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ABSTRACT
A COMPARISON AND ANALYSIS
OF THE RATES OF INJURY AND FATAL ACCIDENTS

IN MICHIGAN STATE POLICE PURSUITS,
AS DEFINED BY THE MICHIGAN EMERGENCY RESPONSE STUDY

By
John Charles Fenske

The purpose of this study is to evaluate the relative
danger of police pursuits, by evaluating the rates of injury
and fatality accidents that occurred in police pursuits, as
described in the Michigan Emergency Response Study (MERS).
The MERS surveyed Michigan State Police (MSP) troopers from
June 23, 1991, through May 31, 1992. The troopers were to
complete the survey anytime they participated in a vehicular
pursuit. This resulted in 197 pursuits, 65 accidents, with
30 injury accidents and one fatal accident. This data was
compared to analogous data for the overall accidents of the
MSP, and for the general population of Michigan. MERS
pursuits did have significantly higher overall injury
accident rates than did the comparison groups. Overall
fatality rates were only higher than those of the MSP. MERS
pursuit accidents were found to occur most often during
darkness, while the accidents of the comparison groups

occurred most often during daylight.
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Chapter I

Introduction

The front page of the January 19, 1993 issue of the
Detroit Free Press featured an article entitled, "Police
Examine Risks of Pursuits®*. This story by Ghannam and
Andrews discussed the danger police pursuits present to the
public, highlighting the pursuit related deaths of five
people in the Detroit area within the previous week.
Articles such as this alert the public to the potential
hazards of some police pursuits. Do these articles
accurately portray the outcome of most police pursuits? Do
police pursuits present an unreasonable hazard to the public
served by the law enforcement agencies? Do accidents and
injuries occur more frequently during police pursuits than
during normal motor vehicle operation? These are some of
the questions being asked by law enforcement administrators,

legislators, and court officials.

Statement of Problem

f*‘ Police vehicular pursuits are normally initiated to

-—

apprehend a known or suspected violator of the law. As in

any action taken by law enforcement personnel, occasional
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injuries to the property and person of suspects occur. Less
frequently, injuries occur to uninvolved third parties. 1In
police vehicular pursuits, these injuries and damage often
take the form of traffic accidents.

Traffic accidents are a fact of life for operators of
motor vehicles, be they civilian or law enforcement
personnel. Accidents related to police vehicular pursuits
do represent some of these accidents. The qQuestion is, are
police pursuit related accidents are as serious a problem as
media portrayal would lead us to believe, or do the numbers
represent accident rates that are reasonably small compared
to the population of all accidents? If the numbers are
unreasonably high, it may suggest a need for policies
limiting pursuits, or a need for developing specific
training directed towards limiting pursuit related
accidents.

One avenue for accurately portraying police pursuits
lies in empirical research. Research can aid in determining
the number of police pursuits, factors surrounding police
pursuits, and the number of accidents, injuries and deaths
occurring. Only when accurate data surrounding police
pursuits is examined, can police administrators, legislators
and court officials develop sound legislation, policy
guidelines, and training.

Several studies have been conducted concerning the

police pursuit issue. These previous studies, though



3
important, are generally limited to observations of
activities within the limited geographical or jurisdictional
area. It is necessary, therefore, to conduct further
studies with different population groups and geographical
locations to evaluate the generalizability of the previous
results.

A continual problem in the study of police pursuits 1is
the extensive number and variation of factors surrounding
police pursuits. No one study can realistically examine
each of these factors. To this end, each researcher must
determine which factors are important and construct the
study based only upon those factors. New studies should
examine some factors similar to those in previous studies,
as well as consider factors that have not been exposed to

empirical analysis.

Police Pursuit Concepts

Police pursuit has become a popular, yet controversial,
topic among law enforcement officials, researchers and the
media. Each expound their own findings and beliefs as
theory, yet often these *theories®" are based upon desires,
impressions and suppositions, rather than upon properly
analyzed empirical data. Clearly, a great number of
differing philosophies on the police pursuit issue exist.

Some view vehicular pursuits as a practice the police

should refrain from entirely, where others view the pursuit
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as a central part of policing that should be engaged in
almost without limitation. Céeckman (1986) concluded that no
pursuit is particularly safe, regardless of speed, distance
or duration. On the other hand, the California Highway
Patrol (1983) suggests the pursuit and apprehension of minor
traffic violators is necessary to maintain order, and submit
that the number of people who flee from the police would
balloon to a much larger number if the public knew the
police would not pursue them. Others follow a moderate
path, and suggest pursuits must be restricted in varying
degrees (Abbott, 1988; Alpert & Dunham, 1990; Kennedy,
Homant & Kennedy, 1992; Payne & Corley, 1992; Shuman &
Kennedy, 1989).

Views on the content of pursuit policies also show
little consensus. Fennessy, Hamilton, Joscelyn, and Merritt
(1970) reported that police agencies that had instituted
pursuit policies had adopted one of three models: the
officer judgement model, the model that places specific
restrictions on pursuits, and the model that discourages or
prohibits pursuits.

The officer judgement model allows the officer to make
all decisions regarding pursuits. This would include the
decision to pursue, whether to continue the pursuit once
engaged and how to conduct the pursuit in the interim

(Fennessy et al., 1970).
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The specific restriction model of police pursuits
*places specific restrictions on how a pursuit may be
conducted* (Fennessy et al., 1970, p. 8). Policy dictates
if a pursuit should be initiated, how it will be executed,
when it will be terminated, and who possesses the authority
to make these decisions.

The last policy model category discussed by Fennessy et
al, (1970) is the pursuit policy that strongly discourages
or totally prohibits pursuits. It was found that this is
the least likely type of pursuit policy to be adopted by
police agencies.

Law enforcement officer training has also been an area
of contention. Pursuit related training has been in place
for quite some time. However, the character of that
training has changed over the years. 1Initially, police
pursuit training reflected the "get your man at any cost"
attitude, tempered by a concern for the safety of the
officer (Kroeker & McCoy, 1988). Training later espoused a
concern not only for the officer’s safety, but also for the
safety of the suspect and the public. Training began to
change from purely a physical skill orientation (Basham,
1978; Clark, 1976; Dougherty, 1961; International
Association of Chiefs of Police [IACP], 1965; IACP, 1968;
Schultz, 1979; Traffic Institute, 1981) to one that
emphasizes policy issues and restrictions in addition to

physical skill development (Auten, 1985; Auten, 1989; James,
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1980; Fyfe, 1989; Halloran, 1985; Wisconsin Department of
Justice, 1984).

