
A total o
enforcem
(measure

 

Officers 
activities
indicated

f 100 officer
ment adminis
ed in hours) i

were asked w
s.  According
d that TACT

0.00%

5.00%

10.00%

15.00%

20.00%

25.00%

30.00%

L
Fi

Of

rs responded
strators.   Dis
in the TACT

whether TA
g to the summ
-related duti

Less Than
ive Hours

5

fficers A

d to the surve
splay 6.3.1.1
T program am

Disp

CT-related a
mary presen
ies were not 

5-10 Hours

Amount 
TACT

126 
 
 

ey. The resp
1b shows a b
mong the res

play 6.3.1.1b

 

activities we
nted in Displ

too dissimil

11-20 Hours

of Parti
T Progr

pondents com
breakdown o
sponding off

b 

ere different 
ay 6.3.1.1c, 
lar form thei

21-50 Hours

icipation
am

mprised 92 o
of the level o
ficers. 

form their n
the majority

ir normal pat

Over 60 Hou

n in the 

officers and 8
of involveme

normal patrol
y of officers 
trol duties. 

urs

8 law 
ent 

 

l 



Interestin
best perfo
Statewid

Respond
drivers an
Display 6

ngly, the maj
formed at the
e TACT pro

ents were as
nd the gener
6.3.1.1d and

0.00%

5.00%

10.00%

15.00%

20.00%

25.00%

30.00%

35.00%

40.00%

D

jority (60%)
e discretion o
ogram.   

sked about th
ral public reg

d 6.3.1.1e, re

Not Much

Differen
From

Disp

) of respondi
of individual

heir opinion 
garding the T
spectively. 

Somewha

nce Betw
m Norma

127 
 
 

play 6.3.1.1.c

ing officers i
l officers as 

of the feedb
TACT progr

at Quite D

ween TA
al Patrol

c 

indicated tha
opposed to b

back they rec
ram.  The res

Different C

ACT Acti
l Activit

at TACT typ
being condu

ceived from 
sults are sum

Completely
Different

ivities 
ties

pe enforceme
ucted as part 

both truck 
mmarized in 

ent is 
of a 



  

0.0%

10.0%

20.0%

30.0%

40.0%

50.0%

60.0%

70.0%

M

F

0.0%

10.0%

20.0%

30.0%

40.0%

50.0%

60.0%

M

F

More Positive t
Negative

Feedback
the Va

More Positive 
Negative

Feedback
Public

Disp

Disp

than Abo
Positiv

k Receiv
alue of th

than Abo
Positiv

k Receiv
c on the 

Pr

128 
 
 

play 6.3.1.1d

 

play 6.3.1.1e

out the Same,
ve and Negativ

ved from
he TAC

out the Same,
ve and Negativ

ved Fro
Value o
rogram

d  

e 

e
More Neg

Posi

m Truck
T Progr

ve
More Neg

Pos

m the G
of the TA

gative than
itive

kers on 
ram 

gative than
sitive

General 
ACT 

 



Displays 
Overall, t
only poss
statewide
they coul
of car an

6.3.1.2 R

Truck dri
The parti
Truck dri
various tr
Truck Dr

 

 

6.3.1.1 d an
the officers’
sible excepti
e program or
ld best perfo
d truck inter

Recent Truc

ivers were a
icipation in t
ivers was als
rucking com
river survey.

nd 6.3.1.1e in
 attitudes tow
ion would be
r left for indi
orm TACT-r
ractions led t

ker Surveys

lso encourag
the survey w
so placed on

mpanies that 
.  

Dis

ndicate an ov
ward the TA
e to the ques
ividual offic
elated activi
to more citat

s 

ged to comp
was complete
n the Safe Ho
operate in A

splay 6.3.1.2

129 
 
 

verall positiv
ACT program
stion with reg
cers to enforc
ities on their
tions after co

lete an intern
ely voluntary
ome Alabam

Alabama.  Di

2 Truck Driv

ve opinion o
m were gener
gard to whet
ce.  Althoug
r own, over h
onducting th

net-based su
y and anonym

ma website an
isplay 6.3.1.2

iver Survey

of the TACT
ral positive a
ther TACT w

gh more offic
half indicate
he TACT pro

urvey on the 
mous.  The s
nd the link w
2 shows a sc

T program.  
as well.  The
was best run
cers respond
d that aware

ogram.   

TACT prog
survey for th
was e-mailed
creenshot of 

e 
n as a 
ded 
eness 

gram. 
he 
d to 
f the 

 



130 
 
 

There was an overall positive attitude expressed toward the TACT conveyed via the trucker 
survey.  There were only fifteen responses to the online trucker survey, and of these the majority 
was from administrators (i.e., owners and managers) not drivers.   The results indicated industry 
support for TACT.  Specifically, 94% of the respondents indicated the program was positive and 
100% indicated they felt the enforcement was fair.  Interestingly, the trucker survey indicated 
more support for large-scale programs such as TACT as opposed to more ad hoc, individual 
officer based enforcement. 

