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ABSTRACT

A STUDY OF THE NATURE AND EXTENT OF THE TRAFFIC
ACCIDENT INVESTIGATION RESPONSIBILITIES
OF COUNTY LAW ENFORCEMENT AGENCIES
IN THE UNITED STATES

by Russell J. Arend

This study determines the number and geographic
locations of sheriffs' departments and independent county
police agencies that have accepted traffic accident in-
vestigation responsibilities. The study also measures the
extent to which these agencies are utilizing certain acci-
dent prevention tools and following recommended accident
investigation practices.

As a part of this study, a model was developed which
consisted of four specific criteria or time-tested principles
that are generally recognized as good accident investigation
practices in municipal police agencies. It was hypothesized
that the selected criteria also had application in the acci-
dent investigation programs of county law ehforcement organiza-
tions.

To validate this or establish a null hypothesis, the



researcher conducted a nationwide questionnaire survey of

3,059 county sheriffs' departments and fifty-two independ-
ent county police agencies. Responses from 1,097 sheriffs
and thirty-seven independent county police administrators

provided the basic data for the study.

The information provided by these agencies was
organized into a series of twenty-one tables which covered
such areas as accident investigation responsibilities, re-
cruit and in-service accident investigation training, the
use of accident location files and spot maps, and the for-
warding of copies of accident investigation reports to the
state accident records agency.

Examination of the tables reveals that over three-
fourths (76.3 per cent) of the responding sheriffs' depart-
ments and nine-tenths (97.3 per cent) of the participating
independent county police organizations have accident in-
vestigation responsibilities. When comparing the accident
investigation programs of the two types of agencies with
the model, it was found that the percentage of agencies
meeting the minimum criteria varied in the different geo-
graphic regions of the United States. The percentage of
agencies comparing favorably with the model also varied

between population groups with the highest percentages



usually located in counties with over 100,000 population.

The survey data clearly indicates that the criteria
selected for the model has application in the accident in-
vestigation programs of sheriffs' departments and independ-
ent county police agencies.

A second method used to test the validity of the
hypothesis was a comprehensive review of available litera-
ture. Although most of the pertinent literature is directed
to municipal police agencies, nothing was found that would
imply that the criteria selected for the model could not
also be applied in county programs.

The study, based on the results of the survey and
the findings from the review of the literature, concludes

that the hypothesis is valid.
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CHAPTER I
THE PROBLEM AND DEFINITION OF TERMS USED

Accident facts are essential to the development of
effective accident prevention programs. It is generally
recognized that the police, through their accident investiga-
tion efforts, provide the most reliable information available
on traffic accidents.

As the accident problem continues to grow, more and
more demands will be made on the police to increase their
accident investigation activities and improve the quality
of accident information.

Official and unofficial organizations at the national,
state and local level have made continuous efforts to improve
and upgrade the accident investigation capabilities of state
and city law enforcement agencies. Unfortunately, the acci-
dent investigation activities of the more than three'thousand
county law enforcement agencies have been largely ignored.

The need for a comprehensive collection of informa-
tion on the accident investigation responsibilities of county
law enforcement agencies is apparent by the fact that at the
present time little is known about the number of agencies
which engage in this activity, and even less on the quality

of work they are doing.



I. THE PROBLEM

Statement of the problem. This study proposes (1)

to determine the nature and extent of the accident investiga-
tion responsibilities of county law enforcement agencies in
the United States; (2) to show how these responsibilities
vary in different regions of the United States; and (3) to
compare certain characteristics of existing county law en-
forcement accident investigation programs with those of an
established model.

Although the criteria, illustrated in the model be-
low, were developed primarily for city police agencies, it
is hypothesized that they have equal application to county

law enforcement organizations.

The model. Experience has demonstrated that there
are numerous elements that are basic to good police acci-
dent investigation programs at the municipal level.

Four elements that are generally recognized are:

1. An adequate amount of recruit traffic
accident investigation training.

2. An adequate amount of regular in-serv-
ice traffic accident investigation

training.



3. The filing of police traffic accident
reports by location and the use of
accident location spot maps.

4. The forwarding of copies of accident
investigation reports to the state
accident records agency.

The above criteria are discussed in detail in
Chapter II, "Methodology and Model."

Importance of the study. The review of available

literature, plus interviews with staff of the National
Sheriffs' Association, the International Association of
Chiefs of Police, and the National Association of Counties
revealed that a study of this type had never been performed.
Authorities in the field of police traffic super-
vision, when speaking and writing about police responsi-
bilities for traffic accident investigations, generally con-
fine their remarks to the municipal police, the state police,
and highway patrols. Consequently, efforts to improve and
upgrade police traffic accident investigation training and
increase capabilities in the analysis and use of traffic
accident data have been directed toward the municipal and

state police organizations.
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This study (1) provides current information on the
responsibilities of county law enforcement agencies in the
area of traffic accident investigation; (2) provides in-
formation for comparison with the similar responsibilities
of other law enforcement agencies; (3) points out accident
investigation training needs of county law enforcement
organizations; and (4) measures the extent to which county
law enforcement agencies are utilizing certain recommended
methods in the collection and maintenance of traffic acci-

dent data.

Limitations. This study did not attempt to evaluate

the effectiveness of the traffic accident investigation
procedures or the quality of the investigations by individual
officers. Nor did the researcher try to evaluate the quality
of the recruit and in-service traffic accident investigation
training.

A good police traffic accident investigation and
reporting system contains many more characteristics than the
four outlined in the hypothesis. The researcher selected
specific characteristics basic to a good system that would
lend themselves, for comparative purposes, to a nationwide

survey. Such important criteria as selection standards for



personnel, accident investigation equipment, adequacy of
the accident report form, and use made of special traffic

studies were beyond the scope of this study.

ITI. DEFINITIONS OF TERMS USED AND ORGANIZATION

OF THE REMAINDER OF THE THESIS

Definition of Terms

County law enforcement agency. A county law en-

forcement agency is defined as being the county sheriff's
office or other county-wide police agency independent of
the sheriff's office.

Traffic accident investigation. In this study,

traffic accident investigation is defined as the obtaining
and recording of information on individual motor vehicle

accidents by the police.

Organization of the Remainder of the Thesis

Chapter II discusses the procedures used to gather
the data for the study and describes the model that was
developed to test the hypothesis.

Chapter III reviews the historical development of

the county as a police unit and describes the role of the



police in the investigation of traffic accidents. This
Chapter also briefly discusses the Highway Safety Act of
1966 and the possible impact it will have on accident in-
vestigation activities of police agencies.

Chapter IV discusses the number and geographic
location of sheriffs' departments and independent county
police agencies having traffic accident investigation
responsibilities. The types of roads and streets over
which these agencies exercise jurisdiction are also dis-
cussed in this Chapter.

Selected characteristics of the accident investiga-
tion programs of sheriffs' departments and independent
county police agencies are compared with an established
model in Chapter V.

Chapter VI summarizes the study findings and sug-

gests areas in need of further research.



CHAPTER II

METHODOLOGY AND MODEL

Survey Methods

There is no nationwide information on the traffic
accident investigation responsibilities of county law en-
forcement agencies. The little knowledge that currently
exists is based on limited observation.

The need for getting more complete and accurate in-
formation on the extent to which county law enforcement
personnel engage in accident investigation activities was
brought to the attention of Mr. Ferris Lucas, Executive
Director of the National Sheriffs' Association. After
several meetings and consideration of a number of alterna-
tives, it was decided that the most feasible way of obtain-
ing such information was by mailing a questionnaire to all
county sheriffs in the United sStates.

Obtaining similar information on the independent
county police agencies, posed a bigger problem as there was
no central source which could furnish the names of the coun-
ties having a law enforcement agency independent of the
sheriffs' office. Considerable time was spent interviewing

staff members of the International Association of Chiefs of



Police and the National Association of Counties and search-
ing books and periodicals. As a result of this inquiry,
fifty-two such organizations were located in twelve states.

Mr. Rod Kendig, Field Service Director of the
National Association of Counties, agreed to lend the support
of his Association in surveying the fifty-two county organi-
zations in a manner similar to that being done by the
National Sheriffs' Association.

A questionnaire was developed by the researcher in
cooperation with the above two organizations. The question-
naire and a cover letter were mailed under the auspices of
Mr. Ferris Lucas to 3,059 county sheriffs in forty-eight
states and to the fifty-two independent organizations under
the auspices of Mr. Bernard Hillenbrand, Executive Director
of the National Association of Counties. (See Appendix A.)

Because of the lack of knowledge on other aspects of
county police activities, the questionnaire was designed to
develop information that would not only be pertinent to this
study, but which would also provide the cooperating associa-
tions with additional information of interest.

In organizing the study, for comparative purposes,
the United States was divided into four geographical regions:
Mountain Pacific, North Atlantic, North Central and Southern,

as shown in Figure I. This geographical division is the same



as that used by the Division of State and Provincial Police

1

of the International Association of Chiefs of Police. The

counties were subdivided into eight population groups rang-
ing in size from under 10,000 to over one million.?2
Responses from 1,097 sheriffs' departments and
thirty-seven independent county law enforcement agencies
furnished the basic data for the study. Charts, maps and

graphs are used to depict the results of summarization of

the various aspects of the study.

Development and Explanation of the Model

Four basic elements of a good police accident in-
vestigation program were selected by the researcher as cri-
teria in analyzing the accident investigation programs of
county law enforcement agencies.

In selecting these criteria, the researcher relied
extensively on the knowledge and experience of recognized

authorities in police traffic accident investigation.

lInternational Association of Chiefs of Police
"Administrative Guide, Division of State and Provincial
Police." (Unpublished paper outlining organizational and
administrative structure of Division of State and Provincial
Police, 1965), p. 20.

2The source used for all population figures is the
United States Bureau of the Census, United States Census of
Population: 1960. Characteristics of the Population, Vol. 1
(washington: Government Printing Office, 1961).
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l. An adequate amount of recruit
accident investigation training.

The necessity of adequate recruit training is
generally recognized, but there are no agreed-upon standards
on the minimum number of hours needed for such training.

The hours or recruit training recommended are based on the
personal experience and opinion of the researcher.

A minimum of forty hours of recruit training in
accident investigation is recommended to enable an officer
to: (1) prevent accidents from becoming even more serious --
this includes giving first aid, directing traffic to avoid
additional collisions, extinguishing fires, and preventing
theft; (2) prevent unnecessary traffic congestion due to the
accident; (3) identify circumstances that will be useful in
determining how and why the accident happened; (4) prepare
an official report of the accident; and (5) take enforcement
action if there is sufficient evidence of a violation.3

2. An adequate amount of regular in-
service training in accident inves-
tigation.

The necessity of regular in-service accident investi-

gation training is also generally recognized. However, like

3Based on a discussion of what a police traffic acci-
dent investigation should include by The President's Committee
for Traffic Safety, Police Traffic Supervision, a section of
the Action Program for Highway Safety (Washington: Government
Printing Office, 1961), p. 6.




recruit training, there is no agreement on the minimum
number of hours needed. Based on personal experience and
review of the literature, a minimum of eight hours in-
service training annually is recommended to keep officers
abreast of the latest available knowledge and techniques,
and to correct deficiencies in the program.