The change in philosophy towards pursuits was due to
many factors. Two of the primary stimuli were empirical
research and liability lawsuits. Since 1982, five major
empirical studies have been published concerning the pursuit
issue: the California Highway Patrol Pursuit Study of 1982;
the Michigan State University Study of 1984 (Beckman, 1986);
the Miami-Metro Dade County Pursuit Study (Alpert & Dunham,
1990), from 1985 through 1987; Police Pursuit Driving
Operations in Illinois, 1990, by Auten (1991); and the
Illinois State University Study, 1991, by Charles, Falcone,
and Wells (1992).

The duration of these studies ranged from six months to
three years. The number of pursuits examined in each study
ranged from 286 to 952. The studies varied in the number of
police agencies involved, going from a low of two agencies
to a high of eighty-six. In most of the studies, pursuits
were initiated for traffic violations. The lone exception
was the Charles, Falcone and Wells study, where *"non-
felonies" were found to be the most common initiating
factor. It was not clear from that study if "non-felonies"
included traffic violations by definition. All five studies
agreed that most pursuits (68% to 77%) ended in arrest of
the suspect. In studies that examined pursuit termination

factors, 18 to 36 percent of the suspects voluntarily
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terminated the pursuit by stopping and surrendering. Most
pursuits studied were short, both in time and distance. The
pursuit accident rate noted in these studies ranged from 26
to 41 percent. Injuries occurred in nine to seventeen
percent of these accidents, and fatalities transpired in
zero to three percent of the pursuit accidents.

Several of the studies offered some general conclusions
on the subject of police vehicular pursuits. Beckman (1987)
suggests police agencies should adopt restrictive policies
regarding police pursuits. Alpert and Dunham (1990) found
relationships existed associating both officer age and
gender with negative pursuit outcomes. Additionally, Alpert
and Dunham performed an interesting examination of the
pursuit question utilizing a cost-benefit analysis.
Falcone, Wells, and Charles (1992) reported that younger,
less experienced officers do not suffer from a greater
number of pursuit accidents, which is counter to prevailing
beliefs. Falcone et al. (1992), also discovered that police
agencies generally equate emergency driving training with
pursuit driving training, when in fact the two types of
training do not necessarily possess the same content.

Pursuit liability lawsuits and the consequent court
decisions have focused upon several areas of legal opinion.
The general legal concepts include negligence, deliberate
indifference, due care, sovereign immunity, proximate cause,

reasonableness, and officer duty (Alpert & Fridell, 1992;
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del Carmen, 1991; Kohl, 1990; Koonz & Regan, 1985). The
general trend has been to increase the causal liability of
law enforcement officers and their employing governmental
bodies, particularly concerning third party injuries. This
is no doubt due in paft to the "deep pockets* concept, in
which governmental bodies are seen to possess a greater
financial ability to pay damages, even though the involved
governmental agents may not bear the majority of the actual
negligence. A fair amount of disagreement has existed among
courts on this matter and others surrounding the legal

issues of police pursuits.

Current Study
The Michigan Emergency Response Study contributed the

data base for this thesis. The study was conducted from
June 23, 1991 through May 31, 1992, utilizing a 58 question
survey instrument. The participating police agency was the
Michigan State Police (MSP). Briefly, the study requested
all MSP road patrol troopers to complete the Michigan
Emergency Response Study survey form anytime they were
involved in a vehicular pursuit during the year long study
period. Additionally, the troopers were to complete the
survey whenever they were involved in either a response to
an alarm, a medical emergency run, or a response to a crime
in progress. The non-pursuit vehicular response types were

surveyed only during specified time-frame sampling periods,
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and not during the entire study period. (The reader is
directed to the methodology portion of this paper for more
detail.)

The Michigan Emergency Response Study was designed with
three basic purposes in mind. One purpose of the study was
to obtain police pursuit data specific to Michigan that
included environmental and officer behavior information. A
second purpose of this study was to utilize the data to aid
in formulating a state-wide police pursuit policy, and to
develop a reporting system for recording environmental and
officer behavior factors during future pursuits. Finally,
this study was to serve as a model for future police pursuit
research involving Michigan county, city and municipal
police agencies. The data derived from application of this
survey instrument to other agency types would be used to
determine the generalizability of the Michigan Emergency
Response Study, and to provide a broader database upon which

to base future decision making.

Purpose of Thesis

The purpose of this thesis is to determine the relative
seriousness of the police pursuit problem, by comparing the
rates of police pursuit accidents identified in the Michigan
Emergency Response Study, to traffic accidents suffered by
-certain selected comparison groups. The groups selected for

comparison will include the general population of motor
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vehicle operators in Michigan, and Michigan State Police
troopers (on duty). Ultimately, it is hoped the results may
be useful in developing future policy and training programs

for pursuit operations.

Hypotheses

In order to logically examine the data gathered in the
Michigan Emergency Response Study, and direct the analysis
of the data towards the purpose of the thesis, it is
necessary to establish appropriate research statements, and
design hypotheses to test these research statements. The
three research statements and their associated hypotheses
are described in the remainder of this section.

The first research statement contends there is a
significant difference between Michigan State Police pursuit
accidents and accidents suffered by the general population.
The hypotheses testing this statement are:

1) Injury rates in pursuit accidents are different

from those in general population accidents.

2) There is a difference in fatality rates of pursuit

and general population accidents.

The second research statement examines the relationship
that Michigan State Police pursuit accidents bear to all
accidents suffered by Michigan State Police troopers. The

hypotheses testing this statement are:
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1) Pursuit accidents do have a different injury rate

than general MSP accidents.

2) There is a difference in fatality rates between MSP

accidents and pursuit accidents.

The third research statement says that when traffic
accidents are examined in relation to the light conditions
at the time of the accident, a difference will exist between
pursuit accidents and all other accidents. Hypotheses in
support of this research statement are:

1) There will be a difference in pursuit accident

injury rates compared to general population accident

injury rates, across differing light conditions.

2) There will be a difference in pursuit accident

injury rates compared to overall MSP accidents, across

differing light conditions.

3) There will be a difference in fatality rates in

pursuit accidents as compared to general population

traffic accidents, as examined across differing light
conditions.

4) There will be a difference in fatality rates in

pursuit accidents as compared to overall MSP accidents,

across differing light conditions.

5) Pursuit accidents will occur at a different rate

than do the accidents of the general population, or the

MSP overall, under similar lighting conditions.
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Definitions

Presentation of the following definitions should
enhance understanding of the remainder of this paper.

Police pursuit: the attempt by law enforcement
officer(s), in a police vehicle, to apprehend a suspect,
also in a motor vehicle, when that suspect is aware of the
attempt and responds with evasive driving tactics and/or
increased speed.

Negative pursuit outcomes: the occurrence of a traffic
accident or the escape of a suspect during the execution of
a police pursuit.

Road patrol personnel: sworn law enforcement
officer(s) of the Michigan State Police whose primary duty
is patrol.

Injury accident: any traffic accident that has
involved one or more personal injuries, but no fatalities,
is counted as one injury accident.

