE 13, Tarpel vehicles,
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NE MENT

TARGET VEHICLES

Senate Bill 1873 required that the primary purpose of officers operating SMPVs was to enforce
highway safety laws pertaining to specified vehicles. These target vehicles are depicted in Figure
13 and consisted of the following:

»  Any motortruck of three or more axles which is more than 6,000 pounds unladen weight.

= Any truck tractor,

» Any combination of vehicles that exceeds 40 feet in length, consisting of a motortruck and any
trailer, semitrailer, pole or pipe dolly, auxiliary dolly, or logging dolly.

»  Any truck, or any combination of a truck and any other vehicle, ransporting hazardous materials
with an unladen weight of more than 6,000 pounds.

TARGET VIOLATIONS

Officers operating SMPV s were required to focus theirenforcement efforts on truck rules of the road
violations which had high potential for causing accidents. For purposes of the pilot program,
violations of the following California Vehicle Code (VC) and Code of Regulations (CCR) Sections
were considered target violations:

s 21658(a) vC Unsafe Lane Change

« 21703 vC Following Too Closely

+ 22106 vC Unsafe Starting/Backing

e 22107 vC Unsafe Tuming

22350 vC Unsafe Speed

» 22406 VC Maximum Speed For Designated Vehicles

«  34506(a) vC 1212a  CCR Driving Over Hours For Interstate Operators
»  34506(a) vC 121363 CCR  Driving Over Hours For Intrastate Operators
«  34506.3 vC 12132 CCR Driver Log Book Not In Possession

s 345063 vC 1213c  CCR  Driver Log Book Not Current




In addition to target violations, the pilot program enforcernent guidelines provided that officers
should take appropriate enforcement action for unsafe mechanical, loading, and size or weight
violations. Officers had the
discretion to conduct cursory
safety inspections of target
vehicles for obvious unsafe
conditions. However, such
inspections were required to be
conducted commensurate with
an officer’scommercial exper-
tise and to not needlessly delay
target vehicles. Officers could
also take appropriate enforce-
ment acHon against target ve-
hicle violators for other ob-
served viclatons, such as
driver’s license and registra-
tion violations.

FIGURE 14, A SMPV on 2n enforcament stop for a loading violation.

NONTARGET VEHICLE VIOLATIONS

Officers operating SMPVs wererequired to focus their enforcement activities toward target vehicles
to the greatest extent possible. However, in the event an officer observed a flagrant or unsafe
violation associated with a nontarget vehicle, e.g., passenger vehicle, the officer was permitted to
take appropriate enforcement action.

PATROL RESPONSIBILITIES

The pilot program patrol guidelines provided the following:
“Officers should be mindful that the SMPVs do bear the official insignia of the Department and
that motorists expeet the Department to provide roadside service to the public. Therefore,
officers shall assist motorists with disabled vehicles, respond to traffic accidents as necessary,

and provide other necessary assistance to the public.”

Area Commanders determined the degree of beat accountability of SMPV officers.
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PUBLIC AFFAIRS

Public acceptance of the SMPVs was an important aspect to be considered in determining the success
of the pilot program. Therefore, public affairs activities were initiated from the onsei of the program
and throughout its duration, It was felt that the most direct approach to gaining public acceptance
was meaningful publicity which stressed the need for, and the effectiveness of, SMPVs.

The public affairs activities were designed to: (1) provide the public, governmental agencies, and
traffic safety entities with information about the pilot program in order to gain public acceptance of
the use of SMPVs; and (2} increase compliance with highway safety laws on the part of truck dnivers.
The following elements formed the foundation of public affairs activities:

« News conferences.
« Mediaride-alongs in the SMPVs.
» Inidal and periodic news releases.

+ Distributon of public affairs packages to legislators, local civie leaders, and local judicial
officials.

» Effective laison between CHP Commanders and local judicial districts and district attomeys'
offices.

» Submission of articles about the pilot program to publishers of trucking magazines.
= Distribution of radio spots about the pilot program to local radio stations.

Public affairs activities were directed toward informing the public that SMPVs were another
enforcement tool with which the CHP could enhance public safety. Additionally, the public was
made aware that the SMPVs were not “onmarked” or *“undercover” vehicles and that officers would
stop to provide roadside assistance.