Two thirds of the trucker survey respondents indicated they had been exposed to the PI&E 
campaign, while the remaining third indicated no awareness of the current program.  More 
importantly, 60% of the respondents indicated the PI&E in some way changed the way they view 
cars on the road.  Most all of the respondents indicated that the best way to address cars driving 
improperly around trucks was through a large-scale campaign such as TACT, 75% reported that 
they were more aware of the potential traffic offenses involving car-truck interaction as a result 
of the program.  A quarter of the respondents stated they know of at least one trucker who 
received a citation as part of the TACT campaign.  And finally, 87% of truckers surveyed believe 
that the TACT campaign accomplished its objective of changing driving behavior around trucks.  

6.3.1.3  Recent Driver Survey   						

Surveys were issued to each of the study locations in February, April, June and July with the 
intention of covering the various study periods (Before, PI&E, PI&E+E and After).  The final 
survey materials were obtained from the various driver licensing stations in mid-August 2011, 
about six weeks after the TACT project.  

A total of 1,400 surveys were distributed and 232 survey responses were gathered from both the 
study and control corridors.   Assuming that there was sufficient traffic in the Drivers’ License 
Renewal Offices (DLROs) to support the completion of this number of forms, this indicates a 
17% response rate.  Display 6.3.1.3 shows the breakdown of survey responses for each study 
period within the study and control corridors.   

Display 6.3.1.3 Surveys Distributed by Counties for each Study Period 

CORRIDOR DLRO BEFORE PI&E  PI&E+E AFTER  TOTAL

Study 
Shelby 32 37 12 25 106 

Tuscaloosa 26 9 1 13 49 
Total Study 58 46 13 38 155 

Control 

Lee 12 25 9 13 59 
Macon 1 10 6 1 18 

Total Control 13 35 15 14 77 
Total by Study Period 71 81 28 52 232 
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The following is a discussion of the survey results, by question: 

1. The vast majority (88.4%) of the respondents were enforcement officers; the remaining 
11.6% were law enforcement administrators. 

2. Only a little over 25% of the respondents had 10 hours or less participation in the TACT 
program, while over 60% had more than 20 hours, and 37.2% had over 50 hours.  This 
indicates that the respondents generally had extensive experience with the TACT 
program. 

3. Generally speaking the officers did not see the TACT program as being a major deviation 
from their normal activities.  Only 26.3% of them responded with “quite a bit different” 
or “completely different,” but almost the same proportion responded “not very much 
different at all.”  The majority (55.8%) responded with “somewhat different.”  The 
positive aspect of this response is that TACT was not perceived to cause a major 
disruption of officer activity.  The downside is that some definitive changes in approach 
were expected.  Apparently from the eCite comparisons there were major changes in the 
citations issued.  Apparently officers did not perceive this to be a major change in their 
approach. 

4. Officers were not unified as to whether a TACT program was needed or whether this 
could be done as effectively by individual independent activity on their part.  They were 
split almost evenly on this question. 

5. As opposed to Question 4, there was over a two to one majority who believed that due to 
the TACT program they are now more aware of traffic offenses that involve interactions 
between personal and commercial vehicles. 

6. This response effectively reflects that of Question 5.  Apparently those who felt that they 
were made more aware of certain offenses acted on that awareness by issuing more of 
these types of citations even after the TACT program was over. 

7. This was an extremely one-sided response indicating the belief that the feedback that the 
officers got from truckers was positive to the TACT program.  This can be compared to 
the responses from the truckers covered in the next section. 

8. This question was an interesting contrast to the previous one.  The question was 
effectively the same but instead of it being feedback from truckers it is feedback from the 
general public.  Perhaps the feedback being referenced here is that when receiving a 
citation, which would not be expected to be very positive.  Generally only about 6% of 
the citations were given to CMVs, so it is reasonable that CMVs would be more 
favorably disposed to the TACT program as opposed to the truckers. 

9. The bottom line question of whether the TACT program saved lives received a very 
positive response of almost 93%. 

In summary, it is clear that the officers’ attitudes toward the TACT program are generally quite 
positive.  The only possible exception was the question regarding whether the same thing could 
be accomplished without a statewide organized program.  That was close to a 50-50 split, so it 
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literacy or perhaps the reluctance of truck drivers to get involved.  The Alabama 
Trucking Association was instrumental in getting the word out on the availability of the 
survey. 

2. This response indicates that there was either a lack of involvement on the part of the 
respondents or a lack of public service announcements. 

3. It is clear from this question that the TACT program had much more of an impact on the 
involved law enforcement officers than it did on the trucking administrators.  The major 
proportion of the respondents (65%) indicated that their view of four-wheelers had not 
changed very much at all due to the TACT program. 