Fatal accident: any traffic accident that includes one
or more fatalities is counted as one fatal accident. A
fatal accident that includes non-fatal personal injuries is

counted only as a fatal accident.

Overview
The goal of this thesis is to utilize the data
developed in the Michigan Emergency Response Study to

establish information on the subject of police pursuit
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accidents, as compared to all accidents experienced by the
general population, and to accidents experienced by other
police officers. An outline of the police vehicular pursuit
issue, discussing some of the information uncovered in
previous studies has been reviewed. A brief description of
the Michigan Emergency Response Study, and how this study
will be analyzed in the course of this thesis, has been
presented.

Chapter II will be a more in-depth analysis and
discussion of the previous studies that have been conducted
regarding the police pursuit issue. Additionally, some
significant legal issues and cases will be considered.

Chapter III is a more detailed description of the
hypotheses, including null hypotheses. Chapter IV is a
description of the methodology of the Michigan Emergency
Response Study, and a discussion of the data analysis
procedures. Chapter V will contribute the results of the
data analysis. Finally, in Chapter VI a summary and
conclusion based upon the findings will be offered.

Ultimately, it is hoped that by contributing to the
body of knowledge concerning police pursuits, that
reasonable and well-considered policy, training, and
legislation will be developed. The results of this analysis
may also serve to be useful in the development and
evaluation of future studies in the area of police vehicular

pursuits.



Chapter II

Literature Review

Introduction

Police pursuits have been a popular subject for law
enforcement, academicians, legislators and media for many
years. Several police pursuit studies have been conducted
in the past 30 years. All have played a role in developing
opinions regarding police pursuits.

The literature will be reviewed in three sections. The
first section will examine the major studies that have been
conducted. The findings of each study will be discussed and
the strengths and weaknesses of each study will be
addressed.

The second section will encompass the liability issues
of police pursuits. The cases which have set precedents,
concerning the pursuit issue, will be examined briefly. The
effect of these decisions will also be discussed.

The third section of this chapter will be a summary of

prior police pursuit studies and pertinent traffic safety

The review of previous police pursuit studies was completed
with the assistance of Janice Hilson. Hilson, J. R. (1993).

The Michigan Emergency Response Study: Parameters of police
pursuits in different population density areas. Unpublished

master’s thesis, Michigan State University, East Lansing.

14
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information as it relates to the research statements and
hypotheses of this paper. This is being done in order to
establish a base for comparison between the available

literature and this paper.

Prior Studies on Police Pursuit

Michigan State Police Pursuit Study.

Michigan State Police conducted one of the earliest
recorded police pursuit studies in 1958 and 1959. This
study resulted in 885 high speed pursuits being reported
during an 18 month period. This study was conducted in
response to an increase in the number of high speed
pursuits. According to Frazier (1961) high speed pursuits
were defined as the police vehicle exceeding 90 miles per
hour.

Speeds up to 130 miles per hour were recorded during
the study. Speeding was the most frequently cited reason
(580 cases) for initiating the pursuit. 1In addition,
fleeing felons accounted for eleven pursuits. The findings
are summarized by Frazier (1961, p. 39) as, "Most of them
occurred in the after-dark hours, a good share were on
Saturdays and Sundays and, fortunately, the majority were on
trunkline highways in clear, dry weather conditions." Two
fatalities occurred during the study as the result of high

speed pursuits. A traffic accident claimed the life of one
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suspect and another suspect drowned trying to escape after
exiting his vehicle.

One must remember the definition of pursuit that was
used for this study when examining the data. By not
utilizing any pursuits under 90 miles per hour, lower speed
pursuits would have been omitted. This may have resulted in
pursuits occurring in more congested areas not being
recorded, therefore the conclusions reached may not

accurately depict the pursuit phenomena at the time of the

study.

Physicians for Automotive Safety.

In 1968, the Physicians for Automotive Safety released
a study of police pursuits. ' The Physicians for Automotive
Safety (PAS) study was based upon a sample of newspaper
articles published from April to June, 1967 (Charles,
Falcone & Wells, 1992). For this reason, caution must be
taken when utilizing the results.

Fennessy et al. (1970, p. 46) reported the findings of

the PAS study of newspaper articles on police pursuits as

follows:
. One out of five pursuits ended in death.
. Five out of ten pursuits ended in
serious injury.
. Seven out of ten pursuits ended in an

accident.

. One out of 25 killed was a policeman.
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. More than 500 Americans die each year as
a result of rapid pursuit by the police.

PAS made six recommendations concerning police pursuits
which are based upon the findings listed above. These
recommendations are:

. Higher selection and training standards for
police and uniform national police standards.

. Pursuit should be limited to only 20 miles
more than the speed limit and only to the
cases of violent crimes and felonies.
Traffic violations and ’‘suspicious behavior’
should not prompt ‘life and death chase.’

. Speed control with governors for all general
public vehicles to no more than 80 mph.

. Residential and densely populated areas
should never become the scene for rapid
pursuit.

. The development of more sophisticated and

scientific means of identification and
communication to obviate the need for rapid
pursuit.

. Severe penalties for the fleeing driver and
the pursuing police when the law pertaining

to both has been broken (Fennessy et al.,
1970, p. 47).

The PAS study was one of the first studies to apply
research evaluation methods to the police pursuit issue.
The execution of the study, however, presents some serious
methodological problems. One flaw in the methodology is the
reliance upon newspaper accounts for information. The
California Highway Patrol (1983, p. 9) reported the

weaknesses of the PAS study as:
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Apparently, the PAS group failed to consult with

any law enforcement personnel before conducting

their study. The California Highway Patrol'’s

experience with pursuit-related publicity is that

the vast majority of pursuits go completely

unnoticed by the media. This fact seriously

affects the validity of any of the results of the

PAS study.

Normally, newspapers report only those police pursuits that
are newsworthy. This may be at the expense of many pursuits
that end without accident or fatality (Charles et al.,
1992).

As more studies on police pursuits have been conducted
since the release of the PAS study, most being
methodologically sound, the reliance upon and the
credibility of the PAS study has diminished. This makes the

PAS study valuable for its historical significance only.

North Carolina Highway Patrol Pursuit Study.

The North Carolina Department of Motor Vehicles
conducted a study of police pursuits by their officers in
response to the Physicians for Automotive Safety study. The
purpose of this study was to compare the findings of PAS to
the police pursuit experiences of the North Carolina Highway
Patrol. This study was conducted for one week, from
November 4, 1968 through November 10, 1968 (Fennessy et al.,
1970). The study resulted in 44 high-speed pursuits.