The elements that constitute a police traffic acci-
dent investigation are the same regardless of the political
subdivision in which the accident occurs. A county police
officer or sheriff's deputy, who is assigned accident
investigation responsibilities, needs the same type of
training as municipal police officers. This applies to
in-service, as well as recruit training.

3. Filing police traffic accident
reports by location and main-
tenance of spot maps.

Adequate accident investigation training does not
insure the success of a police accident prevention program.
But accurate and complete facts, gathered by trained police
officers at accident scenes, do provide the foundation on

which programs can be built.

Experience has shown that traffic accidents happen

12

in recurring patterns, i.e., accidents are caused by specific
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acts and conditions and unless remedial action is taken,
these same acts and conditions will continue to cause
accidents.

A large percentage of the accidents occur as a
result of a driver or pedestrian failing to obey a traffic
law. The police, whether state, county, or city, have the
authority to enforce the law. Since no police department
has enough manpower to enforce all traffic laws at all
times in all areas under its jurisdiction, enforcement
efforts must be directed on the basis of need.

Kreml emphasized the value of accident records in
an enforcement program when he stated, "Traffic law enforce-
ment must base its operation on accident facts, since
accident prevention is one of its prime objectives."4

Accident records are only useful, however, if they
are organized to serve the needs of the department. Ex-
perience has shown that accident location files arrange re-
ports so they are readily available for study. The National

Safety Council illustrates this by saying:

4Franklin M. Kreml, "The Specialized Traffic Division,"
The Annals of the American Academy of Political and Social
Science, (January, 1954), p. 66.
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Good accident records and effective accident
prevention programs go hand in hand. Without
the records - the accident facts - the programs
are likely to be based largely on opinion and
guesswork.

Since the most important use of accident re-
ports is in the prevention of other accidents
of similar nature, it becomes necessary to know
where accidents are occurring in a city before
prevention methods can be applied. For this
purpose the accident reports must be filed so
that the entire accident experience at a single
intersection or section of a street is immediately
available for detailed study to develop prevention
methods.

The method of filing by street locations des-
cribed in this memo is recommended as the most
flexible system for all uses, providing a con-
venient index for reference to a particular report
and at the same time arranging reports so they may
be used by the traffic engineer, enforcement offi-
cer, records statistician and_others working on
the traffic accident problem.

The National Safety Council as well as numerous
other organizations have also recommended the use of spot
maps as an accident prevention tool:

Traffic accident spot maps have long been
recognized as valuable tools in city and state

accident prevention programs. The primary pur-
pose of a spot map is to aid in identifying

5National Safety Council, Traffic Safety Memo No. 40,
"Filing City Traffic Accident Reports by Location" (Chicago:
National Safety Council, 1962), p. 1.




high accident locations and areas. It fur-
nishes a quick visual index to concentra-
tions of accidents which warrant detailed
analysis. An adequate spot map is necessary
for good traffic engineering and it facili-
tates programs of selective enforcement and
selective education for traffic safety.

A spot map does not replace but rather
supplements a location file of reports (T.S.
Memo 40), and is therefore but one of the
tools in studying the danger spots in traffic.

The fact that these two record keeping techniques
also have application in the planning activities of county
law enforcement organizations was expressed by the National
Conference on Uniform Traffic Accident Statistics which
stated, "Although most of this discussion is presented in
terms of city police departments, the procedures are equally
applicable to state police, sheriffs, and other law enforce-

ment officers.“7

éNational Safety Council, Traffic Safety Memo No. 75,
"Praffic Accident Spot Maps for Cities" (Chicago: National
Ssafety Council, 1962), p. 1.

7National Conference on Uniform Traffic Accident
Statistics, Uses of Traffic Accident Records (Saugatuck,
Conn: ENO Foundation for Highway Traffic Control, Inc.,
1947), p. 50.

15
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4. Forwarding of copies of police acci-
dent investigation reports to the
state traffic accident records agency.

In addition to the police, there are many other users

of traffic accident information. The President's Committee

for Traffic Safety, in discussing the traffic accident re-

cord keeping activities of police agencies, stated, "Police

should recognize this system not only as a means for gather-

ing information useful for guiding their own activities

directed toward reducing accidents, but also as a source of

accident information for other governmental and private

agencies with traffic safety
Some examples of the
records by agencies of state

accident prevention programs

responsibilities."8

uses that are made of accident
and local government in their

are:

1. Two of the many engineering uses of acci-
dent records, for instance, are (a) improvement
of high-accident locations and (b) design of new

highways and betterment

of existing highways.

Engineers have pointed out that the numbers and
types of injury and property-damage accidents -
figures easily available from accident records

systems - are even more

important than fatal-

accident experience in determining accident fre-

8

The President's Committee for Traffic Safety, Police

Traffic Supervision, A Section of the Action Program for

Highway Safety (Washington:
l961), p. 7.

Government Printing Office,



quency and severity and in guiding accident-
prevention measures.

2. Accident records can be used to guide
the traffic safety information and education
program, directing it into productive channels
and furnishing material for the educational
effort. The records may show, for instance,
an increasing number of accidents at inter-
sections. Data on the time of these accidents,
the types of vehicles involved, and driver viola-
tions contributing to the accidents, might well
be publicized through local informational media.

Another analysis might indicate that pedes-
trian accidents were extremely high in a particu-
lar area of a city. Further study might in-
dicate that school children of a particular age
group were involved, with the majority of the
accidents occurring after school hours. This
information would be of value in an educational
program directed toward parents through com-
munity newspapers, churches, and civic and
fraternal associations, and making use of leaf-
lets, sound-slide films, and personal pleas in
various media.

3. The police enforcement program needs to
be based to a greater extent on accident ex-
perience. Of course, many States have attempted
in a more or less general fashion to base their
rural enforcement on accident experience - using
routine monthly or annual summaries. But the
best application of this experience can come only
as the result of special tabulations - such as
studies of rural accidents by police areas, in-
cluding information on time, specific locations,
and violations involved. Unfortunately, these
special tabulations have been made in relatively
few States and actually used in still fewer.

Enforcement planning in cities presents a
similar problem, with the single difference that

17
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the problem is concentrated in a relatively
small area. Accident records again tell
where, when, and why accidents have occurred,
and enable the police administrator to plan
his assignments accordingly.

4. Driver-improvement or driver-discipline
work commonly uses accident records, usually
in combination with other evidence of unsafe
driving such as complaints and convictions
for traffic violations. Many States use a
driver's accident record as a basis for issu-
ing an advisory letter, for holding an inter-
view, for reexamination, for clinical treat-
ment, or for suspension or revocation of his
license to drive.

5. Accident records serve a number of
general administrative uses. They are a
particularly valuable tool to the traffic
administrator trying to convince other of-
ficials of the need for a proposed program.
There is far less opposition, generally speak-
ing, to remedial measures that are supported
by accident experience regresenting human suf-
fering and economic loss.

In view of the large number of agencies using traf-
fic accident data and the many purposes for which it is
used, The President's Committee recommended that police
departments forward copies of police traffic accident in-

vestigation reports to the State records agency.10

9The President's Committee for Traffic Safety, Traffic

Accident Records, A Section of the Action Program for Highway
Ssafety (Washington: Government Printing Office, 1961), pp. 1l5-16.

10:pia., p. 1s.




CHAPTER III

REVIEW AND ANALYSIS OF THE LITERATURE

To establish a foundation for the data gathered in
this study, this chapter briefly reviews the role of the
county as a police unit and traffic accident investigation

as a police responsibility.

I. THE COUNTY AS A POLICE UNIT

IN THE UNITED STATES

Origin in England. The county as a police unit can

be traced back to Anglo-Saxon England which was divided in
geographical areas called shires. The shire had a legisla-
tive and judicial body called a shire-moot which met semi-
annually under the direction of an earl. The earl had an
assistant called a shire-reeve, or sheriff, who had im-
portant police, financial and judicial powers.ll

After the Norman Conquest, the sheriff gained in-

creasing power becoming the administrative head of the

lherbert s. Duncombe, County Government in America,
National Association of Counties (Washington: Arrow Print-
ing Service, 1966), pp. 18.
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county, as the shires came to be called.12

Between the thirteenth and seventeenth centuries,
many of the functions formerly performed by the sheriff
were transferred to a new class of peace officer known as
justices of the peace.l3 However, the sheriff, as an ap-

pointee of the king, still retained a position of importance

in the court system.

Development in America. In the seventeenth cen-

tury, when the first colonist arrived in North America, the
county was the primary unit of English local government.
The sheriff, while not the once powerful figure of the
Norman Period, was still one of the most important county
. . 14

officers in England.

Many local government institutions were brought to
America by the English colonists. Initially, there was

little distinction made in the thirteen colonies between

12John A. Fairlie, Local Government in Counties, Towns,
and Villages (New York: The Century Company, 1906), p. 6.

131pid., pp. 7-8.

1%german G. James, Local Government in the United
States (New York: D. Appleton and Company, 1921), p. 151.




the local and central government of each colony. However,
as population increased and spread over a larger area, it
became necessary to establish forms of local government.
The levels of government that were formed were based on the
colonists familiarity with the local institutions of their
homeland and modified to meet the needs of their new en-
vironment.

In 1634, Virginia was divided into eight counties.
The county became the unit of representation in the colonial
assembly, and the unit of military, judicial, highway and
fiscal administration.15 The chief officer of the county
as an administrative and judicial unit was the sheriff, who
was selected by the governor of the colony. The sheriff
served as executive officer of the court, election officer,
collected provincial and county taxes and acted as county
treasurer. It appears that the sheriff was assisted by
court-appointed constables who acted as local police officers
in designated precincts.

The Virginia system of strong county government,
which, among other things, performed certain police functions,

had a distinct influence on the development of the county as

15Fairlie, op. cit., p. 19.
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a police unit in America, particularly in the South.

The colonists who settled in Massachusetts and the
other New England colonies established the town rather than
the county as the fundamental unit of local government.

The town or townships performed many of the administrative
and judicial functions that were provided by the county in
Virginia, including that of policing. The constable was

the police officer of the town. Eventually, all of the New
England colonies created counties, but they were primarily
judicial and military districts, with limited administrative
jurisdiction. The office of sheriff was created in the New
England counties, but his function was mainly a judicial

one. The sheriff was appointed by the governor of the colony
or the general court.

The Middle Atlantic colonies of New York, New Jersey
and Pennsylvania adopted forms of local government that were
a compromise between the strong county governments of
Virginia and the towns of New England. As new counties were

created and old counties reorganized, the governor of the

6
James, op. cit., pp. 72-82.



colony would appoint a sheriff of the county.