Participating CHP Area commands presented orientation briefings to involved courts and district
attorneys’ offices prior to the beginning of the pilot program. Program administrators believed that
a firm understanding by judges and prosecuting attorneys of the specific provisions of Senate Bill
1873, the legislative intent, the purpose of the pilot program, and CHP policy and procedure was
essential to the success of the program,

Senate Bill 1873 did not provide funding for a statewide public information campaign, however,
CHP Division and Area Public Affairs Officers did generate considerable media and public interest
in the program. Annex C provides a chronological listing of selected news articles. In addition to
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newspaper articles, television and radio stations provided the public with information about the
program. It was not possible to document the frequency of such information dissemination.

Media participation commenced on January 7, 1987 when a news conference introducing the pilot
program was held at the State Capitol. The State Senator who authored Senate Bill 1873, the
Commissioner of the CHP, and a representative from the California Trucking Association, (the
sponsor of the legislation), were present.

Parallel events occurred on all the test sites and were well attended by the news media. For example,
on Test Site #3 the news conference held in Los Angeles was covered by eight television stations,
and five newspaper organizations.

Media attention statewide was intense during the first four months of the pilot program. During this
period, the program was one of the top five issues which generated media inquiries to the CHP on
a daily or weekly basis. Thereafter, media inquiries made to the CHP tapered off so thar by the fifth
and sixth month of program operations, interest was generally localized with statewide interest
rekindled only inresponse to CHP news releases or other significant events. Nevertheless, the pilot
program was a high-profile CHP media issue for 1987.

Media attention assisted CHF efforts by creating an awareness of the truck accident problem and of
the goal of the program. The combination of enforcement, media attention, and motorist observation
of SMPVs developed motorist awareness and contributed to a decrease in truck accident rates.
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SUITABILITY OF SPECIALLY
MARKED PATROL VEHICLES







INTRODUCTION

A significant aspect in the sady of SMPVs is the identification and evaluation of problems resulting
from the use of such vehicles, It was realized from the onset of the program that the use of
enforcement vehicles, not readily identifiable as CHP vehicles, could increase the risk of accidents
to officers and motorists during emergency vehicle operations (Code 3). Furthermore, the potential
existed that nonrecognition of patrol cars could cause confusion to the motoring public during
enforcement stops, at accident scenes, or while officers perform other traffic management duties.
The overall safety and effectiveness of SMPVs was an important consideration during the program.

OUESTIONNAIRE SURVEY

QUESTIONNAIRE DISTRIBUTION

A survey of officers was one method used to gather subjective information regarding safety aspects
associated with the operation of SMPVs. Identical questionnaires (see Annex B) were distributed
in April and September of 1987 to the ten CHP Area commands participating in the program. The
questionnaires were completed by officers who were currently assigned to the program and who had
driven SMFPVs. Officers completed 100 April questionnaires and 101 September questionnaires.

SELECTION OF QUESTIONNAIRES TO BE ANALYZED

Seventy-three officers completed both the April and September questionnaires. The opinions of
these officers would have been given more weight than the opinions of those officers who only
completed onequestionnaire, if all questionnaires were analyzed. Therefore, to avoid a data analysis
problem, April questionnaires completed by the 73 officers were removed from the analysis, leaving
a total of 128 questionnaires.

Seven of the 128 questionnaires indicated that the respondents, prior to participation in the program,
had only operated one type of black and white patrol car during his or her CHP career: either slick
top cars (without roof lights) or cars withroof lights, These seven questionnaires were removed from
the analysis because the officers’ experience in patrol car operation differed substantially from that
of the majority of respondents who had operated both patrol car types. It was felt that the seven
officers may have bad an inherent bias for or against SMPVs in relation to their limited experience
with only one type of patrol car.

Forty-two of the remzining 121 questionnaires indicated that the respondents had driven SMPVs 20
shifts or less. These 42 questionnaires were removed from the analysis because it was felt that an
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officer who had driven a2 SMPV only a few times may have expressed opinions based on a very
limited number of experiences.