It was found that all of the police pursuits were
initiated for traffic-related violations. None of the

pursuits were initiated because of stolen vehicles or other
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crimes. Twenty-nine of the pursuits were initiated because
of speeding or reckless driving (Fennessy et al., 1970).
Three people sustained injury due to accidents that
concluded five pursuits (Charles et al., 1992). No
fatalities were reported and four pursued drivers were able
to escape (Fennessy et al., 1970).

Driving records of 36 randomly ‘chosen North Carolina
residents were compared to the 36 North Carolina drivers who
were arrested as the result of the pursuits. The control
sample had 20 reported accidents and 49 traffic violations
among them. This compared to 44 reported accidents and 130
prior traffic arrests of the pursued drivers (Fennessy et
al., 1970).

Fennessy et al. (1970) report three flaws in the North
Carolina pursuit study. These flaws include the number of
cases acquired, the questionable training of the officers
involved concerning the study purpose and qQquestionnaire, and
the length of the study. Questions about attaining a
representative sample during such a short study period is
raised by Fennessy et al. (1970). They also expressed doubt
about the statistical reliability of the data, due to the

subdivision of the small numbers obtained during this study.

Study of the Problem of Hot Pursuit by the Police.
From July, 1969 through June, 1970, Edmund Fennessy,

Thomas Hamilton, Kent Joscelyn and John Merritt conducted a
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study on police pursuits. The purpose of this study was to
determine the extent of the problem of police pursuits and
to recommend pursuit guidelines to the police (Fennessy et
al., 1970).

The first step Fennessy et al. employed in this study
was to request statistical information from 178 police
agencies concerning hot pursuits. Fifteen agencies were
able to supply some statistics concerning pursuits by their
agency, however some of this data was of little use.

The researchers determined that trying to describe
police pursuits, using information supplied by the police,
would not be viable. Fennessy et al. then decided a one
month field survey involving four different law enforcement
agencies should supply adequate information concerning hot
pursuits. All officers of the participating police agencies
were to complete the survey any time they participated in a
hot pursuit. Hot pursuit was defined as:

An active attempt by a law enforcement officer on

duty in a patrol car to apprehend one or more

occupants of a moving motor vehicle, providing the

driver of such vehicle is aware of the attempt and

is resisting apprehension by maintaining or

increasing his speed or by ignoring the law

officer’s attempt to stop him (Fennessy et al.,

1970, p. 5).

Collection of the pursuit information was to take place
for one month at each of the police agencies. The agencies
began éollecting the data at various times between November,

1969 and January, 1970. Once collection was started by a

police agency, it was to continue for one month. Fifty-
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eight forms were completed, however, only 46 actual pursuits
had occurred (Fennessy et al., 1970).

An officer observing a traffic violation was the most
frequent reason given for initiating a pursuit. The mean
speed attained was approximately 85 miles per hour. Five
miles was the average distance of a pursuit (Fennessy et
al., 1970).

Thirty-seven of the reported pursuits terminated in the
arrest of the suspect (Fennessy et al., 1970). Five
pursuits ended in collisions and the suspect escaped in
another five pursuits. No fatalities were reported;
however, one police officer and four occupants of suspect
vehicles were injured.

Fennessy et al. estimated the national magnitude of
police pursuits using extrapolation of results from a
variety of sources. These included mailings and telephone
conversations with law enforcement agencies, the data
obtained during the one month study, and police agency
visits. In addition, data developed in the Physicians for
Automotive Safety study were also utilized. Fennessy et al.
(1970), estimated from 50,000 to 500,000 pursuits occur
annually in the United States. During these pursuits, an
estimated 6,000 to 8,000 accidents, 2,500 to 5,000 injuries,
and 300 to 400 fatalities occur.

Several recommendations were made as a result of this

study. These include the development of technical devices
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in motor vehicles (such as vehicle speed limiting devices,
vehicle identification systems, and remote vehicle ignition
disabling systems), an increase in pursuit driving training
for police, an increase in penalties for those who flee the
police, a database on police pursuit policy, a nationwide
data collection system of pursuits, and an analysis of
offender traits (Fennessy et al., 1970).

The statistical data the researchers sought to acquire
from police agencies was not available. Consequently, a one
month field survey was conducted. This study period may not
be representative of all police pursuits that occur, as the
limited time may not account for seasonal differences in
environmental and driver activity.

The national police pursuit estimates, as derived by
the researchers, must be viewed cautiously. The researchers
themselves admonish about the certainty of the estimates
given. "Such estimates cannot, of course, be precise"
(Fennessy et al., 1970, p. 85). Furthermore, one must
remember that the 1968 study by the Physicians for
Automotive Safety was used as part of the formula from which
the estimate of national incidence of police pursuits was
based. The PAS study is problematic in itself. Other
conclusions using this data, may therefore be suspicious.

As shown previously in this literature review, that study is

methodologically flawed and thus unreliable. Consequently,
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data that are based upon that study, may also be
questionable.

Many of the recommendations made by Fennessy et al.
(1970) are reverberated in studies that have been conducted
since. Unfortunately, the sound and sensible
recommendations that were made in the study have yet to be

adopted by police agencies.

Phoenix Study.
From February 1, 1980 through April 30, 1980, Phoenix

(Arizona) Police Department conducted a survey, within their
department, of pursuits and other high speed driving
incidents. This study was to ascertain the magnitude of
high speed pursuits in the Phoenix Police Department and to
determine if any changes of policy were needed (Margolis,
1981).

Patrol officers were to complete the survey every time
red lights and siren were used and/or the officer drove over
55 miles per hour. The squad sergeant collected the
completed forms from the officers at the conclusion of the
shift. Forty-eight surveys were collected during the 90 day
study period.

Fifty percent of the pursuits were initiated because of
traffic violations. The suspect was apprehended in 63
percent of the pursuits (Margolis, 1981). In addition, 27

percent of the pursuits ended in accidents, however, no
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injuries or deaths occurred. Speeds of 50 miles per hour or
more were reached in 88 percent of the pursuits and 88
percent of the pursuits involved a single police vehicle.

A problem with the Phoenix study is that the study is
based upon high speed runs, not only pursuits. These
included fights, hot calls and other emergency incidents
(Margolis, 1981). 1In reporting the findings, Margolis
(1981) does not differentiate the results of pursuits and
those that occurred during the other incidents. The study
may therefore not accurately characterize pursuits. The
stﬁdy, however, may have met the objectives of the Phoenix
Police Department, which was to review their policy

concerning high speed driving.

Solicitor General’'s Special Committee on Police

Pursuits.

The Ontario, Canada Solicitor General’s office
collected data on 6,757 police pursuits, from 1981 through
1984 (Alpert & Dunham, 1990). These data represent pursuit
information from all police agencies in Ontario. The
agencies ranged in size from five to 5,000 officers.

The initiating reason in 57 percent of the pursuits was
speeding and other minor traffic offenses. The next most
frequently given reason for initiating the pursuit was
dangerous driving (17%) (cited in Alpert & Dunham, 1990).