The American Revolution and the Constitutional Con-
vention did not produce any radical change in American
county government.17 The adoption of state constitutions by
the original colonies tended to reduce the power of state
governors in making appointments to county positions. Con-
sequently, the sheriff became one of the first county of-
ficers to be elected.18

As new territory was settled, familiar forms of
local government were adopted. By the time of the Civil
War, counties had been established on the west coast. Today,
all states, with the exception of Alaska and Louisiana, are
divided into geographical subdivisions called counties. 1In
Louisiana, these divisions are known as parishes and are
equivalent to counties. Alaska is divided into election
districts which, for the purpose of this report, are not
considered counties.

Almost all county governments in the United States

today have some degree of law enforcement responsibilities.

17Duncombe, op. cit., p. 22.

18James, op. cit., p. 151.
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The nature and extent of these responsibilities varies con-
siderably from county to county. The chief law enforcement
officer of the county is generally a sheriff who, in all
states but Rhode Island, is elected by popular vote. In
Rhode Island the sheriffs are appointed by the governor.19
In most counties, the sheriff serves as (1) keeper of the
county jail; (2) officer of the county court system; and
(3) the police force in the unincorporated areas and the
small incorporated communities of the county.20
Since the turn of the century, some counties have
established police forces that are directed and supervised
by an administrator other than the sheriff. For the most
part, these independent county police agencies have been
established in urban counties. They usually have broad
police powers and, in some instances, serve the incorporated
areas as well as the unincorporated areas of the county.

Consequently, the sheriff is usually relieved of his re-

sponsibility for police duty and serves as a civil and

19ational Sheriffs' Association, 1966 Directory of

Sheriffs (Washington: National Sheriffs' Association, 1966),
p. 37

20Duncombe, op. cit., p. 53.
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criminal process server and keeper of the county jail.

IT. HISTORICAL DEVELOPMENT OF TRAFFIC ACCIDENT

INVESTIGATION AS A POLICE FUNCTION

The police departments of the large cities were the
first law enforcement agencies in the United States to as-
sume traffic responsibilities. 1In the 1800's, before the
development of the automobile, police officers were assigned
to intersections to regulate the movement of pedestrians,
bicycles and animal-drawn vehicles in the central business
districts. The police also were responsible for enforcing
laws and ordinances designed to regulate the movement of
people and goods during this period in history.

In the early 1900's, police traffic accident in-
vestigation, as we know it today, did not exist. The traf-
fic accidents that were investigated by the police were
those that occurred in the large cities. The primary pur-
pose of these early police investigations was to fix per-

sonal responsibility.21

2lyational Conference on Street and Highway Safety,
Proceedings of the First National Conference on Street and
Highway Safety, 1924, Report of Committee on Statistics,
(Washington, D.C.), p. 21.




Police investigations of traffic accidents outside
incorporated areas came at a much later date. During the
first few years of this century, rural roads capable of
handling motor vehicle traffic were a rarity. There were
few gravel roads in rural areas and those that did exist
seldom exceeded five miles in length. Paved roads were
almost non—existent.22

Between 1900 and 1920, the motor vehicle began to
prove itself as a dependable method of transporting people
and goods. During this period, road improvements became
a matter of Federal and state concern.

Federal aid to states for road construction started
in 1916. By 1917, every state had some form of state
participation in highway construction.23 The hard-surfaced
road developed quickly with the monetary assistance provided
by the Federal government.

As the rural road system was being improved, the

number of motor vehicles and accidents multiplied rapidly.

2 . . .
Automotive Safety Foundation, Federal Extension
Service, U. S. Department of Agriculture, Vehicles, Roads,
People (Washington: wundated), p. 57

23 1pid., p. 58.
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By 1920, there were over nine million registered vehicles
in the United States24 and an annual traffic death toll of
over 11,000.25There is no way of knowing how many of these
traffic fatalities occurred in rural areas as deaths were
charged to the jurisdiction where the victim died, not
where the accident occurred.26

When traffic accidents which involved injury or
death occurred in rural areas, drivers were required by
law in most states to stop and return to the scene. 1In
many states, drivers were required to render assistance
to the injured and, if necessary, to aid in getting the

injured person to a physician or hospital.27

24Automobile Manufacturers Association, Automobile
Facts and Figures, 1966 Edition (Detroit: Automobile
Manufacturers Association, Inc., 1966), p. 18.

25National Safety Council, The Trend of Public
Accidents (Chicago: National Safety Council, 1922), p. 13.

2011i4., p. 14.

27United States Department of Agriculture, Non-
Uniformity of State Motor-Vehicle Traffic Laws, Report to
the 75th Congress, 3rd Session, Part I, January 3, 1938
(Washington: Government Printing Office, 1938), p. 75.
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Generally speaking, drivers in rural areas were
not required to report accidents to the police, con-
sequently, few were investigated. 1In 1919, only six auto-
mobile accidents were reported to the Michigan State

Police28

and there is no record as to how many were re-
ported to the sheriffs.

In 1924, the Committee of Statistics of the First
National Conference on Street and Highway Safety reported
that twenty states kept no traffic accident data and in
those states that did collect accident data it was far
from complete.29

A questionnaire was prepared by the Committee and
submitted to chiefs of police of 287 cities with a popula-
tion of 25,000 or more. Of the 214 cities that responded,
seventy seven stated that the accident reports were made by
the parties involved, sixty nine stated that reports were
made by police officers to whose attention the accident had

come. Thirty four replied that the report was made by either

the police officer or the parties concerned, while a few

28\ational Conference on Street and Highway Safety,
Proceedings of First National Conference on Street and
Highway Safety, Report of Committee on Statistics, p. 21.

291vi4., p. 22.




secured reports from witnesses and hospital personnel.30

Between 1920 and 1935, traffic deaths increased
from 11,000 to over 35,000 annually.31 Motor vehicle acci-
dents and congestion reached the point that traffic law
enforcement, accident investigation, and traffic direction
and control constituted a major portion of the police
activity in our larger cities.

During this time, the rural areas were also feeling
the impact of the automobile. 1In 1933, the Federal govern-
ment assigned $400,000,000 to states for highway con-
struction in an effort to provide work for the unemployed

32 The effect of

and improve the nation's highway system.
the automobile on rural law enforcement officials was noted

by Smith, when he wrote "Another recent departure in the

sheriff's function has resulted from the increasing gravity

30Ibid., p. 22.

31National Safety Council, Accident Facts 1965 Edition

(Chicago: National Safety Council, 1966), p. 58.

32American Association of State Highway Officials,
Public Roads of the Past, Historic American Highways
(Washington, D.C.: American Association of State Highway
Officials, 1953), p. 124.
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of the traffic problem in the regions surrounding great

cities.33

In the October, 1935, issue of Reader's Digest,

J. C. Furnas wrote an article titled "And Sudden Death"”
which outlined in shocking detail the price in death and
injury the American people were paying for traffic acci-
dents. The article, reprinted and distributed in great
numbers, is generally given credit as being the catalyst
for the traffic safety movement that followed.

Traffic safety efforts were intensified by public
officials, automobile manufacturers, private organizations
and professional associations.

Police traffic efforts improved rapidly in the next
few years. 1In 1936, Frank Kreml was selected to head a
police traffic training program at Northwestern University
sponsored by the International Association of Chiefs of
Police and the University's new Traffic Institute. 1In the
same year, the Traffic Division of the International Associa-

tion of Chiefs of Police was established to assist police

33Bruce Smith, Rural Crime Control (New York:
Columbia University, Institute of Public Administration,
1933), p. 71.
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departments in organizing programs of accident investigation,
recording and analysis.

It was also during that year that the Automobile
Manufacturers Association provided a grant to the Inter-
national Association of Chiefs of Police for specific pro-
jects in traffic law enforcement.34

In June 1936, Congress directed the Bureau of Public
Roads to make a study of the problems involved in street and
highway traffic. One of the reports resulting from this
directive was entitled "Skilled Investigation at the Scene
of the Accident Needed to Develop Causes."35

Prior to this time, the police, for the most part,
had been handling traffic accidents as routine extensions
of their responsibility to aid the injured. Accident reports
served mainly as a record of an incident that had occurred.

Through the efforts of the Traffic Division of the

International Association of Chiefs of Police, Northwestern

4Norman Damon, "The Action Program for Highway Safety,"
The Annals of the American Academy of Political and Social
Science (November, 1958), pp. 18-19.

35 .
Ibid., p. 19.
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University's Traffic Institute, the National Safety Council
and other interested organizations, the traffic accident in-
vestigation activities of the police began to be viewed in

a new perspective. Many muncipal police administrators began
to recognize the need for good accident investigations and
collection and analysis of accident data as an aid in acci-
dent prevention activities.

A number of large cities developed accident investiga-
tion programs designed for the primary purpose of reducing
traffic accidents. In some cities, such as Detroit and
Cleveland, specialized traffic divisions were established
and officers assigned traffic accident investigation duties
were given special training and equipment. In other cities,
such as Wichita, Kansas, effective programs were developed
without setting up a special division.36

The people involved in the traffic safety movement
were also becoming increasingly aware of the need for more

and better accident information in rural areas. State legis-

latures were urged to create state police organizations.

6Franklin M. Kreml, "The Specialized Traffic Division,"
The Annals of the American Academy of Political and Social
Science, Vol. 291, (January, 1954), pp. 64-65.




Between 1919 and 1939, 44 states created state police or

37

state highway patrols. As pointed out by Smith, many of

these organizations were primarily concerned with traffic
regulation and control in the rural areas:

The development of state highway patrols has
made rapid strides since the advent of the motor
car, and the vast network of hard-surfaced state
highways has brought new problems of traffic
regulation and accident prevention to the rural
districts. For in addition to certain of the
states listed above, which adhere more or less
closely to the Pennsylvania plan, and hence en-
force all laws, including traffic regulations,
throughout their several jurisdictions, there
have sprung up no less than 24 state highway
patrol forces which are usually organized as
subordinate units of the department of high-
ways, of the commissioner of motor vehicles,
or other state officials.

In reviewing the proceedings of various national
conferences on highway and traffic safety that have been
held over the years, it is interesting to note that all ef-
forts to improve and upgrade the traffic accident investiga-
tion activities of police were directed to city and state

law enforcement agencies.

37council of state Governments, The Book of the States,
1943-1944 (Chicago: Council of State Governments, 1943)
p. 277.

38

Smith, op. cit., p. 133.
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One of the results of these long and continuous ef-
forts has been the development of time-tested principles to
serve as guides for municipal police administrators in their
accident investigation programs. Kreml and Larson outline
these principles in broad terms by saying:

Good accident investigation will require
enough personnel, however organized, to do the
activity properly, and attention by management
to its needs in equipment, supervision, and
training. Such training must include the pur-
poses of the activity as well as its procedures
and techniques. Management must review and
evaluate investigation activity at least as
carefully as it will review and evaluate other
critical police operations. But most of all,
management must use the data derived from acci-
dent investigation, and assure the receipt of
such data by other agencies needing it. Other-
wise this important stimulus to good accident
investigation will be lost, and the data-gather-
ing function will degenerate into mere activity.