4. This question can also be contrasted with the comparable officer’s question.  While the 
officers were split almost 50-50 as to whether a TACT program was preferable to 
individual action, the vast majority (97.7% … all except one respondent) favored the 
TACT approach over other methods used in the past.  This shows almost unqualified 
support on their part for the TACT program. 

5. The response as to whether the respondent is more aware of offenses that involve car-
truck interaction is almost identical to that of the officers – a two to one statement that 
they were more aware.  

6. It is clear that the majority (86%) felt that the TACT program was fair in addressing 
offenses of both cars and trucks.  In addition, over 9% felt that they were biased toward 
the truckers, so only 5% had negative feelings with regard to the bias of the officers. 

7. The overall feeling of the representatives from the trucking industry was positive – none 
indicated any negative feelings toward the program, and 81.4% indicated a more positive 
than negative feeling. 

8. While still being positive, the feedback that they received from the general public was not 
nearly as favorable as their own.  This could be due to some feedback coming from those 
who received citations. 

9. The purpose of this question was to determine if the respondents’ survey responses might 
have been biased by citations that they or their employees received.  Since 86% of them 
did not know any truckers who received citations, it can be concluded that this was not a 
major factor in determining their responses. 

10. The question as to whether TACT saves lives is essentially the same bottom line question 
that was asked of the law enforcement officers.  Their response was 92.9% positive, 
while the response here is 67.4% positive.  It can be concluded that law enforcement had 
a significantly higher positive feeling toward the TACT program than did the trucking 
administrators. 

In summary, this survey given after the original comprehensive TACT project indicates an 
overall positive attitude toward the TACT program being expressed by the truckers, although the 
truckers’ responses were not as positive in several aspects as that of law enforcement.  The one 
notable exception was Question 4 in which the vast majority (97.7%) of truckers indicated that 
the TACT approach was preferable to other approaches used in the past.  The law enforcement 
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Display 6.4.1 confirms the trend of fewer unsafe events during the PI&E and After periods and 
an increase during the PI&E+E period.  Displays 6.4.1a and 6.4.1c show similar trends for the 
blind spot related events and tailgating events, respectively.  Of particular interest, Display 6.4.1a 
shows that the blind spot-related events during the After period are less than 50% of the total 
observed during the Before period.  Display 6.4.1b indicates that the number of observed 
tailgating events did not decrease as much as blind spot events between the Before and After 
periods.  There was only one observed lane changing unsafe event during the Before period and 
none were observed during the After period. 
 
A simple statistical analysis was conducted, which illustrates how the MS Excel Binomial 
Distribution function described in the Methodology Manual could be used to test before and after 
conditions.  Displays 6.4.1a and 6.4.1b appear to indicate a larger decrease in blind spot events 
than tailgating events between the Before and After periods.  A statistical test was conducted to 
see if the decrease was significant.  The results of the test are summarized in Display 6.4.1c.  
 

Display 6.4.1c Statistical Analysis of Before and After Observed Unsafe Event 
 

CHANGE IN OBSERVED UNSAFE EVENTS 
BETWEEN BEFORE AND AFTER 

AFTER TACT BEFORE TACT PROB  
Before < 

After Number % Number % 

Lane Change 0 0.00% 1 1.64% 1.000 

Tailgating 16 48.48% 23 37.70% 0.966 

Blind Spot 17 51.52% 37 60.66% 0.097* 

SUBSET TOTALS 33 100.00% 61 100.00% 1.000 

GLOBAL TOTALS 
* Significant at the 0.10 alpha level  
 
Display 6.4.1c indicates that the decrease in observed unsafe blind spot events is indeed 
statistically significant.  
 
6.4.2 Accounting for Traffic Conditions 
 
It is reasonable to expect that the number of occurrences of unsafe events would be a function of 
traffic levels.  As indicated in Section 3.1.4.2.2, observational data was taken during morning, 
midday and evening peaks over the course of each of the study periods.  Display 6.4.2 shows the 
number of total unsafe events observed during each study period, the peak hour (two-way) traffic 
volumes and percent trucks counted during the observation period.  Using the methodology1 set 
out in the 2010 Highway Capacity Manual (TRB, 2010), the peak hour traffic was converted to a 
passenger car equivalency (PCE).  The number of unsafe events observed was then divided by 
the peak hour PCE to allow comparison among periods. 
 