Stolen cars were the reason for 9.5 percent of the pursuits.
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In addition, five percent of the pursuits were instituted
for serious criminal offenses. All of the pursued drivers
were male and the average age was 22.7 years.

It was reported that 1,578 (23.4%) pursuits concluded
in property damage accidents. In addition, 872 total
injuries were reported in 642 (9.5%) personal injury
accidents and 33 deaths occurred in 26 (0.38%) other
pursuits (cited in Alpert & Dunham, 1990).

The committee recommended that vehicle pursuits be
conducted only when a criminal offense has been committed
and that pursuits be prohibited for certain offenses. 1In
addition, the committee suggested that a new policy be
adopted by all police forces in the province (cited in
Alpert & Dunham, 1990). Additionally, these new
restrictions must be accompanied by alternative means for
apprehending violators (cited in Alpert & Dunham, 1990).
These included, impoundment of the vehicle, cameras in
squads to photograph the suspect vehicle, holding the owner
of the vehicle criminally responsible, and using air support
in metropolitan areas.

One must be careful when generalizing the data to the
United States. This caution is due to legal, cultural and

social differences.
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California Highway Patrol Pursuit Study.

A police pursuit study was conducted by the California
Highway Patrol from April 1 through September 30, 1982. The
purpose of the study was to "...identify the true magnitude
of the pursuit phenomenon and to gather information about
those causes and relationships of pursuits‘that are
presently left to assumption and speculation® (California
Highway Patrol, 1983, p. 1). Seven objectives were
established so that this purpose could be met. These
objectives were to identify:

1. Hazards of pursuits.

2. The effect of the officers’ actions on the
pursuit hazards.

3. The need for change in the pursuit
policy or procedure.

4. Techniques which are effective during
pursuits.

5. The impact of the type of vehicle on
pursuit outcomes.

6. The reason for pursuits.

7. Factors that cause injuries.

Ten police agencies from California and the California
Highway Patrol (CHP) participated in this study. All
officers from the agencies were to complete a survey
instrument for each pursuit that occurred. The six month
study yielded a total of 683 pursuits (California Highway

Patrol, 1983). The California Highway Patrol reported 480
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pursuits and the remaining 203 were from the other
participating law enforcement agencies.

Once completed, the questionnaires were forwarded to
CHP researchers for analysis. The California Highway Patrol
(1983) found the initiating reason for most pursuits (63%)
was violation of the vehicle code.

Sixty-eight percent of the pursuits terminated for one
of three reasons (California Highway Patrol, 1983): 1) the
pursued suspect voluntarily stopped and surrendered (36%);
2) a collision occurred which involved the pursued vehicle,
at which time the suspect surrendered (19%); and, 3) the
suspect escaped after out-running the police vehicle (14%).

It was found that 29 percent of the pursuits terminated
in accidents, 11 percent ended in injury accidents, and one
percent resulted in a fatal accident (California Highway
Patrol, 1983). The accident rates determined in this study,
when compared to those reported in the Physicians for
Automotive Safety study, are much less severe.

Another result of this study was the formation of a
profile of the typical police pursuit (1983, p. 20):

. The pursuit will be initiated after an

officer witnesses the driver of the pursued
vehicle commit a Vehicle Code violation.

. The pursuit will occur toward the end of the
week between 1500 and 0300 hours.

. The pursuit will travel one mile and last one
to two minutes.

. Two ground units will be involved in the
pursuit with no air support.
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. The pursuit will take place in an urban area.

. The pursuit will terminate because the
pursued driver voluntarily stops or crashes
and surrenders; or because the pursued driver
outruns the police vehicle.

. The driver of the pursued vehicle will be
arrested and booked.

. No firearms or forcible stop will be used
during the pursuit.

. The pursued driver will be a male, 20 years
old.

. High speed driving will be the method used by
the pursued driver while trying to evade
arrest.

The majority of the participants were California
Highway Patrol officers, whose primary duties were traffic
law enforcement. The results of this study did not
differentiate between surveys completed by CHP officers and
surveys completed by officers with general police
responsibilities. Had this occurred, the most common reason
for initiating the pursuit may have been different. In
addition, this may account for the majority of initiating
reasons for pursuits being vehicle code violations.
Furthermore, the results of this study may not be
generalizable to urban traffic situations, as the majority
of respondents (CHP officers) enforce traffic laws on
freeway, expressway and state highways, rather than upon
city streets.

The authors of the California Highway Patrol pursuit

study (1983) state the spring and summer months are periods
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of low precipitation. This may affect the number of
pursuits as well as the number of accidents which may have
been related to road and weather conditions.

The California Highway Patrol Pursuit Study is regarded
as pivotal in the examination of the full magnitude of
police pursuits. The data derived from this study are
statistically well analyzed and the study is well defined.
Simple percentages and cross-tabulations are not solely
relied upon, rather, measures of significance were applied

to the data.

Michigan State University Study (Beckman).

A police pursuit study that involved 75 law enforcement
agencies was conducted by Erik Beckman. This study was
conducted from April 1, 1984 through September 30, 1984.
Thirty-five sheriff'’s departments and 40 city police
departments were involved. The law enforcement agencies
were from several states and territories including: Alabama,
Arizona, California, Florida, Georgia, Hawaii, Louisiana,
South Carolina, Tennessee, Guam, and the Virgin Islands
(Beckman, 1986). Each officer, who had participated in a
pursuit, was to complete a survey questionnaire. Four
hundred twenty-four questionnaires were completed and
analyzed.

Beckman (1986) acknowledged the California Highway

Patrol Study as the first valid study on pursuits. He then
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chose to utilize a modified version of the CHP questionnaire
for his study.

The majority of reported police pursuits were initiated
for violations of the vehicle code (Beckman, 1986). This
corresponds to the findings of the California Highway Patrol
Study concerning the initiating reason.

Analysis of the terminating event for the pursuits,
showed 77 percent culminating with the suspects being
apprehended; the suspect escaped in 22 percent of the
pursuits; and, one percent were continued by another police
agency. In addition, 28 percent of all pursuits terminated
in voluntary suspect stops, while seven percent ended by
ramming or in forcible stops. Those pursuits that ended
with forcible stops, subjected suspects to injuries in 12
percent of these pursuits, but yielded an arrest rate of 96
percent. The injury rate to suspects during ramming or
forcible stops was higher than the 9.9 percent injury rate
to all suspects.