Unfortunately, the traffic responsibilities of the
county police organizations have not received the same at-
tention even though many of these agencies have actively en-
gaged in important police traffic supervision activities,
including the investigation of traffic accidents for the past

forty years. In the early 1930's Smith wrote:

39
Northwestern University Traffic Institute, Municipal
Police Traffic Supervision (Chicago: Northwestern University
Traffic Institute, 1955), p. 7.
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A county highway police is the increasingly
common result. Sometimes this is organized as
a unit independent of the sheriff's office, in
which event the sheriff ceases to perform his
police function. In other instances, the high-
way police consists of so-called "police depu-
ties" who are officially designated and con-
trolled by the sheriff. Regardless of the ex-
tent of the territory to be patrolled, the
numerical strength of such police forces is
rarely imposing, or in any sense adequate to
the task, largely because they are superimposed
upon the village and township police systems,
which are in themselves hopelessly inadequate.
In the strictly rural counties, it is not un-
common to find special authorizations for
"patrol deputies," 26 which the sheriff has
taken no advantage.

In 1937, eleven states had laws that required drivers
of motor vehicles involved in accidents resulting in injury
or death to make a report to the police or sheriff of the
locality in which the accident occurred.41

In 1938, the National Conference on Street and High-

way Safety, in revising Act V of the Uniform Vehicle Code,

recognized the sheriffs' responsibility in accident report-

ing by approving Section 44 which read as follows:

40gmith, op. cit., p. 72.

41United States Department of Agriculture, Non-Uniformity
of State Motor-Vehicle Laws, Report to the 75th Congress, 3rd
Session, Part I, January 3, 1938 (Washington: Government
Printing Office, 1938) p. 76.
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The driver of a vehicle involved in an
accident resulting in injury to or death

of any person shall immediately by the
quickest means of communication give no-
tice of such accident to the local police
department if such accident occurs within

a municipality, otherwise to the office

of the county sheriff or the nearest office
of the (State highway patrol) department.42

Subsection (c) of Section 45 stated the following:

Every law enforcement officer who, in the
course of duty, investigates a motor ve-
hicle accident of which a report must be
made as required in this section, either at
the time of and at the scene of the acci-
dent or thereafter by interviewing partici-
pants or witnesses shall, within 24 hours
after completing such investigation forward
a written report of such accident to the
department.

The above provisions are substantially the same in

the latest revised edition of the Uniform Vehicle Code.44

Another indication that county law enforcement agen-
cies had accident investigation responsibilities is the fact

that some state police and highway patrols were restricted

2
National Conference on Street and Highway Safety,
Uniform Vehicle Code, Act V (Washington: Government Print-
ing Office, 1939), p. 10.

43 __ .
Ibid., p. 10.

4National Committee on Uniform Traffic Laws and Ordi-
nances, Uniform Vehicle Code, Revised 1962, (Washington:
National Committee on Uniform Traffic Laws & Ordinances),
pp. 105-107.




to the state highway system. Consequently, the county
roads outside of the municipalities were under the juris-
diction of the county police agencies.

The fact that many sheriffs' departments and other
county law enforcement organizations are currently per-
forming traffic accident investigations is demonstrated
in Table I. Details on the nature and extent of these

activities are found in later chapters.

III. HIGHWAY SAFETY ACT OF 1966

The increasing number of traffic accidents this
country has experienced in recent years has placed a new
emphasis on the accident investigation responsibilities of
law enforcement organizations.

In addition to the added work load resulting from
this rising trend, new demands are being made on the police
to obtain more complete and accurate accident data.

During the recent congressional hearings on the
Highway Safety Act of 1966, numerous witnesses testified
that present methods of accident investigation and data
collection and use are inadequate and unreliable.

The impact that the testimony had on members of the
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TABLE I

NUMBER OF TRAFFIC ACCIDENT RECORDS RECEIVED BY
STATE RECORDS AGENCIES FROM STATE AND COUNTY
POLICE AGENCIES IN 1965.*

State County State County

Police| Police Police Police
Alabama 17,421 a Montana a a
Alaska 1,983 b Nebraska 5,955 £
Arizona 5,866 3,118 Nevada e e
Arkansas a a New Hampshire 2,125 a
California 124,217 c New Jersey 17,694 3,341
Colorado 20,454 1,121 New Mexico 6,108 574
Connecticut 10,401 0 New York e e
Delaware 7,964 624 N.Carolina 50,188 768
Florida 38,716 22,960 N. Dakota 6,800 700
Georgia 17,444 9,734 Ohio 53,670 24,755
Hawaii d 9,498 Oklahoma 13,165 a
Idaho 2,998 3,808 Oregon e e
Illinois 32,677 5,200 Pennsylvania 39,215 0
Indiana 24,532 | 14,014 Rhode Island 659 3,991
Iowa a a S. Carolina 26,939 3,660
Kansas 6,975 7.954 S. Dakota 2,820 1,857
Kentucky 17,395 a Tennessee a a
Louisiana 25,904 a Texas 45,000 10,000
Maine 9,773 943 Utah 6,126 4,206
Maryland 16,528 | 29,439 Vermont 5,020 a
Massachusetts e e Virginia 30,280 15,275
Michigan 32,320 | 46,130 Washington 20,262 1,222
Minnesota 8,354 3,915 W. Virginia 27,687 341
Mississippi 9,814 f Wisconsin 2,417 26,369
Missouri 25,913 3,125 Wyoming 2,648 350

Data compiled by Inventory Division, Traffic Department, National
Safety Council.

- State did not furnish information.

- No county police organizations.

- County information incomplete.

No state police organization.

- State records agency does not separate state and county reports.
- State records agency does not separate county and city reports.

HhO Qoo o
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House of Representatives' Committee on Public Works is demon-
strated in the following statement by the Committee in its
report transmitting the Highway Safety Act to the Whole House
for consideration:

Through improved accident investigation pro-
cedures and the establishment and maintenance
of effective accident record systems are two
separate subjects for action, they necessarily
go hand in hand. The most efficient computer-
ized record system that can be devised will be
only as good as the accident investigation that
supplies it with raw data (italics not in the
original). Conversely, the most definitive,
objective, and specialized accident investiga-
tion of which we are capable will be useless
unless its results can be fed into a record
system, correlated with other relevant data,
and made to serve some purpose other than mere
accumulation.

This is not to suggest, however, that we are
not in need of more accumulation; we are. Few
States collect adequate accident statistics;
the Federal Government collects practically none
at all. The only source of long-term accident
data is the National Safety Council, and even
the Council concedes that its limited statistics
leave considerable room for improvement. There
are statistics scattered throughout this report.
All of them were obtained from reputable reliable
organizations, but in the field of accident
statistics no one is really willing to say that
any given set of figures is accurate. We must
work, for the present, with what there is.

On this subject, the committee invited the in-
surance industry, which presumably has substantial
quantities of impersonal but significant accident
statistics available to it, to testify during the
hearings on highway safety. The industry declined
to participate.



Uniform, complete, and accurate accident
reports, stored in one center in every State,
subject to rapid retrieval and analysis, and
compatible with a national record system at
the Federal level, can tell us not only how
many accidents we have, but what kind of acci-
dents they are, where and when they occur, the
physical circumstances and the people, and the
injuries and death and damage they involve,
what emergency services and enforcement agen-
cies responded and how, and what judicial
actions resulted, to mention only the most ob-
vious possibilities.

This information, at both the State and
Federal level, can help us to determine which
safety program elements need strengthening and
which ones are good prospects for productive
expansion. It can be useful for education,
licensing, traffic engineering, highway design
and maintenance, vehicle inspection, traffic
surveillance,and virtually every other aspect
of highway safety.

If we are capable of designing and pro-
ducing the system that put Surveyor on the
moon on target, we certainly must be capable
of devising this record system, and in short
order. Indeed, the accident record system is
the one aspect of the total State program that
the committee believes can and should be de-
veloped and at work by the end of 1967.

There is equally little doubt that we are
capable of putting at the scenes of our acci-
dents personnel who are capable of examining
all the factors involved, so that accident in-
vestigation will be comprehensive and meaning-
ful. Only in this way are we going to learn
all the contributing causes and then be able
to act to correct those causes. Only in this
way, too, will we learn what elements con-
tribute specifically to injuries and deaths,
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and how these can be alleviated or prevented.

We do not now foresee the day when auto-
mobiles will have ceased to collide, with
each other or with something, but we do be-
lieve that it must be possible to substanti-
ally reduce the number and results of col-
lisions.

This will reguire data equipment, and
people trained to operate the equipment.
It will require personnel competent in acci-
dent investigation and reporting. This kind
of capital investment and personnel will be
expensive, at least initially, and it will
involve all of the agencies responsible for
all areas of highway safety. No other part

success, nor as demanding of complete coopera-
tion at every jurisdictional level. That is
another reason why it is undoubtedly the ele-
ment in which we should invest the most time
and the most money in 1967 (italics not in

the original).

The Highway Safety Act, which became law on Septem-
ber 9, 1966, will undoubtedly have far-reaching effects on
the highway safety programs of this country. The Act pro-
vides for a three-year expenditure totaling $267 million
for state and local highway safety programs. After deduct-
ing administrative costs, 75 per cent of the funds will be

distributed to the states on the basis of population and 25

45U. S. Congress, House, Committee on Public Works
Report on Highway Safety Act of 1966, Report No. 1700, 89th
Cong., 2nd Session, 1966, pp. 10-11.
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per cent at the discretion of the Secretary of Commerce.46

A minimum of 40 per cent of the funds going to a state are
for local highway safety programs.47

To be eligible for these funds, states will have
to meet certain requirements. One such requirement is that
a state must have a highway safety program, approved by the
Secretary of Commerce, designed to reduce traffic accidents.
In addition, the state programs must be in accordance with
certain uniform standards'promulgated by the Secretary.
Accident investigation procedures and accident records
systems are specifically mentioned as areas to be covered
by the standards.48

Any state not having a highway safety program, ap-
proved by the Secretary of Commerce, by January 1, 1969, can
lose up to ten per cent of its Federal-aid highway funds.49

In addition to the $267 million for state and local

highway safety programs, the Act provides $55 million for

safety research and development. The development of im-

46A Cabinet-level Department of Transportation was
established on October 15, 1966. This function will be
transferred to the Secretary of this department.

4

780 Stat. 735 (1966) 23 U.S.C.A., Chapter IV.
48Ibid., 731.
49

Ibid., 732.
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proved accident investigation procedures is singled out
as an area in which these funds can be spent.50

The above described legislation does not take the
right to regulate and control motor vehicle traffic away
from the states and their political subdivisions. It
merely provides financial resources to the states and
localities so they will be better equipped to meet their
responsibilities in this area.

The statement by the House Public Works Committee

clearly reflects Congress's intention to give accident in-

vestigation and accident records at all levels of govern-

ment a top priority under this new legislation.

States will undoubtedly be given financial assist-
ance to centralize traffic records including accident re-
ports. Due to the volume of data to be collected, high
speed electronic computers capable of combining many sources
of accident data, digesting the information quickly, and
preparing accident summaries and making comparisons will be
utilized.