A total of 79 questionnaires were analyzed. All the respondents had experience with both slick top
patrol cars and patrol cars with roof lights. All respondents had driven SMPVs for at least 21 ghifts.
Thirty-two (40.5%) of the questionnaires were completed by officers who had driven SMPVs for 21
to 40 shifts. Only 13 respondents (16.5%) had driven a SMPV between 41 to 60 shifts. Thirty-four
respondents (43.0%) had driven a SMPV 61 or more shifts.

LIKERT SCALE

Officers expressed their opinions about SMPV operational characteristics by responding to 16
statements in which SMPVs were compared to black and white patrol cars. A 1- to 5- point Likert
scale was used to agree or disagree with the statements. Ratings of “1” and “2" were defined
respectively as "strongly disagree” and "disagree” while ratings of “37, *4", and “5” were defined
respectively as "neutral”, "agree”, and "strongly agree”.

Before proceeding into this analysis, a shortcoming of the Likert scale approach should be
acknowledged, because it influences the inherent value of the statistics being presented. A tendency
to gravitate toward the middle rating has been documented by many studies employing this
technique. Thattendency is evident in this study. With few exceptions, the most frequentrating was
“3" and the mean rating fell between “2” and ¥4.”

Even though the tendency to gravitate to the middle value diminishes the value of the Likert scale
as a discriminating tool, the relative mean score for each of the questionnaire statements can be
compared to one another. Mean scores toward either extreme of the Likert scale indicate that the
respondents had strong opinions while those toward the middle often indicate the lack of a strong
impressions.

ANALYSIS CATEGORIES

One aspect of this study was to determine if SMPVs were suitable for CHP patrol and enforcement
operations. Questionnaire statements related to this concern can be assigned to one of three groups
for analysis: those addressing effectiveness, driving concerns, or SMPV shotgun mounting
positions. Statements pertaining to public attitude constitate a fourth group which W]ll be discussed
in a following section, "Public Attitudes.”
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SMPV EFFECTIVENESS

Table 2 presents the mean ratings for the statements addressing the overall effectiveness of SMPVs
when compared to the effectiveness of black and white patrol cars.

RATING STRONGLY STRONGLY
SCALE DISAGHEE DISAGREE NEUTRAL AGREE AGREE
1 2 3 4 5
MEAN

OVERALL, SiPVs ARE AS EFFECTIVE AS BLACK AND WHITE PATROL CARS: RATING
« WHEN EFFECTING S8TOPS ON LARGE TRUCKS, 3.8
+ WHEN EFFECTING STOPS ON PASSENGER VEHICLES. 353
+ WHEN PROVIDING CONTROL AT EMERGENCY INCIIENTS {I.E., ACCIDENTS, LANE CLOSURES, ETC.). 3.18
« IN FREEWAY FATHOL. 3.48

TABLE 2. Mean ratings {or SMPV effectiveness.

Table 2 displaysratings in the low tohigh 3range, between “neutral” and “agree.” Itdoes not appear
that the numerical difference between the ratings is significant. The ratings suggest that, generally,
respondents did not have strong positive or negative impressions about SMPV effectiveness in
conirast to the effectiveness of black and white patrol cars. Nevertheless, SMPV effectiveness in
making enforcement stops on large trucks received the highest mean rating for the issues addressed
in Table 2.

DRIVING CONCERNS

Eight statements fromthe questionnaire are included in Table 3. The statements arerelated to driving
concerns associated with SMPVs. One statement pertains to SMPV movement through moderate
freeway traffic while five pertain to Code 3 operation. Two statements address public nonrecognition
of SMPVs,

Table 3, as with Table 2, displays mean ratings in the low to high 3 range, between “neytral” and
“agree.” This suggests that, overall, officers did not have strong positive or negative impressions
about SMPV operation in freeway traffic or in Code 3 situations.