This study reported 22.87 percent of the pursuits
resulted in property damage accidents, 14.85 percent of the
pursuits resulted in injury accidents, and 2.83 percené
resulted in fatalities (Beckman, 1986). Based upon these
findings, as well as accidents occurring during pursuits of
all time and distance durations, Beckman (1986) concluded

that no pursuit is particularly safe.
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Police agencies should adopt a policy that places
restrictions on pursuits, due to the hazards presented to
police, suspects and third parties. This policy would
include when and how to pursue, termination of the pursuit,
and the use of forcible intervention (Beckman, 1986). In
addition, Beckman stated that this policy should balance the
hazards to persons against the need for apprehending the
suspect. In addition, officers must be trained in observing
and executing their agency'’s policy, as well as in pursuit
driving techniques.

Beckman’s study is not without criticism. No reasons
are reported for choosing the law enforcement agencies which
were selected for the study. In addition, Beckman does not
explain why he chose to include police agencies from
territories, such as the Virgin Islands, instead of
additional states. He does not describe the size of the
police agencies involved, the number of sworn officers of
each department, and if all officers from each of the
departments were to participate or if he relied upon an
officer sample from each agency. Replication of the study
is hindered by these oversights. In addition, these
omissions make it difficult to determine the accuracy of the
study.

Beckman relies primarily on percentages in the analysis
of the data and often fails to cite raw numbers. Inaccurate

perceptions can result as large percentages do not
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necessarily indicate large numbers of incidents. No measure
of significance was used or given by Beckman.

Beckman enlarged the scope of the study of police
pursuits to previously unexamined geographical areas. This
study is also valuable in that it provides additional data
which pertain to police pursuits at a time when little
empirical research had been completed. This study did serve

to expand the general knowledge of police pursuits.

Miami-Metro Dade County Pursuit Study.

A two phase study of police pursuits was conducted by
Geoffrey Alpert and Roger Dunham (1990) in Dade County,
Florida. The main purpose was to develop information about
the role of pursuits in policing and crime control. The
first phase analyzed the pursuit policies of numerous law
enforcement agencies throughout the country. This review,
which began in 1984, resulted in the formation of a model
pursuit policy. This policy was then adopted by all law
enforcement departments in Dade County. A portion of this
policy directed all officers, who were involved in a police
pursuit, to complete a form regarding the pursuit. This
form was a modified version of the questionnaire used in the
1983 California Highway Patrol pursuit study.

After implementing the pursuit policies, the second
phase of the study ensued, from 1985 through 1987. This

involved an empirical analysis of police pursuits involving
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members of the Metro-Dade Police Department and the Miami
Police Department. This study used data obtained from the
form developed during the initial phase of this study. The
Metro-Dade County Police Department was involved all three
years. This resulted in 819 pursuits reported from that
agency. The Miami Police Department participated only
during calendar year 1986; however, this yielded 133
pursuits. In all there were 952 pursuits reported.

Fifty-four percent (514) of the pursuits were initiated
for traffic violations (Alpert & Dunham, 1990). Felony
stops or suspected felons accounted for 312 (33%) of the
pursuits. Alpert and Dunham (1990) reported that of all the
pursuits, 310 (33%) resulted in accidents. Personal
injuries occurred during 160 pursuits (17%) and seven (0.7%)
pursuit related deaths occurred. The suspect escaped in 298
of the pursuits and pursuits were terminated by the officer
or supervisor in 40 cases. A total of 646 suspects were
apprehended.

Several conclusions were reached by Alpert and Dunham
(1990). These included the application of a cost-benefit
analysis, officer gender and negative pursuit outcomes, the
relationship of officer age to negative pursuit outcomes,
and the role of aleatory elements in police pursuits. A
negative pursuit outcome is the occurrence of an accident,
the suspect escaping, or injuries to any party, including

indirectly involved third parties (Alpert & Dunham, 1990).
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Alpert and Dunham (1989) implemented cost-benefit
analysis in the determination of the risk of police pursuit,
by comparing the number of apprehensions to negative
outcomes. The authors resolved that the cost factor of a
pursuit is substantially less than would be expected. 1In
essence, negative outcomes do not occur as often as
textbooks and the media speculate. The benefit of pursuits,
as revealed in this study, is fairly high. This is shown by
the arrest rate of approximately 75 percent. In addition,
50 percent of these arrests were for felony charges. The
administrator responsible for developing police pursuit
policy must determine the acceptable and unacceptable risks
of police pursuits.

Male officers exhibited a higher likelihood for
negative pursuit outcomes than female officers. This did
not apply to the suspect escaping, where no significant
discrepancy existed between male and female officer
performance. Alpert and Dunham (1990) concluded female
officers conducted superior pursuits on a cost-benefit
basis.

Alpert and Dunham (1990) determined officer age was a
meaningful factor in determining pursuit outcome. In the
majority of cases, the likelihood of a negative pursuit
outcome was greatest for officers under the age of 40. This
probability increased for officers in their twenties.

Younger officers were less likely to arrest suspects.
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Alpert and Dunham (1990, p. 63) concluded, "Age was not a
factor in explaining apprehension. In other words, younger
officers conducted less efficient chases with respect to the
cost-benefit ratio than older officers."

Aleatory element analysis considers the effect of
chance events upon the outcome of a police pursuit (Alpert &
Dunham, 1990). These events can encompass happenings such
as the unintended intervention of uninvolved motorists or
pedestrians, and unexpected offender behavior. Also
contributing to the outcome are the psychological processes
of the individual officer. For example, a less aggressive
officer may employ more cautious driving behavior than a
more aggressive officer. Another example may be that some
officers see the fleeing offender as a slight to the
officer’s authority, thus angering the officer. Pursuit
policy must therefore reflect the existence of these factors
and attempt to limit their impact. During a pursuit,
officers and supervisors must continually measure the need
of immediate apprehension of the offender to the risk of the
pursuit (Alpert & Dunham, 1990). Officer training in
pursuit issues should include the pursuit policy, the
psychological processes undergone during the pursuit and the
mechanics of pursuit driving.

One must remember that the police departments involved
in this study, had adopted a comprehensive police pursuit

policy prior to the study. The character and intensity of
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the pursuits that took place during the study period may
have reflected this policy. The existence of a pursuit
policy may limit the applicability of the study to agencies
lacking a police pursuit policy. In addition, this study
was conducted primarily in a metropolitan area. Due to
nature of the locale, one must be cautious when generalizing
this study to less populated areas.

Of particular interest to this thesis, Alpert and
Dunham (1990) compared pursuit-related traffic accidents to
all traffic accidents in Dade County. They reported that
Metro-Dade Police investigated 10,045 accidents in 1987.
These accidents included 6,118 injury accidents (61%), and
113 (1%) fatality accidents. Less than one percent of these
accidents were attributable to police pursuits.