These systems will only be as good as the raw data

50Ibid., 733.



they receive. 1If police agencies, whether state, county
or municipal, are not capable of collecting complete and
accurate information at accident scenes, the system will
be rendered ineffective.

The emphasis that is going to be given to acci-
dent investigation and data collection was illustrated
by Secretary of Commerce, John T. Connor, in an address
to the 73rd Annual Conference of the International Associa-
tion of Chiefs of Police, October, 1966, in the following
statement:

"As police executives, you are among the
leaders of the nationwide, professional
safety team that must improve our national
performance in relation to each of these
three phases of highway safety--in estab-
lishing and carrying out state and local
programs both within your own police or-
ganizations and in conjunction with the
other segments of your governments.

"Specifically, the requirements of these
phases translate into a vast number of in-
dividual initiatives. Many are included
within your current activities. Others may
not be. Recently, someone compiled a list
of very general categories of action that
should be covered by the highway safety
programs. Some two dozen items were listed,
the last one of which was, Many more.

"So the range is great and covers a broad
spectrum. It includes adequate availability
of first aid kits, consideration of improved
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accident reporting, broadened training in
accident investigation at police academies,
and improved evaluation and utilization of
statistics (italics not in the original).

"The challenges are yours, and the spot-
light will be on how you and your colleagues
in every state respond to them. Emphasis
will be laid on varying aspects of the total
problem on the basis of local conditions.
But everywhere the aim must be the same--to
deal with the end result that threatens many
thousands of our citizens every day of every
year."Sl

51Secretary John T. Connor, United States Department
of Commerce, Address to the 73rd Annual Conference, Interna-
tional Association of Chiefs of Police, October 4, 1966,
Philadelphia, Pennsylvania.



CHAPTER IV

EXTENT OF TRAFFIC ACCIDENT INVESTIGATION
RESPONSIBILITIES OF COUNTY LAW ENFORCE-

MENT AGENCIES

Historically, the law enforcement agencies of this
country have had the primary responsibility for the protec-
tion of life and property against acts resulting from viola-
tion of the law.

Accident investigation, as a police function, is an
outgrowth of this broad responsibility. Quinn Tamm,
Executive Director of the International Association of
Chiefs of Police, aptly stated this when he said, "The
Police~mission in highway safety is the same as it is in
all other phases of police service - the protection of life
and property, preservation of the peace and maintenance of
public order through the application of the law." 22

Most municipal and state law enforcement agencies

have recognized accident investigation as a valid law en-

forcement responsibility. However, this same generalization

52Quinn Tamm "The Police Mission in Highway Safety,"
The Police Chief, (July, 1965), Editorial.
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cannot be made in regard to county sheriffs' departments.
The Federal Bureau of Investigation, in its 1965 report
on Crime in the United States, indicated the varying
responsibilities of sheriffs agencies by saying, "It must
be recognized that the law enforcement responsibilities of
sheriffs' departments differ considerably in various sec-
tions of the United States. In some jurisdictions, for
example, the sheriffs' activities are limited in a large
part to civil functions'ﬁ53
The data contained in the following tables are
designed to show the number of sheriffs' departments and
independent county police agencies having responsibility
for traffic accident investigation, and to measure the

extent, fluctuation and distribution of this responsibility

by geographical location and population groups.

I. NUMBER AND LOCATION OF SHERIFFS' DEPARTMENTS

HAVING ACCIDENT INVESTIGATION RESPONSIBILITIES

The questionnaire was filled out and returned by

53Federal Bureau of Investigation, Crime in the
United States, Uniform Crime Reports - 1965 (Washington:
Government Printing Office, 1966), p. 32.
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1,097 (35.9 per cent) of the 3,059 sheriffs' departments
surveyed. Only three states were not represented, Alaska
and Hawaii?4Which have no county sheriffs, and Delaware,
from which no response was received. (See Table II.)

Of the 1,097 agencies that responded, 837 (76.3
per cent) reported they had traffic accident investigation
responsibilities. Table III indicates the above informa-
tion by state.

The data on the responsibilities of sheriffs'
departments based on geographical location is shown in
Table IV. The region with the largest percentage of sher-
fiffs' departments performing accident investigations is
the North Central with 94.2 per cent. The next highest
percentage is found in the Mountain Pacific region with
67.1 per cent. Responses from the Southern region indicate
that 58.7 per cent of the sheriffs' departments have this
responsibility. The lowest percentage is in the North
Atlantic region where only 48.9 per cent of the agencies

reported investigating accidents.

54Hawaii has a state sheriff, appointed by the State
Attorney General, who performs civil functions only.
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TABLE II

NUMBERS AND PERCENTAGES OF SHERIFFS'
DEPARTMENTS COMPARED TO NUMBER OF

DEPARTMENTS RESPONDING, BY STATE

Total No. of
County Sher-
STATE iffs' Depart- Number Wwho Per Cent Who
ments Responded Responded

Alabama 67 11 l6.4
Alaska? 0 - -

Arizona 14 7 50.

Arkansas 75 14 18.7
California 58 43 74.1
Colorado 63 27 42.8
Connecticut 8 2 25.

Delaware 3 0 0

Florida 67 29 43.3
Georgia 159 28 17.6
HawaiiP 0 - 0

Idaho 44 16 36.4
Illinois 102 38 37.3
Indiana 92 43 46.7
Iowa 99 58 58.6
Kansas 105 42 40.

Kentucky 120 40 33.3
Louisiana 64 29 45.3
Maine 16 6 37.5
Maryland 23 8 34.8
Massachusetts 14 3 21.4
Michigan 83 54 65.1
Minnesota 87 44 50.1
Mississippi 82 13 15.9
Missouri 114 32 28.1
Montana 56 18 32.1
Nebraska 93 36 38.7
Nevada 17 10 58.8
New Hampshire 10 3 30.
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TABLE II (Continued)

NUMBERS AND PERCENTAGES OF SHERIFFS'
DEPARTMENTS COMPARED TO NUMBER OF

DEPARTMENTS RESPONDING, BY STATE

Total No. of
County Sher-
STATE iffs' Depart-| Number Wwho Per Cent Who
ments Responded Responded

New Jersey 21 7 33.3
New Mexico 32 10 31.3
New York 58 29 50.
North Carolina 100 30 30.
North Dakota 53 22 41.5
Ohio 88 52 59.1
Oklahoma 77 13 16.9
Oregon 36 18 50.
Pennsylvania 67 25 37.3
Rhode Island 5 1 20.
South Carolina 46 10 21.7
South Dakota 64 19 29.7
Tennessee 95 12 41.4
Texas 254 63 24.8
Utah 29 12 41 .4
Vermont 14 3 21.4
Virginia 926 34 35.4
Washington 39 18 46.2
West Virginia 55 14 25.5
Wisconsin 72 40 55.6
Wyoming 23 11 47.8

Total 3,059 1,097 35.9

a. No county sheriffs

b. Hawaii has no county sheriffs. However, it does have a
state sheriff appointed by the State Attorney General.




A ——————— .
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NUMBERS AND PERCENTAGES OF RESPONDING SHERIFFS'

DEPARTMENTS COMPARED TO NUMBER REPORTING TRAFFIC

ACCIDENT INVESTIGATION RESPONSIBILITIES, BY STATE

Total No. of

Number With

Per Cent With

STATE Sheriffs A-I Responsi-}| A-I Responsi-
Responding bility bility
Alabama 11 5 45,
Alaska? - - -
Arizona 7 7 100.
Arkansas 14 13 92.8
California 43 11 25.5
Colorado 27 18 66.6
Connecticut 2 0 0
Delaware 0 0 0
Florida 29 23 79.3
Georgia 28 18 64.2
Hawaii - - -
Idaho 16 16 100.
Illinois 38 35 92.1
Indiana 43 42 97.6
Iowa 58 58 100.
Kansas 42 42 100.
Kentucky 40 31 77.5
Louisiana 29 12 41.3
Maine 6 3 50.
Maryland 8 2 25.
Massachusetts 3 0 0
Michigan 54 53 98.1
Minnesota 44 44 100.
Mississippi 13 12 92.3
Missouri 32 23 71.8
Montana 18 14 77.7
Nebraska 36 36 100.
Nevada 10 10 100.
New Hampshire 3 0] 0
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NUMBERS AND PERCENTAGES OF RESPONDING SHERIFFS'

DEPARTMENTS COMPARED TO NUMBER REPORTING TRAFFIC

ACCIDENT INVESTIGATION RESPONSIBILITIES, BY STATE

Total No.of

Number With

Per Cent With

STATE Sheriffs A-I Responsi- | A-I Responsi-
Responding bility bility

New Jersey 7 0 0
New Mexico 10 5 50.
New York 29 24 82.7
North Carolina 30 11 36.6
North Dakota 22 22 100.
Ohio 52 52 100.
Oklahoma 13 3 23.
Oregon 18 17 94 .4
Pennsylvania 25 1 4.
Rhode Island 1 1 100.
South Carolina 10 3 30.
South Dakota 19 19 100.
Tennessee 12 11 91.6
Texas 63 36 57.1
Utah 12 12 100.
Vermont 3 3 100.
Virginia 34 18 52.9
Washington 18 14 77.7
West Virginia 14 14 100.
Wisconsin 40 33 82.5
Wyoming 11 10 90.9

Total 1,097 837 76.3

a - No county sheriffs
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There were six states - Iowa, Kansas, Minnesota,
North Dakota, Nebraska, and Ohio - in the North Central
region and four states - Arizona, Idaho, Nevada, and Utah -
in the Mountain Pacific region where 100 per cent of the
responding agencies reported having responsibilities in
this area.

When referring to the North Atlantic region, it
is significant to note that 56 (84.8 per cent) of the agen-
cies with accident investigation responsibilities are
located in three states - New York, Virginia, and West
Virginia. Only one of the 25 responding agencies from
Pennsylvania reported having this responsibility, while
none of the responding agencies from Connecticut,
Massachusetts, New Hampshire and ﬁew Jersey, reported hav-
ing any responsibilities for the investigation of accidents.

Table V compares the number of responding agencies
to the number reporting accident investigation responsi-
bilities, by population group. This indicates that the
highest percentage of sheriffs' departments with accident
investigation responsibilities are found in those counties
with less than 10,000 population and the lowest percentage

in the 250,000 to 500,000 population group.
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In all four regions, sheriffs' departments of coun-
ties with less than 50,000 population are more likely to
have accident investigation responsibilities than those with
over 50,000 population. This is especially true in the
North Atlantic region where 60.8 per cent of the agencies
from the smaller counties investigate accidents compared
with 34.4 per cent in the larger counties. This variation
also exists in the Mountain Pacific region with only 55 per
cent of agencies in the over 50,000 population group having
this responsibility, compared with 71.7 per cent for the
under 50,000 group.