The statements pertaining to SMPVs being tailgated and not being readily identified received the
second and third highestrating, respectively, of all questionnaire statements. The ratings of 4.23 and
4.061indicate thatrespondents mildly agreed thatmotorists tailgate SMPV s more often than black and
white patrol cars and that motorists do not readily identify SMPVs as patrol vehicles,
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RATING STRONGLY STRONGLY
SCALE DISAGREE  DISAGHEE NEUTRAL AGREE AGREE

1 2 3 4 5

MEAN

OVERALL, SMPVs ARE AS EFFECTIVE AS BLACK AND WHITE PATROL CARS

WHEN RAPIDLY MOVING THROUGH MODERATE FREEWAY TRAFFIC DURING

DAYLIGHT WITHOUT USING EMERGENCY LIGHTING OR SIREN {LE., PACING

A SPEEDER, CODE 2 RESPONSE, ETC). 3,14

OVERALL, THE EXTENT OF QFFICER SAFETY AFFORDED BY A SMPY IN
CODE 3 OPERATION 1S LESS THAN THAT PROVIDED BY A BLACK AND WHITE
FATROL CAR. 3.28

IN THE FOLLOWING CIRCUMSTANCES, MOTORISTS YIELD TO A SMPV IN
CODE 3 OPERATION AS HEADILY AS A BLACK AND WHITE PATROL CAR IN
CODE 3 OPERATION:

» FREEWAY, DAYLIGHT. 3,18
= FREEWAY, DARKHESS, 3.88
» SURFACE STREET, DAYLIGHT. 3.08
» SURFACE STHEET, DARKNESS. 3.78
MOTORISTS TAILGATE SMPVs MCRE THAN BLACK AND WHITE PATRCL

CARS ARE TAILGATED. 4.23
MOTORISTS DO NOT READLLY IDENTIFY 8MPVs AS PATRCL VEHICLES. 4.06

TABLE 3. Mean ratings for driving concerns associated with SMPV operations.

SHOTGUN MOUNTING POSTTIONS

Table 4 pertaing to officers’ preference on shotgun mounting positions. Respondents rated the
horizontal and diagonal mounting positions used in SMPVs in comparison to the vertical mounting
position used in black and white patrol cars, Generally, respondents did not have strong positive or
negative impressions. However, the mean rating of 2.77 associated with the diagonal mounting
position was the lowest mean rating for any questionnaire statement. This suggests that of all
questionnaire statements, respondents felt the strongest disagreement with the statement about the
diagonal mounting position,
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RATING STRONGLY STRONGLY
SCALE DISAGREE  DISAGREE NEUTRHAL AGREE AGREE
1 2 3 4 5
MEAN
BATING
COMPARED TO THE VERTICAL SHOTGUN MOUNTING POSITION USED
IN BLACK AND WHITE PATROL CARS, 1 PREFER THE FOLLOWING
SHOTGUN MOUNTING POSITIONS:
»  HORIZONTAL MOUNT BETWEEN FRONT BUCKET SEATS. 347
DIAGONAL MCUNT, MUZZLE DOWN AND STOCK UP. 2.77

TABLE 4. Mean ratings {or officer preference on sholgun mounting positions.

FFICER CON 8

Throughout this section, guantitative data from the questionnaires have been analyzed. In addition
to the numerical ratings, officers were given an opportunity to offer subjective comments. Giventhe
limitations of the quantitative information, these brief assessments may provide insight into various

aspects of SMPV operations.

The comments incluoded here are a genersl representation of those made on the questionnaires. There
were complaints about limited SMPV enforcementagainst passenger vehicle drivers, however, those
comments are not included here because they fall outside the scope of the questionnaire survey.
Actual comments which follow address issues related to SMPV suitability.

EFFECTIVENESS

Several respondents commented on the effectiveness of SMPVs in terms of enforcement and patrol.

Five cornments are included here.

SMPVs are more effective than black and white patrol cars.

Good program. I have found it effective for truck speed enforcement.

I feel SMPVs are more effective than black and white patrol cars in effecting stops on
trucks and passenger vehicles. They could prove beneficial if used in routine patrol

in conjunction with a public awareness program.
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The public is getring used to the whire cars [SMPVs], as much as the black and white
cars. Different colored cars would help confuse them. These cars would be excellent
Jor regular patrol use.

CBradios have effectively negated the advantages of SMPVs. Truckers are very alert
to SMPVs. They know what the main objective of the SMPV program is and
immediately warn all truckers about a SMPV' s location. Itisraretobe on a freeway
mare than two or three minutes without being “burned.” Solution: completely
unmarked vehicles for commercial enforcement or drop the program.