Alpert and Dunham (1990) also compared the pursuit
accidents to all police accidents experienced by Metro-Dade
officers. This is an important comparison, as the police
officers would likely have been exposed to similar driving
hazards and similar levels of vehicle operation training,
thus constituting a fairly homogeneous group for comparison.
In 1986, Metro-Dade Police Department employed approximately
2000 officers, and operated approximately 1000 patrol cars.
These officers were involved in 614 accidents in 1986,
including 78 (14%) injury accidents. 1In 1987, the officers
were involved in 602 accidents, including 67 (12%) injury

accidents. The 1987 police accident figures represent six
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percent of all Dade County accidents, and 1.1 percent of all
Dade County injury accidents.

The Alpert and Dunham study reflected sound
methodological practices. The total number of pursuits was
quite large (952). The data on all pursuits were verified,
and 10 percent of the cases were reconfirmed (Alpert and
Dunham, 1990). The accuracy of the data was enhanced by
checking officer and defendant information, radio
communication records, and previous year driving and
accident records of the Metro-Dade police officers. The
data were analyzed statistically, to determine if the values
were significant.

Alpert and Dunham’s application of the data involving
injuries to the offenders can be misleading. There is no
differentiation between injuries sustained by the suspects
as the result of pursuit accidents and those that occurred
during the post-pursuit arrest of the suspect. Alpert and
Dunham (1990, p. 59) state, "“... nearly one-third of the
injuries occurred after the chase terminated and while the
officer was attempting to make an arrest." All injuries to
suspects are included in the analysis of personal injury.
This may lead one to believe that all injuries of the
suspect are traffic accident related, when indeed they are

not.
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Chicago Police Department Statistics.

At the same time a new police pursuit policy was
adopted by the Chicago Police Department, data collection on
police pursuits commenced. Seven hundred and forty-one
pursuits were reported (Patinkin & Bingham, 1986). Patinkin
and Bingham reported a pursuit accident rate of 18 percent,
with five percent resulting in injuries, and 0.1 percent
concluding in fatalities. Seventy-six percent of the
pursuits concluded with an arrest.

Patinkin & Bingham (1986, p. 61) do not directly report
the time span of the study, noting only, "However two years
ago the present administration, under Superintendent Fred
Rice, realized there was a need to reevaluate the
department’s pursuit policy.*" The authors do state
compilation started in May, 1984. The information
previously given is the only data presented by the authors
and no other data analysis is performed.

Patinkin and Bingham (1986) note the officers reported
additional information to the agency, such as initiating
reason, speeds attained, and distance traveled, however, no
attempt is made to describe this information in the article.
The Chicago Police Department has taken an important step in
attempting to answer the question of the magnitude of police
pursuits. Such information has been lacking in the past.
Realistically, the utility of the information is dependent

upon the quality and extent of analysis that is performed.
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In that regard, the value of this data has not been entirely

realized.

Kentucky State Police Pursuit Study, 1989-90.

The Kentucky State Police collected data of police
pursuits conducted by that agency from May 1, 1989 through
April 30, 1990. This study had two stated purposes. The
first was to gather and analyze police pursuit data from a
rural police agency. The second purpose of this study *"was
a comparative analysis of what types of pursuits lend
themselves to an incidence of accident and, hence, injury,
and what type don’t" (Oechsli, 1990, p. 4). Intra-agency
teletypes were used to collect the data. Oechsli does not
discuss if all pursuits were reported via the teletype or,
if some pursuits were reported by other means.

This study resulted in 235 police pursuits being
reported (Oechsli, 1990). The majority of pursuits, 174 or
74.1 percent, were initiated for traffic offenses.
Apprehension of the suspect occurred in 76.4 percent of the
pursuits. The accident rate was 22.6 percent (53),
resulting in 13 (5.5%) injuries and one death.

Oechsli (1990) compared this study to the findings of
the Miami-Metro Dade County Pursuit Study. Reckless
driving/DUI was the initiating reason for 32.3 percent of
the rural pursuits as compared to four percent of the

pursuits in the Miami-Dade County area. It was also found
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that apprehension of the suspect is more likely to occur in
Kentucky than in the urban area (77.9% to 61.8%). Personal
injury from accidents are less likely to occur in the rural
area (5.5%) than in the urban area (14.3%). The duration of
pursuits was longer in the rural area than the urban area.
Kentucky experienced 17.4 percent of the pursuits lasting
eleven minutes or more, while the urban area reported 6.5
percent of their pursuits lasting that long.

A new dimension to the information already available on
police pursuits is introduced by this study. This dimension
is the rural police department. Unfortunately, the lack of
a description of the data collection method hinders the
determination of the reliability and validity of the

information discussed by Oechsli.

Police Pursuit Driving Operations in Illinois.

A study involving 86 Illinois police agencies was
conducted by James Auten from January 1 through December 31,
1990. The purpose of the study was "...to expand upon the
currently existing body of knowledge concerning police
pursuit driving operations. However, this current project
is also an extension of a similar project begun in March,
1989*" (Auten, 1991, p. 13).

The 1989 study surveyed 824 Illinois law enforcement
agencies. The response rate to this section was

approximately 36 percent (296). The purpose of the
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preliminary project was to ascertain each agency'’s concept
of a typical pursuit. This study also served as a field
test for the 1990 study and to modify the questionnaire
later used.

Of the 86 participating police agencies in the 1990
study, all officers were to complete a survey questionnaire
after each police pursuit. A total of 286 pursuits were
reported during the study.

In 58 percent of the pursuits the initiating event was
a minor traffic violation (Auten, 1991). The second most
frequent initiating event was operating a motor vehicle
while intoxicated (12%). Auten (1991, p. 30) states, "In
the final analysis, the nature of the initiating event, in
almost every instance, becomes the criteria against which
the reasonableness of all pursuit related decisions will be
judged.*

Traffic accidents occurred in approximately 41 percent
of the reported pursuits (Auten, 1991). Property damage
accidents occurred in 28 percent of all pursuits; injuries
were sustained in 12 percent of the pursuits; and,
fatalities occurred in 1.4 percent of the reported pursuits.

Thirty-four percent of the pursuits were terminated
when the suspect voluntarily stopped and surrendered. 1In 33
percent of the pursuits, the terminating event was the
involvement in a traffic accident (Auten, 1991). Forcible

stops terminated 15 percent of the reported pursuits.
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Approximately 18 percent of the suspects attempted to
escape on foot following the termination of pursuit (Auten,
1991). Nine out of ten attempts to escape on foot happened
after the suspect had either "voluntarily* stopped or had
been involved in a traffic accident. Forty-three percent of
these suspects were successful in evading capture by the
police officer.

This study paralleled many of the factors and
characteristics of the previous police pursuit studies. Not
only does this study add to the existing knowledge on police
pursuits, it examines characteristics not fully developed in
previous studies. One such factor is information on
suspects escaping on foot, after the pursuit had supposedly
ended.

Unfortunately, this study does not include the two
largest police agencies in Illinois, the Illinois State
Police and the Chicago Police Department. Auten (1991)
warns that any attempt to generalize the data to the entire
State of Illinois must be done with caution.