It should be noted that in all four regions many
of the smaller agencies reported that although accident
investigation is not one of their normal duties, they often
do assist state and city police at accident scenes. While
these agencies are not reported in this study as having
accident investigation responsibilities, they are indirectly
involved and should also be adequately trained in such areas

as traffic direction and first aid.
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II. NUMBER AND LOCATION OF INDEPENDENT COUNTY
POLICE AGENCIES HAVING ACCIDENT

INVESTIGATION RESPONSIBILITIES

As shown in Figure II, forty-three of the fifty-two
independent county police agencies are located in the North
Atlantic and Southern regions of the country. Of the re-
maining nine, five are in the North Central region with
Kentucky having four and Missouri one and four are located
in the Mountain Pacific region, all in Hawaii.

As noted in Chapter III, the majority of police
organizations of this type are located in more populous
metropolitan counties. This is demonstrated by the fact
that thirty-two (61.5 per cent) of the fifty-two agencies
lie within a standard metropolitan statistical area.55

Thirty-seven (71.2 per cent) of fifty-two agencies

surveyed returned the questionnaire. Of these, thirty-six

(97.3 per cent) reported having accident investigation

5 . . s
> Standard metropolitan statistical areas are generally

made up of an entire county or counties having at least one
core city of 50,000 or more inhabitants, with the entire area
meeting certain metropolitan characteristics. For further in-
formation see Bureau of Budget publication, Standard Metro-
politan Statistical Areas (Washington: Government Printing
Office, 1961).
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responsibilities. (See Table IV.) The one agency not
investigating accidents is located in Horry County, South

Carolina.

III. TYPES OF ROADS OVER WHICH COUNTY LAW

ENFORCEMENT AGENCIES EXERCISE JURISDICTION

Both types of county law enforcement agencies with
accident investigation responsibilities share this in-
vestigative responsibility with municipal and state law
enforcement organizations. At the onset of this study, it
was assumed that the majority of county police agencies
would confine their accident investigation activities to
county roads with city streets coming under the jurisdiction
of municipal police agencies and state highways being
primarily the concern of the state law enforcement body. As
the following discussion points out, this assumption was not

entirely correct.

Jurisdiction of Sheriffs' Departments

As shown in Table VI, the largest percentage of
sheriffs' departments investigate accidents on county roads

(public roadways outside of incorporated areas, but not part
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of the state highway system). Of the 804 agencies report-
ing the roads over which they have jurisdiction, 795 (98.9
per cent) indicated responsibility on county roads.

Contrary to what might be expected, many of these
agencies do not restrict their accident investigation
activity to county roads. Seven hundred and thirty-three
(91.2 per cent) reported investigating accidents on rural
state highways (roadways outside of incorporated areas that
are part of the state highway system).

The percentage drops considerably for city streets
(roadways within incorporated areas) with only 422 (52.5
per cent) indicating responsibility. The lowest percentage
is found on the Interstate System (National System of
Interstate and Defense Highways) where 268 (33.3 per cent)
reported accident investigation activity.

The nine counties not performing this function on
county roads are located in California where some of the
larger counties, such as Los Angeles, Orange, Riverside, San
Bernardino, San Diego and Santa Clara, provide total police
service, including the investigation of traffic accidents,
to a number of cities on a contractual basis. In these

cases, the sheriff's department confines it's accident in-
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vestigation activity to the contracting cities with the
accidents in the rural areas coming under the jurisdiction
of the California Highway Patrol.

Generally speaking, sheriffs' departments report-
ing accident investigation responsibilities on city streets
confine their activity to the smaller municipalities with-
out their own police department or those that have a
department but insufficient personnel for 24-hour coverage.
The exception to this is the nine California counties
previously discussed.

When interpreting the data for the Interstate
System, it is important to realize that the 41,000 miles
of the System are not scheduled for completion until 1972.
At the present time, only 21,570 miles of the roadway are
open to the motoring public.56 Consequently, some of the
responding agencies not now investigating accidents on the
Interstate System may assume this responsibility as new

sections open for public travel. However, even when com-

56Bureau of Public Roads, "Quarterly Report on the
Federal-Aid Highway Program, June 30, 1966," Bureau of
Public Roads, United States Department of Commerce,
August 4, 1966.
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pleted, the Interstate System will still by-pass many

counties.

Jurisdiction of Independent County Police Agencies

County roads and rural state highways were the most
frequently mentioned by responding agencies as being under
their jurisdiction. Thirty-four (94.4 per cent) of the
thirty-six departments investigate accidents on these two
road systems. Twenty-two departments (61l.1 per cent)
reported accident investigation responsibilities on city
streets and twenty-one agencies (58.3 per cent) stated they
perform this function on the Interstate System. (See Table
VII.)

As mentioned previously, the number of departments
investigating accidents on the Interstate System may in-
crease as new sections are opened to the motoring public.

As might be expected from the preceding discussion,
certain problems are created as a result of overlapping
jurisdictions of police agencies at the different levels of
government. In spite of this, responses to the questionnaire
and personal interviews with police administrators in all

sections of the country revealed that while the potential
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for friction between agencies is great, in reality, rivalry
over traffic responsibilities are infrequent. When problems
do arise, they usually involve state and county law enforce-
ment agencies.

Disagreement or friction if it exists is usually at
the administrative level and generally involves counties
that have a fairly large police agency. Conflicts are most
likely to occur when one agency receives substantially more
favorable publicity than the other. Agencies at both the
state and county levels of government have a tendency to
ignore or discount the work being done by the other, when
appearing before state and county legislative bodies on
budget matters.

While there is a minimum of conflict between agencies,
the main weakness appears to be lack of coordination and
planning of accident investigation activities. In the major-
ity of cases, there is no inter-agency planning of manpower
assignments or patrol areas. Accidents are usually investi-
gated on a first-come-first-served basis, with the agency
first on the scene making the investigation. Obviously, such
procedures militate against the development of close coopera-

tive working relationships.



CHAPTER V

COMPARISON OF COUNTY LAW ENFORCEMENT

ACCIDENT INVESTIGATION PROGRAMS WITH THE MODEL

As shown in the previous two chapters, a large per-
centage of sheriffs' departments and independent county po-
lice agencies have assumed traffic accident investigation
responsibilities.

The facts gathered by sheriffs' deputies and county
police officers at accident scenes, serve a far more im-
portant function than determining who caused the accident.
These facts, combined with those gathered by state and munici-
pal police officers, provide safety officials with the means
for determining where accidents are occurring, why they are
occurring, and what should be done to correct the situation.
Obviously, then, the completeness and accuracy of such facts
are essential to sound safety programs.

In view of this, many safety officials at the state
and local levels have made continuous efforts to improve the
accident investigation capabilities of investigating officers
and increase the uses being made of accident reports.

Accident investigations made by untrained or in-

sufficiently trained personnel produces questionable data



that is of little value. Accident investigations must be
made by trained officers to produce a foundation of factual
data on which an effective program can be built. However,
a good police accident investigation program does not end
with adequate training. To be useful, the data must be
kept in a highly accessible form. Accident reports should
be filed in a manner that will make them easily obtainable
for analysis purposes. In addition, the data should be
processed, summarized, and analyzed so that intelligent en-
forcement programs can be developed.

Many times, special studies have to be undertaken
in order to obtain necessary information. This could in-
volve the use of special accident report forms or in-depth
investigations at certain locations or of certain types of
accidents.

Also important to the success of the overall pro-
gram is the routing of reports and data summaries to other
official and unofficial users.

All of these elements plus many more are basic to
a good police accident investigation program. For the pur-
pose of this study, four basic elements were selected as
criteria to evaluate the accident investigation programs of

county law enforcement agencies.

67
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I. RECRUIT ACCIDENT INVESTIGATION TRAINING

Recruit training is that training given to an of-
ficer either before or shortly after his appointment to the
department. This training should equip the officer with
the knowledge needed to perform the responsibilities assigned,
both to the satisfaction of the department and the general
public.

A deputy sheriff or county police officer responding
to an accident call needs the same basic knowledge required
of a state trooper, highway patrolman or city police officer.
A citizen involved in a traffic accident deserves, and should
expect, the same quality of police service regardless of the
size of the department or the level of government it

represents.

Sheriffs' Departments

Of the 618 sheriffs' departments with accident in-
vestigation responsibilities that repor;ed on their recruit
training program, only nineteen (3.1 per cent) indicated that
recruits were given forty or more hours of accident investiga-
tion training. One hundred and sixty-four (26.5 per cent) re-
ported recruits receive less than forty hours, while 197 (31.9

per cent) stated that recruits reveive training, but did not
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indicate the number of hours. (See Table VIII.)

One fact that is particularly distressing is that
238 (38.5 per cent) of the agencies investigating accidents
provide no recruit training in this area. This lack of
training is even more significant when one realizes that
in the North Central region which has the largest number of
sheriffs' departments investigating accidents, almost one-
half (48.8 per cent) provide no recruit training.

Of the 538 agencies located in counties with less
than 100,000 population, 229 (42.9 per cent) indicated that
accident investigation is not part of their recruit train-
ing program, as compared to nine (20.2 per cent) of the
eighty-four agencies in the larger population groups. (See
Table IX.)

The need for more accident investigation training
in smaller departments is further illustrated by the fact
that 96.2 per cent of the agencies not providing training

are located in counties with less than 100,000 inhabitants.

Independent County Police

Five (16.1 per cent) of the thirty-one county depart-
ments that reported on their recruit training program, indi-

cated that newly-appointed officers are given at least forty
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hours accident investigation training. Twenty agencies
(64.5 per cent) reported less than forty hours and five
(16.1 per cent) stated that they did provide training, but
did not indicate the number of hours. Only one department
failed to provide any training. (See Table VIII.)

Three of the five agencies meeting the forty-hour
criteria are located in the North Atlantic region with the
remaining two in the Southern region.

On the basis of population, three of the agencies
providing more than forty hours training are in the 250,000
to 500,000 population group, one in the 25,000 to 50,000
group and one in the 10,000 to 25,000 group. (See Table X.)
The one agency not providing training is located in the
10,000 to 25,000 group. (See Table IX.)

A comparison between the two types of county law
enforcement organizations shows that only a small percentage
of each type of department meets the forty-hour criteria.

It appears that the county departments, independent
of the sheriff's office, are more conscious of the need for
this type of training as 96.8 per cent include accident in-
vestigation in their recruit training programs compared to

61.5 per cent of the sheriffs' departments. This is further
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evidenced by the fact that the average amount of time al-
lotted to this subject by the independent agencies is
twenty-three hours as compared to six and one-~half hours
by the sheriffs' departments.

The average time allotted, however, by both types
of organizations is considerably below the forty-one hour

average of state police and highway patrol agencies.57

II. IN-SERVICE ACCIDENT INVESTIGATION TRAINING

In addition to recruit training, an officer should
receive regular in-service accident investigation training
throughout his career. When commenting on the need for in-
service traffic training, the President's Committee for
Traffic Safety said, "The traffic problem for police is a
dynamic one, requiring adaptability as well as basic know-
ledge and skills. Training acquired during the recruit
period is not enough to equip a police officer for his
entire career. He needs refresher training on a regular

basis."58

>7Based on data supplied by forty-one states in the
Police Traffic Supervision section of the 1965 Annual Traffic
Inventory of the National Safety Council.