DRIVING CONCERNS

Several respondents made comments pertaining to the driving of SMPVs in traffic. The three
comments provided below allude to the inconspicuous characteristic of the SMPVs. The first two
comments indicate that public nonrecognition of the SMPVs assisted in the movement of SMPVs
through traffic. The third comment addresses the concern that SMPVs may not be afforded the
right-of-way which is customarily provided to a black and white patrol car.

The SMPV is much more effective [than black and white pairol cars] when rapidly
moving through traffic without using emergency lights.

The SMPV is very easy to move through traffic without emergency equipment, due 1o
motorists not suddenly slowing in front of you when they recognize a traditional
parol car,

1 found I had 1o drive much more defensively at night when operating a SMPV.

SHOTGUN MOUNTING

A few respondents commented on the shotgun mounting positions used in the SMPVs,

comments are provided below.

I prefer the horizontal shotgun mounting position berween the bucket seats because
of safety for the passenger if involved in a collision.

This[horizontal shotgun mounting position berween bucket seats] allows the shotgun
to be unlocked prior to making a known felony car stop. If you choose not 1o use the
shotgun, it can be secured by flipping the lock closed as you exit the car.

Their
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As an officer safery item, I believe that the horizontal and diagonal shotgun mounting
should be changed. In a tense moment, 1 believe valuable time would be wasted in
removing the shotgun from its present rack position(s).

I won't use the diagonal mount shotgun.

Y S HP AREA AND

Commanders of the ten CHP Areas in which the SMPVs were deployed prepared overall evaluations
of program operations twice during the Field operation phase of the program. The evaluations were
prepared in June, and again in December 1987, The evaluations addressed SMPV operations and
safety, as well as other issues. The following discussion addresses issues related to the suitability
of SMPVs and is a consolidation of the comments submitted by Area Commanders.

The CHP did not experience any safety problems relating to the nontraditional character of SMPVs.
During the beginning phase of the program, it was anticipated that patrol vehicle collisions might
increase due to public nonrecognition of the SMPVs as enforcement vehicles. Officers’ driving
attitudes and safety awareness were stressed during the required program training. No CHP-at-faolt
collisions occurred with the SMPVs. However, as previously discussed, two minor accidents
involving SMPVs occurred but were not attributed to the absence of traditional CHP vehicle
markings or equipment.

When the SMPVs were first deployed, some officers noticed a slower response by motorists to
emergency lights. However, after the second month of Field operations, the slower response had
disappeared. The SMPVs were used effectively on felony enforcement stops and were operated
Code 3 (lights and siren activated) on freeways and surface streets without incident.

The two SMPVs assigned to the Oakland CHP Area on Test Site #1 were equipped with low-profile
chrome pushbumpers mounted directly to the front bumpers. Officer safety and motorists services
were enhanced by the addition of these bumpers to allow the safe removal of disabled vehicles from
traffic lanes.

The Program Officer monitored all aspects of the program, including the suitability of SMPVs for
truck enforcement and general CHP Field functions, Suitability of SMPVs was viewed in terms of
safety and effectiveness, when compared t black and white patrol cars. Interim reports describing
program development and operations were prepared throughout the Field phase of the program.
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The following discussion represents a consolidaton of these reports.

No problems of officer or public safety arose out of the Field deployment of SMPVs, No CHP
comnands expressed concems related to safety when queried by the Program Officer. It was felt at
the commencement of Field operations that public nonrecognition of SMPVs as enforcement cars
might increase CHP-involved accidents or cause confusion to motorists, however no such problems
arpse.

Nonrecognition of SMPVs appeared to enhance violation detection . This is supported by numerous
incidents which were related to the Program Officer by Area commands. The following real life
situations are representative of the many violations observed by officers who were assigned to the

program:

« A SMPV, positioned immediately behind a "big rig”, paced the truck for two miles at 80 MPH
before a CB radio report advised the violator of the officer’s presence.

+« A'bigng" passcéa&‘k{?\f at 70 MPH on a freeway without slowing after completing the passing
movement.

» A'bigrig”®, well in excess of the maximum speed limit, passed a SMPV on the freeway. When
stopped, the violator said he had thought the SMPV was “with an air pollution control
department” rather than a CHP patrol car.