 
 
 

  

                                                            
1 Level terrain was assumed resulting in a truck equivalency factor (Et) of 1.5 trucks per passenger car. 
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Display 6.4.2 Relationship Between Observed Total Unsafe Events and Traffic 
 

STUDY 
PERIOD 

TIME-
OF-DAY 

# OF 
UNSAFE 
EVENTS 

HOURLY 
TRAFFIC 
VOLUME 

% 
TRUCKS 

UNSAFE 
EVENTS/PCE 

Before 
Morning 18 3386 18 0.0049 
Midday 26 3348 14 0.0073 
Evening 17 4172 16 0.0038 

PI&E 
Morning 17 3162 21 0.0049 
Midday 14 3135 24 0.0040 
Evening 24 5342 11 0.0043 

PI&E+E 
Morning 29 4970 10 0.0056 
Midday 20 3302 19 0.0055 
Evening 25 4298 15 0.0054 

After 
Morning 11 4856 12 0.0021 
Midday 9 2888 19 0.0027 
Evening 13 3264 14 0.0032 

 
Display 6.4.2 confirms trends observed in Displays 6.4, 6.4.1 – 6.4.1b.  Namely, there appears to 
be an overall reduction between the Before and PI&E periods, a slight increase during the 
PI&E+E period and then a larger decrease during the After period.  It is worth noting that during 
the PI&E+E period, there was a work zone roughly two miles upstream of the observation area.  
Traffic was reduced from three lanes to one lane.  It is likely the case that vehicles discharging 
from the work zone were driving in closer proximity than they were during the periods where no 
work zone was present.  This may account for the higher number of observed unsafe events 
during the PI&E+E period when compared to the other study periods.  A similar analysis was 
conducted on the blind spot events.  The results are summarized in Display 6.4.2a. 
 

Display 6.4.2a Relationship Between Observed Unsafe Blind Spot Events and Traffic 
 

STUDY 
PERIOD 

TIME-
OF-DAY

# OF UNSAFE 
BLIND SPOT 

EVENTS 

UNSAFE 
BLIND SPOT 
EVENTS/ PCE 

Before 
Morning 12 0.0035 
Midday 15 0.0045 
Evening 10 0.0024 

PI&E 
Morning 13 0.0041 
Midday 7 0.0022 
Evening 18 0.0034 

PI&E+E 
Morning 15 0.0030 
Midday 17 0.0051 
Evening 16 0.0037 

After 
Morning 6 0.0012 
Midday 4 0.0013 
Evening 7 0.0019 
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Display 6.4.2a indicates that the observed blind spot events follow similar trends to the total 
observed unsafe events. These results support the more conclusive statistically significant 
findings presented in Display 6.4.1c.  Thus, it can be reasonably concluded that the occurrence of 
unsafe blind spot events decreased over the course of the current TACT campaign. 
 
6.4.3 Summary of Observational Analyses 
 
The previous sections presented the results of the analysis of observational data from traffic 
cameras located in the study corridor.  The analysis was conducted to determine whether any 
change in driving behavior could be identified in the corridor that could be attributable to the 
TACT campaign.  The results indicated that there had indeed been a reduction in unsafe blind 
spot-related events.  As with any comparison of this kind, it is impossible to know that the 
observed reduction is the direct result of the TACT campaign.  Nonetheless, the results are 
encouraging as the PI&E campaign was specifically designed to emphasize raising the awareness 
of the dangers of remaining in the blind spot of a truck.   
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7.0 Remarks on Drawing Conclusions 

There were a number of conclusions drawn in the examples above.  Some were quite favorable 
to the TACT projects as implemented in Alabama and elsewhere.  Others showed no significant 
differences in metrics where some crash frequency or severity reduction were expected.  It is 
important that all results be retained and that those performing evaluations as well as the 
administrators who they report to be objective and properly use the results not only for future 
project justification, but also to improve future programs. 

7.1 Accomplishing the Evaluation Objectives 

The following are evaluation objectives that were accomplished during the examples illustrated 
in this document: 

 To generally confirm the benefits of TACT programs and to establish the best estimate of 
its effectiveness in terms of reduced crash frequency and severity. 

o The large comprehensive TACT project was found to reduce an estimated 
rounded average reduction in crashes during its implementation of three fatality 
crashes, six injury crashes and a total of 20 crashes (all severities). 

o Crash reductions on the smaller projects done in the interim tended to confirm the 
validity of these estimates. 

 To find at least one weakness in each of the TACT components. 
o The timing of projects and especially PI&E during tornado season. 
o Not having resources available at the time when conditions were finally favorable 

to the evaluation. 
o The first TACT project and the interim projects did not have any PI&E except 

that which was obtained by media coverage. 
o Crash effectiveness on the smallest project was difficult to determine due to the 

low sample sizes.    

 To overcome these weaknesses by formulating recommendations for future TACT 
projects.   

o Plan and launch the projects earlier in the funding cycle so that there is ample 
time for performing the project and the evaluation despite unexpected delays. 