58The President's Committee for Traffic Safety, Police
Traffic Supervision, A Section of the Action Program for High-
way Safety (Washington: Government Printing Office, 1961), p.6.
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This training should enable officers to keep abreast
of the latest available knowledge and accident investigation
techniques and be geared toward correcting deficiencies in

current practices.

Sheriffs' Departments

Sixty-three (12.1 per cent) of the 519 sheriffs'
departments which reported on their in-service training pro-
gram provide eight or more hours in-service accident investi-
gation training annually. One hundred and fifty-two agencies
(29.3 per cent) stated that training is provided but did not
indicate the number of hours and forty-one (7.9 per cent)
reported less than eight hours. Over one-half (50.7 per cent)
of the agencies stated that officers receive no regular in-
service training in this area. (See Table XI.)

When viewed geographically, the percentage of depart-
ments meeting the eight-hour criteria varies from a high of
15.5 per cent in the North Atlantic region to a low of 8.2 per
cent in the Southern region. The North Atlantic region, has
the lowest percentage of departments providing no in-service
training while the Southern region has the highest percentage.

(See Table XI.)
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On the basis of population, the highest percentages
of agencies providing eight or more hours of in-service
accident investigation training are located in counties
with more than 100,000 population. Nineteen (25 per cent)
of seventy-five agencies in these more highly populated
counties meet the criteria, compared to forty-four (9.9
per cent) of the 444 agencies in the less populated counties.
(See Table XII.)

Two Hundred and forty-two (54.5 per cent) of the
444 agencies in the less than 100,000 population groups
do not provide in-service accident investigation training.
This percentage drops considerably in the over 100,000
population groups, where only twenty-one (28 per cent) of
the seventy-five agencies failed to provide any training.

(See Table XIII.)

Independent County Police

Of the thirty-two county agencies reporting on their
in-service training program, only three (9.4 per cent) met
the minimum criteria of eight hours annually. Seven agen-
cies (22 per cent) provide less than eight hours and eleven

(34.3 per cent) reported that regular training is provided
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but did not indicate the number of hours. The remaining
eleven agencies (34.3 per cent) reported that officers are
not given any regular in-service accident investigation
training. (See Table XI.)

It is worthwhile to note that while all three of
the agencies meeting the eight-~hour minimum are in the
North Atlantic region, seven (63.6 per cent) of the eleven
agencies providing no training are also in this region.

As shown in Table XII the three departments pro-
viding eight or more hours training are located in counties
ranging in size from 50,000 to 500,000 population. It is
interesting to note that the percentage of agencies provid-
ing in-service training is higher in the less populated
counties. This is illustrated by the fact that 42.9 per
cent of the agencies in the over 100,000 population groups
do not provide in-service accident investigation compared
to 18.1 per cent in the smaller population groups. (See
Table XIII.)

In contrast to the previous discussion on recruit
training, a higher percentage of sheriffs' departments meet
the eight hour criteria than do independent county police
agencies. However, the percentage of agencies giving no
in-service training is considerably higher for sheriffs'

departments.



ITII. SPOT MAPS AND LOCATION FILES

The real value in accident records is that they
can be used to prevent further accidents. However, to
achieve this purpose, records must be kept in a readily
accessible form.

One of the most elementary uses of accident re-
ports is to determine high accident locations. For a num-
ber of years, many police administrators have recognized
the value of spot maps in furnishing a graphic display of
accident locations which warrant detailed study.

The filing of accident reports by location can also
be a valuable tool in a police accident investigation pro-
gram. Experience has shown that for accident prevention
purposes, the most useful filing method is by street locé-
tion. The location file arranges the reports in a manner

that makes them easily accessible for detailed study.

Sheriffs' Departments

Two hundred and one (26.7 per cent) of 754 agencies
that reported on their filing methods, indicated that re-

ports are filed by street location. The most common method

of filing is by names of persons involved. Four hundred and

three agencies file in this manner.

85
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When viewed geographically, location files are
utilized by less than one-third of the agencies in each
of the four regions. (See Table XIV.)

On a population basis, the highest percentage of
agencies (80 per cent) filing by location are located in
counties with over one million inhabitants. The lowest
percentage (13.1 per cent) is found in the 10,000 to
25,000 population group. (See Table XV.)

Spot maps are maintained by 263 (33.6 per cent) of
the 782 responding agencies. As shown in Table XVI, the
North Central region has the largest percentage of agen-
cies (42.6 per cent) using maps to pinpoint accident loca-
tions. The lowest percentage (14.4 per cent) is found in
the Southern region.

As Table XVII illustrates, the percentage of agen-
cies maintaining spot maps is considerably higher in coun-
ties over 100,000 population (51.7 per cent) than in those

with less than 100,000 inhabitants (31.3 per cent).

Independent County Police Agency

Twenty-two (61.1 per cent) of the thirty-six in-
dependent agencies file accident reports by street loca-
tion. Geographically, the percentage varies from a high

of 81.3 per cent in the North Atlantic region to a low of
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36.4 per cent in the Southern region. (See Table XIV.)

As shown in Table XV, the agencies in the more
highly populated counties utilize location files most
frequently. Eighteen (81.8 per cent) of the twenty-two
counties in the over 100,000 population groups use this
filing method, as compared to four (28.6 per cent) of the
fourteen with less than 100,000 population.

Spot maps are maintained by twenty-one (58.3 per
cent) of the thirty-six agencies. The region with the
highest percentage of agencies using this technique is the
North Atlantic with 75 per cent. (See Table XVI.) On the
basis of population, less than one-half (49.9 per cent)
of the agencies in counties with less than 100,000 popula-
tion maintain spot maps compared to more than two-thirds
(68.2 per cent) in the over 100,000 population groups.
(see Table XVII.)

When comparing the two types of organizations, the
percentage of departments filing by location and maintain-
ing spot maps is much higher for the independent county agen-

cies.

90
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IV. FORWARDING COPIES OF ACCIDENT REPORTS

TO STATE RECORDS AGENCY

The police are generally considered the most re-
liable source of accident information. Many governmental
and private agencies, in addition to the police, utilize
accident information for accident prevention purposes.
These other users need the benefit of the most complete
and accurate accident information available if their
accident prevention efforts are to be successful.

For many years, traffic authorities have recommend-
ed that local police agencies forward copies of reports of
all reportable accidents to the state records agency.

The definition of a reportable accident varies from
state to state. Generally speaking, state motor vehicle
codes require the driver to give immediate notice to the
nearest police authority of accidents resulting in death,
injury, or total property damage in excess of a stated
dollar amount (the dollar amount varies from state to

state).

Sheriffs' Departments

Of the 809 sheriffs' departments that indicated

whether or not they forward copies of accident reports to

the state records agencies, 699 (86.4 per cent) stated that
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copies of all reportable accidents are forwarded. Eighteen
(2.2 per cent) reported that only fatal accident reports are
sent and thirteen (1.6 per cent) send reports when an in-
jury or death occurs. Seventy-six (9.4 per cent) indicated
that they do not send any reports to the state. Two agen-
cies provide copies on request and one agency only when en-
forcement action is taken. (See Table XVIII.)

The region with the largest percentage of agencies
(90.5 per cent) forwarding copies of all reports to the
state is the Mountain Pacific, closely followed by the North
Central with 89.9 per cent, and the North Atlantic with 80.7
per cent. The lowest percentage is found in the Southern
region where only 66.7 per cent of the agencies forward
copies of all reports.

On the basis of population, the counties with over
one million inhabitants have the highest percentage of sher-
iffs' departments (100 per cent) forwarding copies of all
accident reports to the state records agency. The percentage
of departments meeting this criteria was fairly consistent in

the other population groups. (See Table XIX.)

Independent County Police

Of the thirty-five agencies responding, twenty-four
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(68.6 per cent) stated that copies of all reportable acci-
dents are forwarded to the state. Five agencies (l14.3 per
cent) forward only fatals and one agency forwards fatals

and personal injuries. Two agencies (5.7 per cent) just
forward copies of reports of accidents occurring on state
highways and three (8.5 per cent) do not forward any reports.
(See Table XX.)

Geographically, all of the agencies in the North
Atlantic region provide the state with copies of their acci-
dent reports as do 75 per cent in the Mountain Pacific
region, and 60 per cent in the Southern region. Of the
five agencies in the North Central region, three send only
fatals, one forwards personal injury and fatal, and one just
forwards those occurring on state highways. The three agen-
cies not forwarding any reports are all located in the
Southern region.

Percentagewise, the more highly populated counties
have the largest percentage of agencies meeting this criteria.
As TableXXI illustrates, 76.1 per cent of the agencies in
counties with populations of more than 100,000 forward copies
of all reports, as compared to 57.1 per cent of the agencies

in counties with less than 100,000 population.
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When comparing Table XVIII and Table XX, we find
that a higher percentage of sheriffs' departments meet

this criteria than do independent county police agencies.



CHAPTER VI

SUMMARY AND CONCLUSIONS

I. SUMMARY

The increasing number of traffic accidents this
country has experienced in recent years has placed a new
emphasis on the accident investigation responsibilities
of the police at every jurisdictional level.

The importance of the accident investigation
activities of state and city police agencies has been
recognized for a number of years. Consequently, long
and continuous efforts have been made to improve and
upgrade the performance of these agencies. Today, most
state and city police administrators recognize the impor-
tance of good accident investigation and the collection
and use of data in successful accident prevention programs.
Unfortunately, the county law enforcement organizations of
this country have received little attention and their
accident investigation activities have been almost entirely
ignored.

This study has attempted to fill this lack by
determining how many sheriffs' departments and independent
county police agencies have accepted accident investigation

responsibilities and measuring the extent to which these
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agencies are following certain accident investigation prac-
tices and utilizing accident prevention tools that have long
been recommended for city police agencies.

The researcher hypothesized that many of the prac-
tices and procedures that were developed to guide the acci-
dent investigation programs of municipal law enforcement
organizations also have application in the programs of the
counties.

Three steps were used to test the validity of the
hypothesis. First, the researcher developed a model which
consisted of four specific criteria or time-tested principles
that are generally recognized as good accident investigation
practice. Second, the model was compared with available
literature to determine whether or not the selected criteria
has application in county programs. Third, a nationwide
questionnaire survey of sheriffs' departments and independent
county police agencies was conducted so existing programs
could be compared with the established model.

The following paragraphs summarize the findings of
the review of the literature and results of the survey as
they relate to the established model.

First, review of available literature, or what

might be better termed lack of literature, would lead one
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to believe accident investigation activities of the county
law enforcement organizations, both sheriff and other, are
relatively insignificant and unimportant. The survey,
however, indicates that this is a false impression.
Responses from 1097 sheriffs' departments and thirty-seven
independent county police agencies revealed that over
three-fourths of the former and nine-tenths of the latter
are actively engaged in this activity. Their importance
is further illustrated by the fact that in at least five
states, the county law enforcement organizations are in-
vestigating more accidents than the state police
organizations.

It does appear, however, that the accident inves-
tigation activities of sheriffs' departments vary consider-
ably in the different geographical regions. For instance,
in the North Central region, over ninety per cent of the
agencies reported accident investigation responsibilities
compared to less than fifty per cent in the North Atlantic
region.