The inability to readily identify SMPVs as CHP patrol cars caused some truck drivers to erroneously
identify nonlaw enforcernent vehicles as SMPVs. It was notuncommon for CB radio reports to wam
ruck drivers of taxi cabs, private security vehicles, and expensive passenger cars, ¢.g., Cadillac,
Mercedes Benz, etc. Such CB reports caused truck drivers in the vicinity to maintain lawful speeds
and to suspect that a patrol car was nearby.

Truck drivers often recognized SMPV's as soon as the cars entered the freeways. Within minutes,
highway corridors were ficoded with CB radio transmissions tracking the movement of the SMPVs.
It was observed by many officers that truck drivers in the vicinity rarely committed violations after
a “smokey” report was broadcast, While CB radio broadcasts announcing SMPV description and
movement undoubtedly caused officer frusiration, such broadcasts served as a deterrent to unsafe
driving practices.




SUMMARY

Officers operating SMPVs were able to perform their duties without diminishing safety to them-
selves or the public. The low-profile equipment and less conspicuous markings and color schemes
of the SMPVs did not have a negative effect on patrol car driving character. In other words, SMPVs
proved to be just as suitable as black and white patrol cars for the varied driving functions required
of officers. Analysis of the survey questionnaires and review of reports by Area Commanders and
the Program Officer indicates that SMPVs are as effective as black and white patrol cars in the
following functions:

+ Freeway patrol.

» Traffic control at emergency incidents.

»  Code 3 {(emergency) and Code 2 {urgent) vehicle operation,

+ Effecting enforcement stops on both trucks and passenger vehicles.

Likert scale ratings suggest that officers did not have strong positive or negative impressions about
SMPV effectiveness and driving character compared to black and white patrol cars. Officer

comnents and Area Commander and Program Officer reports indicate that SMPVs may be more
effective than black and white patrol cars in detecting truck and passenger vehicle violations.







TRUCK ACCIDENTS







‘TR TION

The primary objective of the SMPV Pilot Program was to make California highways safer for travel
by limiting the number and severity of truck accidents, The programinvolved aggressive and focused
enforcement against truck drivers to enhance compliance with Vehicle Code laws, While enforce-
ment activity was important to the success of the program, truck-accident profiles ultimately
determine goal attainment. Foremost to this evaluation, is whether or not SMPV enforcement
activity translated into a reduced rate of TAF aceidents. This section will examine the TAF accident
data pertaining to test sites.

Accident data were collected from traffic accident reports completed by CHP officers. Officers
cormpleted reports following uniform guidelines to ensure that accident information was identical in
definition and type of data, Afier officers submitted accident reports for review and approval to their
CHP offices, the reports were then forwarded to CHP Headquarters. Data processing clerks at
Headguarters entered pertinent information from these reports into the Statewide Integrated Traffic
Records System (SWITRS). This system provides for the uniform collection, reporting, and retrieval
of traffic collision data, and was used for the following analysis,

JOTAL TAF ACCIDENTS

Table 5 provides total TAF accident data and illustrates the percentage of change between 1987 and

1986 (January 12 through December 31). Total TAF accidents on test sites dropped 3.5 percent

overall in 1987 compared to 1986. This decrease exceeds the 0.6 percent decrease experienced

statewide on interstate freeways for the same period. In contrast, TAF accidents on all non-test site

freeway beats within CHP

TRUCK-AT-FAULT ACCIDENTS | Areas participating in the
BEATS

TEST SIES | NONPHRGM FREEWAY program increased 5.8 per-
% OF % OF When 211 freew
1986 | 1987 | CHANGE| 1986 | 1987 | CHANGg| ©®nb ‘vhen coway
beats within CHP Areas
TEST SITE #1 280 252 -10.0 444 459 34 articinatinginthe program
TEST SITE #2 110 111 0.0 18 19 N id & 4 mp grmﬂ
TEST SITE #3 285 278 5.8 129 124 -39 @&rcconsidersd, the ove
TEST SITE #4 48 60 25.0 205 238 16.1| increase is 1.4 percent.
TEST SITE #5 77 g1 8.2 94 102 8.5 Theggforg} the overall de-
TOTAL §i0] 782 EE[E EYE] g orease of 3.5 percent on
test sites is statistically
[INTERSTATES | 3425 3408 -0.8] significant at the 90 per-
cent confidence level (chi-