 To seek out and establish, if possible, new and creative strategic approaches toward 
reducing the frequency and severity of CMV involved crashes.   There were two strategies 
that were suggested during these projects that might have merit for future consideration: 

o The use of social media as a method for getting through to younger drivers, and 
o The use of certain video footage that was obtained during the evaluation to be 

worked into future PI&E efforts. 
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7.2 Proper Use of Qualifiers 

Qualifiers in this context are facts that might tend to mitigate or further explain the results of the 
evaluation studies.  The following possible examples are presented for the studies that were used 
to illustrate the evaluation procedures above.  
 
A major qualifier of the first project is the fact that very few states implement their TACT 
projects on a total-force-dedicated basis, and it is questionable as to whether Alabama will do 
this again in the future.  Both state and federal funds were used in this effort, which was 
conducted for many purposes, not the least of which was to measure the effectiveness of such an 
approach.  It was also the judgment of DPS management who were in authority at that time to 
utilize all funds for increases in officer participation as opposed to PI&E.  While some level of 
PI&E came from news releases and earned media, most authorities agree that some minimal 
level of funding would probably multiply the overall effectiveness of the selective enforcement 
effort. 
 
During the Interim period, the change of crash reporting had major impacts on the types of 
analysis that could be considered valid.  In this case, there was an entirely new crash reporting 
form, together with an all new electronic crash reporting system. While the new form and the 
electronic reporting system both represent significant improvements in crash reporting in the 
state, these types of changes can have a major impact on the data being collected for analysis.   
In this case, there was a significant rise in the reported CMV crashes, due in large part to 
automatic checks in the eCrash software to determine if a vehicle is to be considered 
Commercial.  Care should be taken to insure that even smaller scale changes in reporting are not 
invalidating the analysis. 
 
As a result of the complications in reporting above the only approach that could be used to 
evaluate the effectiveness of the interim projects from a crash point of view was the one that was 
used, i.e., a comparison between the TACT and non-TACT months.  Since the changes in 
reporting wer essentially completed prior to the interim period, there was a consistent way of 
measuring CMV-involved crashes.  This was the best that could be done, but it is highly 
recommended that prior year months be used for comparison if at all possible, as was done for 
the first TACT evaluation. 
 
Another issue in using 2009 for a “before” period would have occurred even if there was not a 
change in the reporting method since 2009 was not a non-TACT year.  Questions could arise as 
to the validity of comparing two years in which TACT projects were in effect.  Of course, the 
non-TACT months could have been used had all other things been equal. 
 
This poses another question concerning the two approaches.  Assuming that both have validity 
the question could be asked as to why the two crash-data-based evaluations produced results that 
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were so close to each other.  Is it possible that a greatly reduced set of TACT projects can 
produce statewide results that are as great as the comprehensive nature of the original project?  
The answer is in the affirmative, especially if the possibility of carry-over from the initial project 
is considered.  There is no assertion, however, that this is the case.  Nonetheless, the possibility 
should be noted as a possible qualifier in explaining the results.  But it does seem reasonable that 
an initial thrust that pulls out all of the stops followed up by very carefully targeted smaller 
efforts could be a very effective way to implement a TACT approach over time. 
  
As a final example qualifier, it should never be assumed that the addition of one patrol officer 
will always produce a linear decrease in crashes.  There is a minimal level of both selective 
enforcement and PI&E that is necessary to produce any measurable impact at all.  Above that, 
the addition of resources will tend to increase effectiveness, as was observed in the correlation 
between hours of effort and reduced crashes reported above.  For example, it could be that a 
doubling of the effort, say from 200 to 400 hours per month will significantly increase the 
benefits obtained.  However, economists recognize that most programs can only utilize a given 
increased level of resources effectively, after which added resources will begin to diminish the 
marginal effects.  In the worst case the increase in resources can have a zero marginal effect, or it 
can even be counterproductive to the entire program.  A proven example of this in in software 
development, where adding programmers to a project above a given level not only produces a 
zero marginal effect, but actually decreases the total overall performance of the entire team.  The 
concept of diminishing returns also applies to law enforcement resources and is a concept that 
should be one that is understood by every decision-maker.  This is especially true when there is a 
clear downside to allocating too many resources to a given purpose – that being the drawing 
away of resources that might better be utilized elsewhere. 
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8.0  Annotated Literature Review   

The following documents are numbered according to their reverencing in this report. 
 

1. Penny, N. et al, “Ticketing Aggressive Cars and Trucks (TACT) in Washington State: 
High Visibility Enforcement Applied to Share the Road Safely,”  Report Number DOT HS 
810 603, May 2006. 
http://www.nhtsa.gov/people/injury/aggressive/tact/pages/techsummary.htm   
Very comprehensive study involving several evaluation metrics, including observed 
violations and observed violation rates per observation hour. 