The model recommends an adequate amount of recruit
traffic accident investigation training. Both the litera-
ture and model agree that accident investigation is a
sufficiently complex task to justify the need for specialized

training. For the purpose of this study, forty hours
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training in this area was considered adequate. The researcher
feels that while forty hours is adequate at the present time,
it is a minimum and a higher number of hours would be
desirable.

When comparing the recommended criterial with existing
programs, we find that only three per cent of the sheriffs'
departments and sixteen per cent of the independent county
agencies meet the forty-hour criteria.

The second criterial recommended in the model is an

adequate amount of reqular in-service traffic accident inves-

tigation training. Both the model and the literature agree

that training acquired during the recruit period is not
sufficient to equip an officer during his entire career.
The researcher suggests that eight hours in-service accident
investigation training is needed annually.

In contrast to the previous discussion on recruit
training, a higher percentage of sheriffs' departments (12.1
per cent) meet the eight-hour criteria than do independent

county police agencies (9.4 per cent).
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The third criteria recommended in the model is the

filing of police traffic accident reports by street loca-

tion and the use of spot maps. All pertinent literature

strongly recommends the use of location files and spot maps
as accident prevention tools. While these techniques are
generally recommended for use by city police agencies,
there is nothing in the literature that implies that they
could not also be used by county law enforcement organiza-
tions. In fact, one source suggests that they should be
utilized by county administrators.

The sﬁrvey results indicate that 26.7 per cent of
the sheriffs' departments file by street location as do
61.1 per cent of the independent agencies. Spot maps are
maintained by 33.6 per cent of the sheriffs' departments
and 58.3 per cent of the independent county agencies.

It does not appear that the size of the agency, the
population characteristics of the county, or its geograph-
ical location are determining factors in whether or not
these tools can be utilized. This is illustrated by the
fact that some large and small departments in urban and
rural areas in all regions of the country are using these

techniques.
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The fourth criteria recommended in the model is

the forwarding of copies of police accident investigation

reports to the state records agency. Both the literature

and the model agree that many governmental and private

agencies, in addition to the police, utilize the data

collected by the police at accident scenes. This cri-

teria is especially significant in the unincorporated

areas where both the county and state police organizations

have accident investigation responsibilities on the same

roadways. Both agencies need the benefit of all accident

data regardless of which agency conducts the investigations.
The survey responses indicated that 86.4 per cent of

the sheriffs' departments meet this criteria as do 68.6 per

cent of the independent agencies.

II. NEED FOR FURTHER RESEARCH

Now that a comprehensive collection of information
is available on the number and geographical location of sher-
iffs' departments and independent county police agencies that
have traffic accident investigation responsibilities, it would
be possible to do some in-depth study of such things as per-

sonnel selection criteria, accident investigation equipment,
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quality of training, and traffic law enforcement activities.

There is a definite need to determine how the smaller
agencies can provide more training in this area. The possi-
bility of combining resources with municipal and state po-
lice agencies,or other counties, should be explored.

A problem that needs considerable research is that
of over-lapping jurisdictions. The present methods of both
county and state police agencies deploying personnel with
little or no inter-agency planning is inefficient and un-
economical.

The possibility of transferring the accident records
keeping function to a state records agency where reports
could be summarized and analyzed and results fed back to the

county should be further explored.

IIT. CONCLUSION

The findings from the review of the literature and
the results of the survey support the key hypothesis, i.e.,
the criteria illustrated in the model have application to
the accident investigation practices of sheriffs' departments
and independent county police agencies as well as municipal

law enforcement organizations.



BIBLIOGRAPHY



BIBLIOGRAPHY

A. BOOKS

Fairlie, James A. Local Government in Counties, Towns
and Villages. New York: The Century Company,
1906.

James, Herman G. Local Government in the United States.
New York: D. Appleton and Company, 1921.

King, Everett M. Sheriff's Manual. Washington, D.C.:
National Sheriffs' Association, 1960.

Smith, Bruce. Rural Crime Control. New York: Columbia
University, 1933.

Smith, Bruce, Jr. Police Systems in the United States.
Second Revised Edition. New York: Harper and
Brothers Publisher, 1960.

Weston, Paul B. The Police Traffic Control Function.
Springfield: Chas. C. Thomas Publisher, 1960.

B. PUBLICATIONS OF THE GOVERNMENT,
LEARNED SOCIETIES, AND OTHER
ORGANIZATIONS

American Association of State Highway Officials. Public
Roads of the Past, Historic American Highways.
Washington: American Association of State Highway
Officials, 1953.

Automobile Manufacturers Association. Automobile Facts
and Figures, 1966. Detroit: Automobile Manu-
facturers Association, Inc., 1966.

Automotive Safety Foundation and the Federal Extension
Service, U. S. Department of Agriculture. Vehicles,
Roads, People. Washington: (undated).




111

Baker, J. Stannard. Traffic Accident Investigator's
Manual for Police. Evanston, Ill.: The Traffic
Institute, Northwestern University, 1963.

Council of State Governments, The Book of States, 1943-
1944, Chicago: Council of State Governments,
1943.

Federal Bureau of Investigation. Crime in the United
States, Uniform Crime Reports - 1965.
Washington: Government Printing Office, 1966.

The Institute for Training in Municipal Administration.
Municipal Police Administration. Fourth Edition.
Chicago: The International City Manager's
Association, 1954.

Kreml, Franklin M. "Traffic Law Enforcement." 1952
Beecroft Memorial Lecture delivered by Franklin
M. Kreml at the National Safety Congress in
Chicago, October 21, 1952.

National Committee on Uniform Traffic Laws and Ordinances.
Uniform Vehicle Code. Revised 1962. Washington:
National Committee on Uniform Traffic Laws and
Ordinances, 1962.

National Conference on Street and Highway Safety.
Proceedings of the First National Conference on
Street and Highway Safety, 1924. Washington:
Government Printing Office, 1925.

. Uniform Vehicle Code. Washington: Government
Printing Office, 1939.

National Conference on Uniform Traffic Accident Statistics.
Uses of Traffic Accident Records. Saugatuck, Conn.:
Eno Foundation for Highway Traffic Control, Inc.,
1947.

National Safety Council. Accident Facts, 1965. Chicago:
The National Safety Council, 1966.




112

. Traffic Safety Memo No. 40, "Filing City
Traffic Accident Reports by Location."™ Chicago:
National Safety Council, 1962.

. Traffic Safety Memo Eg,_l;, "Traffic
Accident Spot Maps for Cities." Chicago: The
National Safety Council, 1962.

. The Trend of Public Accidents. Chicago:
The National Safety Council, 1922,

National Sheriffs' Association. 1966 Directory of
Sheriffs. Washington: National Sheriffs'
Association, 1966.

The President's Committee for Traffic Safety. Police
Traffic Supervision. A Section of the Action
Program for Highway Safety. Washington:
Government Printing Office, 1961.

. Traffic Accidents Records. A Section of
the Action Program for Highway Safety. Washington:
Government Printing Office, 1961.

Traffic Institute, Northwestern University. Developing
a Police Traffic Records System. Evanston, Ill.:
Northwestern University, 1959.

. Improvement of the Present System of Traffic
Accident Records. Washington: Office of Highway
Safety, U. S. Bureau of Public Roads, 1963,
(Mimeographed) .

United States Bureau of the Census. County and City Data
Book, 1962. A Statistical Abstract Supplement.
Washington: Government Printing Office, 1962.

. United States Census of Population: 1960.
Characteristics of the Population, Vol. I.
Washington: Government Printing Office, 1961.

United States Congress, House, Committee on Public Works.
Highway Safety Act of 1966. Report No. 1700, 89th
Congress, 2nd Session, 1966.




United States Department of Agriculture. Non-Uniformity
of State Motor-Vehicle Traffic Laws. Report to
the 75th Congress, 3rd Session. Washington:
Government Printing Office, January 3, 1938.

C. PERIODICALS

Damon, Norman. "The Action Program for Highway Safety,"
The Annals of the American Academy of Political
and Social Science, (November, 1958), 15-26.

Gladstone, Edward A., and Thomas W. Cooper. "State
Highway Patrols: Their Functions and Financing,"
The Police Chief, (May, 1966), 31-36.

Hickey, Edward J. "Trends in Rural Police Protection,”
The Annals of the American Academy of Political
and Social Science, Vol. 291 (January, 1954),
22-30.

Kreml, Franklin M. "The Specialized Traffic Division,"
The Annals of the American Academy of Political
and Social Science, Vol. 291 (January, 1954),
63-72.

Tamm, Quinn. "The Police Mission in Highway Safety,"
The Police Chief, Editorial, (July, 1965).

113



A PPENDTIX



1.

APPENDIX A

QUESTIONNAIRE

Which of the following duties does your department
perform? (Check those that apply.)

Traffic accident investigation

Traffic law enforcement

Criminal investigation

Jail duties

Court duties (criminal including traffic)
None of the above

How many sworn, full-time deputy sheriffs (all ranks)
are in your department at this time?

How many days a week do officers work?

How many hours per day do officers work (excluding
overtime) ?

What is the starting monthly salary for newly
appointed deputies?

What is the maximum monthly salary for deputies
(do not include promotions)?

Are your deputies under a county or state civil
service or merit system?

List the number of vehicles your department uses
for regular patrol:

NUMBER
Automobiles
2-wheel motorcycles
3-wheel motorcycles
Aircraft
Boats
Other (Specify)




9.

10.

11.

12.

Check the roads on which your department:

INVESTIGATES
PATROLS TRAFFIC ACCIDENTS
County rural roads
State rural highways
Interstate system
City streets
None

How many traffic accidents did your department
investigate in:
1964 1965

Fatal accidents
Personal injury
accidents
Property damage
accidents
Total accidents

Are newly appointed deputies trained by your depart-
ment? If you answered NO, who does this
training? (Specify)

Do newly appointed deputies receive training in:

ESTIMATED NO.
OF HOURS

Firearms
First aid
Criminal investigations
Criminal law
Traffic law
Traffic accident

investigation
Rules of evidence
Court testimony
Laws of arrest
Other
Total hours



13. Do you feel your newly appointed deputies receive a
sufficient amount of training? If not, what
steps do you feel should be taken to provide
sufficient training?

1l4. Do your deputies also receive regular in-service
training in:

ESTIMATED NO.
OF HOURS
Firearms
First aid
Criminal investigation
Criminal law
Traffic law
Traffic accident investigation
Rules of evidence
Court testimony
Laws of arrest
Other
Total hours

15. Are copies of all your traffic accident investigation
reports sent to the state accident records bureau?
If not, what traffic accident investigation

reports are sent to the state?

16. Do you file traffic accident investigation reports by:
(check those that apply)

Complaint number

Location of accident
Names of persons involved
In other ways (specify)

17. Do you maintain an accident location spot map?



18. If available, would you please forward under separate
cover a copy of your department's latest annual report?

Name of County State

Name and title of person completing questionnaire
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