TABLE 5. 18 i
5. Comparison of 1986 and 1987 1ol TAF accidents, square equals 3.45).
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AL ENT:

Table 6 provides injury {including fatal} TAF accident data and illustrates the percentage of change
between 1987 and 1986 (January 12 through December 31). Injury TAF accidents dropped 11.2

ACCIDENTS percent overall on test sites in 1987 com-
JEST 35753} = NONPRGM FREEWAY %%EE pared to 1986. This decrease exceeds the
1985 | 1987 |cHange| 198 | 1987 | changg| O-2 percent decrease experienced state-
wide on interstate freeways for the same
85 81 5.8 112 138 16.8) vperiod. In contrast, injury TAF accidents
ég g? :g‘g 13 eg _2"2'2 on all non-test site freeway beats within
15 5 .60.0 52 53 19| CHP Areas participating in the program
22 14 -38.4 33 38 -15.21  decreased only 0.4 percent. The overall
25 s 4 g .
555 5 =TS TR 5o T3 decrease in injury TAF acmdents‘ on frf?e
way beats within CHP Areas participating
[Hos7[ 991] -6.2] in the program was 5.8 percent. Therefore,
TABLE 6. Comparison of 1986 and 1987 injury (including fawal) 1€ 11.2 percentdecrease in injury TAF ac-
TAF accidents. cidents on test sites is significant.
SOCIETAL SAVINGS

So far in this section, TAF accidents have been examined in terms of numbers and percentage of
change. However, raw numbers do not translate into either costs or savings to society as the resalt
of such accidents. It is impossible to place a quantifiable value on human life or suffering, however,
associated values can be used to provide a basis for estimating the cost/benefit potential of the pilot
program. Itis not within the scope of this study to perform in-depth societal costs/benefits analyses,
but rather to provide information that best illustrates the basic value of the pilot program,

The CHP Long Range Planning Section researched several state-of-the-art publications on the
subject of measuring societal costs of accidents, and formulated a methodology for applying federal
costing concepts 1o California accident data. In 1987 the Urban Institute, one of the more active
researchers in the field of accident costing, estimated the costs of different accident categories,
including fatality, injury, and property-damage-only costs. Using a methodology developed by Dr.
Ted Miller of the Urban Institute, the following average accident costs per incident were estimated
for each accident category:

» Person killed $1,220,000
» Severeinjury 31,000
+  Other visible injury 8,000
+  Complaint of pain 4,000
* Property-damage-only accident 2,000




The pilot program proved to be a benefit to society even when only the reduction in fatal TAF
accidents is considered. In terms of overall success, TAF fama! accidents accs}qnt&d for a very small
propertion of overall accident reduction. Total TAF fatal accidents occurring on all test sites
decreased from twelve in 1986 to eightin 1987. Societal savings were $4,880,000 (31,220,000 per
person killed x- fewer persons killed), when the accident costing information previously discussed
isapplied, anditisconservatively assamed that only one person was killed in each TAF fatal accident.

The success of the pilot program is highlighted even further when considering the fewer number of
persons injured as the result of 25 fewer TAF injury accidents occurring on test sites. These societal
savings far outweigh the pilot program estimated operationalcost of $1,556,355 ($196,337in SMPV
operating expenses plus $1,360,018 in personnel expenses).

The deployment of SMPVs was successful in reducing total and injury TAF accident rates when the
experience of all test sites is considered. However, the overall experience is not applicable to each
test site individually. For example, Table 5 indicates that on Test Site #4. total TAF accidents
increased 25 percent on freeways patrolled by SMPVs while such accidents increased only 16.1
percent on nonprogram freeway beats within the same CHP Area. This divergence from the overall
experienceraises the question, “why did some test sites have TAF accident rate patterns substantially
different from the general pattern?”