2. “TACT Quarterly eUpdates,” published quarterly 
http://www.fmcsa.dot.gov/documents/safety-security/TACT-Newsletter-Sept09-508.pdf  

 Contains list of countermeasures tried in other states and some effectiveness metrics.  
3. FMCSA, TACT “Ticketing Aggressive Cars and Trucks,” 

http://www.fmcsa.dot.gov/safety-security/tact/index.htm  
This web site provides information and resources regarding: 

 TACT background, purpose, and mission  
 Action Planning tips for starting a TACT program  
 Participating TACT States  
 Industry affiliates and Federal and State safety partners  
 Guidelines for conducting a TACT high-visibility traffic enforcement program  
 Funding and grant opportunities for TACT  
 Relevant research about passenger and commercial motor vehicle safety  
 Useful Tips for motorists and professional truck drivers  

4. FMCSA, “Share the Road Safely Program,” 
http://www.sharetheroadsafely.org/tact/tact.asp  
This web site is devoted to educating drivers on sharing the road. 

5. NHTSA, “Ticketing Aggressive Cars and Trucks in Washington State,” 
http://www.nhtsa.dot.gov/people/injury/aggressive/tact/pages/Intro-TACT-Model.htm   
One of the first web sites and thus somewhat dated (2005). 

6. Institute for Transportation Research and Education at NC State University, “TACT web 
reference page,” http://itre.ncsu.edu/VAMS/cmv/tact.html  
Contains a reference list to several articles on TACT alternative approaches: 

 Automated capture of vehicle speeds and following distances 

 Focusing on avoiding real risk rather than a ticket (examples given) 

 Technological approaches – variable signs. 
7. Hughes, R. G., “Recommendations to Enhance the Effectiveness of the FMCSA 

Program, TACT,” 
http://itre.ncsu.edu/VAMS/cmv/documents/ITRE_Imp_TACT_Prog.pdf  
One of the articles from the ITRE recommendations. 
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8. US Government Account Office, “Truck Safety: Share the Road …,” 
http://www.gao.gov/products/GAO-06-916 and 
http://www.gao.gov/new.items/d06916.pdf     
Dated evaluation (2006).  Recommendations: find the most cost-effective methods.  

9. Kentucky State Police, “KSP Kicks Off TACT Enforcement Program,” 
http://www.kentuckystatepolice.org/hsp/news_release/2008/10_07_08.htm 
Similar to other kick-off web pages. 

10. Green, Eric R., “Evaluation Plan for the TACT Program in Kentucky,” 
http://www.ktc.uky.edu/Reports/KTC_10_02_KSP1_10_1F.pdf  
Very good summaries of the evaluations performed.  

11. Green, E. R., “Evaluation Plan for the TACT Program in Kentucky,” TRB, TRIS, 
(Abstract only: http://tris.trb.org/view.aspx?id=917360), Kentucky   
Kentucky Transportation Center Research Report KTC-10-02/KSP1-10-1F, February 
2010. 

12. Nevada Department of Public Safety, “Badge on Board,” 
http://www.badgeonboard.nv.gov/  
Some good background information. 

13. Alabama Media Portal 2.0, FMCSA Safety Grant Funds Trooper Efforts, 
http://media.alabama.gov/pr/pr.aspx?id=2127    
News release from Alabama September 9, 2009. 

14. Federal Register, Vol. 71, No. 57, Friday, March 24, 2006, Notices, 
http://www.cvsa.org/documents/news/fmcsa_grant_notice.pdf 
Enabling legislation for the TACT programs.  

15. F.	Dennis	Thomas,	et	al,	Evaluation	of	a	high	visibility	enforcement	project	focused	
on	passenger	vehicles	interacting	with	commercial	vehicles.	Journal	of	Safety	
Research	39	(2008)	459‐468.	
http://www.inspectieloket.nl/Images/20%20Evaluation%20of%20a%20high%20visibility%20enfo
rcement%20project%20focused%20on%20passenger%20vehicles_tcm296‐282204.pdf				

Summary	of	very	rigorous	evaluations	of	TACT	in	Washington	State.	“Media	
activities	included	television,	radio,	and	newspaper	advertisements	as	well	as	
posters,	banners,	flyers,	road	signs,	and	large	trucks	wrapped	in	TACT	banners	that	
traveled	up	and	down	the	intervention	corridors.”		Other	key	observations	and	
findings:	

 “The	Click	it	or	Ticket	model	is	a	well	known	selective	traffic	enforcement	
model	and	is	associated	with	an	impressive	increase	in	safety	belt	use	across	
the	nation.”	

 “A	selective	traffic	enforcement	model	typically	relies	heavily	on	
enforcement	of	a	state’s	traffic	safety	laws	and	is	supported	by	intensive	paid	
publicity	that	focuses	on	enforcement.”	

16. TACT	State	Details	web	site	(FMCSA),	
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http://www.fmcsa.dot.gov/safety‐security/tact/stateOverView.htm		
Pages for participating states: GA, KY, NC, PN, WA, AL, TX, NV, OR, IA, MT, NJ. 