It is not clearly explained who was responsible for the
completion of the survey. This can be a problem in that the
party who actually participated in the pursuit incident may
not have completed the survey. The data may not have been
accurate if the participating officer in the pursuit did not
complete the survey. No explanation of the collection

procedure for the completed surveys is given. This
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oversight creates concern regarding the accuracy and
anonymity of the surveys. If supervisors had access to the
completed surveys, lower ranking officers may intentionally
alter the data to protect themselves from possible

disciplinary action.

Police Pursuit in Pursuit of Policy.
From January through December, 1991, Michael Charles,

David Falcone and Edward Wells conducted a study of police
pursuits. Rather than examining empirical data on specific
pursuits, this study examined police attitudes and policies
regarding pursuits. Four separate surveys constituted this
study: the Officer Survey; the Administrative Survey; the
Police Field Interview Form; and, the Administrative
Telephone Survey. This study involved 51 police departments
from Illinois. The purpose of the study was to "develop a
data base helpful to government officials, police
administrators, and police personnel® (Charles et al., 1992,
p. 25). According to the authors, the data base derived
from this study can be the foundation for the formation of
sound police policies and for informed debate concerning the
pursuit issue. In addition, Charles et al. (1992) state
this study differs from previous studies. This study
collects information about organizational response to the

pursuit issue, as well as attempting to understand and
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compare how police officers and administrators
operationalize police pursuits.

Fifty-one police agencies were contacted to complete
the Administrative Survey. Thirty-five agencies did provide
the requested information (Falcone, Wells, & Charles, 1992).
Of these agencies, 18 had maintained records on police
pursuits and were able to provide data from the previous
year. A total of 149 pursuits were reported.

The Officer Surveys were distributed to officers of 44
police agencies. Of the 2,780 surveys, 784 were returned,
yielding a response rate of 28 percent. Of the responding
officers, 339 officers claim involvement in at least one
pursuit during the study period (Falcone et al., 1992). The
officers reported a total of 875 pursuits, as some officers
were involved in more than one pursuit and some officers
claimed to have been involved in as many as 20 or more
pursuits.

The Officer Survey reported a median pursuit distance
of 4.4 miles, lasting an average of 5.1 minutes (Falcone et
al., 1992). This corresponds to the findings from the
Administrative Survey of 3.2 miles and five minutes. Both
the officers’ and the administration’s perception of the
initiating event is very different from the actual
precipitating factor. Felonies were perceived as the
initiating event by 62 percent of the responding officers

and by 66 percent of the administrators. When officers were
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asked what the actual precipitating event was for their own
pursuits, at least 75 percent replied that they initiated
the pursuit for non-felony offenses.

The pursuit accident rate reported in the
Administrative Survey was 26 percent. This is slightly
lower than the rate reported in the Officer Survey, which
was 34 percent.

The Officer Survey related that 97 percent of the
reported pursuit accidents involved the suspect vehicle.
This is higher than the Administrative Survey, which
indicated only 80 percent of the pursuit accidents involved
the suspect vehicle. Administrative and Officer Surveys
both reported a 16 percent involvement of third parties in
accidents.

The Officer Survey found injuries had occurred in 17
percent of the pursuits. Again this is higher than the nine
percent rate reported in the Administrative Survey. The
Officer Survey attributed 15 deaths to pursuit accidents.
This is in sharp contrast to the results of the
Administrative Survey which reported no fatalities. It is
not known why this discrepancy in fatality rates exists.
Falcone et al. (1992) conjecture that "telescoping" of data
could have occurred. They do not, however, believe this
would account for all fifteen fatalities reported by the

officers.
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The third section of the study, conducted by Falcone et
al., was field interview surveys. These field interviews
were to validate information derived from the Administrative
and Officer Surveys (Falcone et al., 1992). In addition, the
interviews were to provide information that was not
obtainable through the other formats. Interviews were
conducted with 107 law enforcement officers of all ranks,
representing 29 law enforcement agencies.

It was found that some supervisory and administrative
personnel were reluctant to engage in pursuits. Yet no
particular reason was given for this reluctance. The same
personnel stated that they were aware of unauthorized
pursuits being conducted by subordinate officers, as well as
the deceptive behavior regarding these pursuits.

Interviews with lower ranking police officers divulged
two reasons for the under reporting of pursuits (Falcone et
al., 1992). The first reason was the officers’ perception
that the policy is restrictive and is also in conflict with
their ideological beliefs. The second reason is the fear of
departmental discipline for participating in unauthorized
pursuits.

The fourth survey conducted as part of this study was
the Administrative Telephone Survey (Falcone et al., 1992).
This section was conducted to elicit organizational and
demographic data concerning the participating agencies.

Thirty-five agencies participated in this section. The
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information developed from this survey was used to
complement the Administrative Survey results. This was
especially useful when those results could not be accurately
measured by the initial Administrative Survey. The results
of the Telephone Survey are not separately discussed, but
rather were included in the results of the Administrative
Survey.

Several weaknesses in the methodology of the Police
Pursuit in Pursuit of Policy Study are described by Falcone
et al. (1992). One particular deficiency is the sampling
method. The Research and Development Division of the
Illinois State Police worked with the authors to identify
police agencies to include in the study. Large police
agencies are over represented. This was done, however, in
an effort to sample police agencies who would most likely
have well-developed written pursuit policies.

In order to limit the negative effect of any one
method, Falcone et al. (1992) implemented a variety of
survey methods. In addition, this aided the authors to meet
one of the stated purposes of the study, the
operationalization of pursuit policy by both administration
and line officers.

This study relied upon departmental records of pursuits
and upon individual officers’ recollections. Relying upon
this type of information can be imprudent. As was found

during the study, only about half of the police agencies
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maintained any type of records from which data could be
retrieved. In addition, officer recollection of past
pursuits could also be faulty. In examining the Officer
Survey and the Administrative Survey, the accuracy of
departmental records and officer memory appears somewhat
suspect, in comparison. It is not known which contributes
more to the large discrepancy which was shown for some

factors concerning police pursuits.

Legal Issues of Police Pursuits

Vehicular pursuits, as any other aspect of law
enforcement, are ultimately controlled by the rule of law.
State statutes, federal codes, local ordinances and
departmental policies that apply to police pursuit
operations are often vague, thus leaving the bulk of
regulation to the implementation of case law that results
from trial and appellate decisions. Consequently, any paper
that discusses the impact of police pursuits should provide
some information on legal decisions affecting vehicular
pursuit operations.

Police ‘pursuits generally come under the purview of the
courts when an unexpected incident has occurred that has
resulted in accidental damage, injury or death to suspects
or uninvolved third parties. The pursuing officer is now
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