Unfortunately, a definitive comparative analysis of test site accident rates and their canses is not
feasible within the scope of this study. The intrinsic nature and varied environmental elements of
each test site preclude such an analysis. Program operations, for example, differed from test site to
test site. Differences in SMPV and black and white patrol unit deployment among test sites conld
have had an indirect influence on TAF accident rates. Also, the extent and duration of highway
construction zones and lane closures could have affected such accident rates.
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ENFORCEMENT ACTIVITY







INTRODUCTION

The focus of the SMPV Pilot Program was to increase voluntary compliance with rules of the road
relating to the operation of trucks. It was anticipated that the use of SMPVs would enhance a truck
drivers perceived risk of apprehension, thereby increasing compliance and reducing TAF accidents.
It was not possible within the scope of this study, however, to directly determine the deterrent value

of the SMPVs.

Unlike deterring the unsafe and unlawful operation of trucks, the apprehension of violators is a
tangible, measurable event. For this reason, enforcement levels are sometimes used as a surrogate
measure of officer effectiveness. In this section, SMPV enforcement activity is analyzed and
comparad with the enforcement activity of black and white patrol units. The disposition of citations
issued by SMPV officers is also examined.
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FIGURE 15, CHP 215,

LLECT FENFORCEMENT DATA

Enforcement data were colected from CHF 215s and
retrieved by the CHP Managemient Information System
(MIS). The CHP 215 is a Notice to Appear (citation)
which is issued by officersto violators. Attheend ofeach
work shift, officers deposit copies of completed CHP
215s attheir CHP offices. Specific information contained
on the CHP 2155 1s entered on an ongoing basis into the
MIS by CHP clerks at each Area office. When the MIS
retrieved the enforcement statistical data used in this
secton, it idenufied the first violation recorded on each
CHP 215 as the major violation for which the CHP 215
was issued.

Information pertinent to this study, which was entered
into the MIS from CHP 2155, included: (1) vehicle type:
(2) the section number and code abbreviation of the laws
violated; (3) the assigned CHP command of the officer;
(4) the beat where the violation occurred; and (5) thedate
of issnance, In the event a CHP 215 was issued by an
officer operating a SMPV, the special project code 747
was also entered on the citation.




CHP officers used two-digit numerical codes to indicate vehicle types on CHP 215s. For purposes
of the pilot program, the vehicle type codes listed in Figure 16 designated target vehicles.

25 Truck Traciors

27 Three or More Axle Trucks

31 Semitrailers

33 Two Trailers (includes semi- and pulltrailet)
el Pale, Pipe, or Logging Dollies

75 Truck Tractors in Combination With a Vehicle Transporting
Hazardous Substance

76 Two Axle Trucks Transporting a Hazardous Substance

77 Three or More Trucks Transporting a Hazardous Substance

FIGURE 16. Numerical codes used 1o identify vehicle types.

Officers involved in the pilot program generated high levels of enforcement activity, A total of
18,503 citations were issued by SMPYV officers, including 87 arrests for drunk driving and 20 arrests
for reckless driving. Consistent with the intent of Senate Bill 1873, the primary target of SMPV
enforcement was against track drivers. Nearly seventy-three percent (13,459) of the 18,503 total
citations issued, were for truck vielations and 27.3 percent (5,044) were issued for flagrantor unsafe
passenger vehicle violations.

In order to understand the significance of SMPV enforcement levels it is necessary to place SMPV
statistics into perspective. Four categories of black and white pairol units will serve as points of
reference for this analysis. The enforcement activity of SMPV units will be compared to the
enforcement activity generated by the following personnel:

« Officers operating black and white patrol cars on test sites.

« Officers operating black and white patrol cars on all freeways, excluding test site
beats, within CHP Areas participating in the program.
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»  Officers operating black and white patro]l cars on interstate highways/freeways statewide,
excluding test site beats,

¢« Mobile Road Enforcement (MRE) officers operating black and white pickups statewide,
excluding test site beats. Mobile Road Enforcement Officers are trained in commercial vehicle
enforcement and have a primary responsibility to enforce truck equipment, size, weight, and
registration laws.

Figures 17 and 18 graphically compare the proportion of citations (broken down by type of violation)
issued to truck drivers by officers operating SMPVsand each of the four categories of black and white
patrol units. The fact that 72.7 percent of all SMPYV citations were issued to truck drivers is, in itself,
impressive. However, it is even more impressive when compared 1o the level of activity directed
a