17. Checklist of Requirements for a TACT Program (FMCSA) 
http://www.fmcsa.dot.gov/safety-security/tact/check-list.htm  

18. NHTSA, “TACT in Washington Sate – Evaluations,”  
http://www.nhtsa.gov/people/injury/aggressive/tact/pages/Eval-Spec-Exp.htm 
Specific Evaluation Methods and Results – summary. 
http://www.nhtsa.gov/people/injury/aggressive/tact/pages/contents.htm  
Table of contents for the entire report.  

19. NHTSA, “ACT in Washington State – complete report.” 
http://www.nhtsa.gov/DOT/NHTSA/Traffic%20Injury%20Control/Articles/Associated%
20Files/810603.pdf  
Complete study, contains data collection forms and statistical explanations as well as 
results.  Saved. 

20. FMCSA TACT web sites. 
http://www.nozone.org/tact/tact.asp (the NoZone program) 
http://www.fmcsa.dot.gov/safety-security/tact/index.htm  (general TACT) 

21. Summary of TACT program in Alabama. 
http://caps.ua.edu/outreach_tact.aspx  
References to problem identification and route selection techniques.   

22. NTIS Web Page: 
http://www.ntis.gov/search/product.aspx?ABBR=PB2010102650  
Reference to the Pennsylvania evaluation report of their TACT program (fee charged). 

23. Ralph Craft, “The Large Truck Crash Causation Study,”  
http://www.fmcsa.dot.gov/facts-research/research-technology/analysis/fmcsa-rra-07-017.htm  

24. Steil, Dana et al; TACT Ticketing Aggressive Cars and Trucks Evaluation Report; Center 
for Advanced Public Safety, March 1, 2010. 
http://www.safehomealabama.gov/articles/TACT_2009_Evaluation_Report-17-Final.pdf  

25. Cunningham, C. M., et al, “Is TACT Effective in Changing Driver Behavior: Evidence 
from North Carolina TACT III Effort,” Submitted for consideration for publication and 
presentation at the 90th Annual Meeting of the 41 Transportation Research Board, 
January 23-27, 2010.  This study is discussed in Section 3.1.4.1. 

26. Parrish, A. S., et al, “CARE: An Automobile Crash Data Analysis Tool,” IEEE 
Computer, 0018-9162/03, June, 2003. 

27. Brown, D. B., et al, CARE Web Page, Safe Home Alabama, 
http://www.safehomealabama.gov/category.aspx?cat=54  

28. USDOT Federal Motor Carrier Safety Administration www.fmcsa.dot.gov/safety‐
security/tact/tactactionplanning.htm.  From this report: “As part of the TACT program 
design, a State should gather relevant crash and fatality data to identify high-risk areas. 
… The evaluation plan should detail how the TACT research plan will be determined-
data collection methods, segments and measurement criteria.”  
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29. NHTSA, Guidelines for Developing a Municipal Speed Enforcement Program,  
http://www.nhtsa.gov/people/injury/enforce/program.htm.  The following summarizes 
this report: 

 “Select a traffic safety issue to serve as the program's focus.  

 Select zones within the community on the basis of speed-related crashes and 
citizen complaints of speeding.  

 Devote considerable, high visibility enforcement effort to the special zones for at 
least six months.  

 Collect relevant data to be able to evaluate program effects.  

 All special traffic safety enforcement efforts should be accompanied by vigorous 
publicity programs to achieve the maximum general deterrence effects. In fact, it 
might be the publicity as much as the enforcement that causes any objective 
improvements in measures of traffic safety. A committee of concerned local 
citizens can be organized to direct this effort, and to provide other assistance 
with the program.  

 The most effective programs are characterized by close cooperation between 
police and committee personnel. The process should be one in which police help 
with the publicity program and committee members assist police in their special 
enforcement efforts.  

 Newspapers are the greatest source of public awareness of special enforcement 
programs, but the program activities must be newsworthy to receive news 
coverage. Any effort to enhance the "newsworthiness" of a program or activity 
will contribute to free publicity, and ultimately, to public awareness.” 

30. US DOT Federal Motor Carrier Safety Administration, Report to Congress on the Large 
Truck Crash Causation Study, March 2006.  The following were reported regarding crash 
events and associated factors: 

 “Most common factors for both truck and passenger drivers in crash events were 
driving too fast for conditions, making an illegal maneuver, legal drug use, 
unfamiliarity with the roadway, and fatigue. 

 Fatigue was recorded for the passenger vehicle driver twice as often as for the 
truck driver 

 There was very little illegal drug use or alcohol use assigned to truck driver, but 
more of both recorded for passenger vehicle drivers. 

 Additional analysis of specific crash risk factors that can be subjected to 
countermeasures by the government and the public.” 

31. The Unsafe Driving Acts of Motorists in the Vicinity of Large Trucks, Stuster, Jack; 
Anacapa Sciences, Inc. February 1999; http://www.fmcsa.dot.gov/documents/udarepo.pdf.  

The unsafe acts listed in this study were summarized as follows: 

 Driving inattentively (e.g., reading, talking on the phone, fatigue), 

 Changing lanes in front of a truck, then braking (for traffic, toll gate, exit, etc. ), 



162 
 
 

 Changing lanes abruptly in front of a truck, 

 Driving in the “no zones,” 

 Unsafe passing, primarily passing with insufficient headway, 

 Unsafe turning, primarily turning with insufficient headway, 

 Unsafe Crossing (i.e., pulling out in front of an approaching truck), 

 Merging improperly into traffic or failing to permit a truck to merge, 

 Pulling into traffic in front of a truck without accelerating sufficiently, 

 Maneuvering to the right of a turning truck, 

 Crossing a lane line near the side of a truck (while passing or changing lanes), 

 Driving between large trucks, 

 Failure to discern that the trailer of a turning truck is blocking the roadway, and 

 Nearly striking the rear of a slowly moving, stopped, or parked truck. 
32. Aggressive Driving; http://www.nhtsa.gov/Aggressive; contains a number of definitions 

related to aggressive driving and links to other resources, e.g., Stop Aggressive Driving 
Tookit. 

33. A Guide for Planning and Managiing the Evaluation of a TACT Program, USDOT, 
FMCSA;  http://www.fmcsa.dot.gov/documents/safety-security/guide-evaluation-tact.pdf   
(no date); the following summarizes the contents of this document: 

 Introduction 
o Definition of the TACT model: “By combining high-visibility 

enforcement with extensive paid and earned media
 
about the 

enforcement, a significant increase in a driver’s perceived risk of a ticket 
for a specific violation can be generated. This, in turn, creates the desired 
general deterrence of unsafe behaviors and improves safety.”  

o The Washington State TACT project was described very briefly. 
o The need for ongoing evaluation. 

 Appropriate Evaluation 
o For improvement as opposed to proving a point. 
o Creating a closed-loop system. 
o Integration throughout the project. 
o Value of problem identification. 
o Need for detailed planning and quantitative objectives. 

 Finding an Evaluator 

 TACT Evaluation Components and Techniques 
o Measures of effectiveness and data to obtain these measures. 
o Experimental design for effectiveness measures. 
o Necessity for administration evaluation –  documenting what was done. 
o Surveys. 
o Behavioral observational measurements. 
o Crash reduction measurements. 
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 Key Points (paraphrased from the report:) 
o Evaluation should be an integral part of a TACT project since it can 

contribute to an improved project from the proposal to the final report.  
o TACT evaluation requires the involvement of a trained and experienced 

evaluator or evaluation team. 
o Each evaluation must be tailored to the objectives, scope, approach, and 

resources of the particular project.  
o The Washington State TACT project evaluation is a good example, but it 

is not a fixed model that must be repeated by all other TACT projects.  
o The evaluator must be viewed and performs as an integral member of the 

TACT project team.  
o TACT projects and their evaluations should be fully consistent with the 

STEP approach.  
o The general deterrence model provides good guidance for selecting 

appropriate TACT evaluation measures of effectiveness and data 
collection techniques.  

 Evaluation Measurement Techniques (Appendix A) – this is an excellent listing 
of the process and performance metrics that should be considered. 

 Washington State TACT Survey (Appendix B) 
34. Frequently Asked Questions: TACT;  

http://www.fmcsa.dot.gov/safety-security/tact/faqs.aspx – contains extensive basic 
information on TACT, as well as links to other FMCSA TACT topics.  

35. TACT e-Toolkit; http://www.fmcsa.dot.gov/safety-security/tact/e-toolkit.htm –  this is an 
operational TACT advisory page as opposed to one that centers on evaluation; it provides 
a number of tools to get a TACT program started. 

36. Alternative Approach to TACT Evaluation (and “Treatment”): Some Additional 
NCSU/ITRE Thoughts and Suggestions;   
http://itre.ncsu.edu/vams/cmv/documents/Alt_TACT_Eval.pdf -- documentation 
summary of findings from (6 and 7). 

37. Evaluation of the Ticketing Aggressive Cars and Trucks (TACT) Program in 
Pennsylvania (071408); August 14, 2009;  
ftp://ftp.dot.state.pa.us/public/pdf/BPR_PDF_FILES/Documents/Research/Complete%20Projects
/Smart%20Transportation%20Solutions/TACT%20Project%20Report%20Final.pdf  
This is an excellent and comprehensive review of the Pennsylvania TACT that took place 
in the southern part of that state in late 2008.  It was based on surveys and did not involve 
crash or citation records. 

 
 


