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Thank you for the opportunity to comment on the Road Death Investigation Manual (RDIM).  This is 
a joint response from national and major metropolitan organisations representing crash victims, 
vulnerable road users and concerned communities, RoadPeace, CTC, London Cycling Campaign 
(LCC), Living Streets, 20s Plenty for Us, British Cycling, and See Me Save Me. It has been co-
ordinated by RoadPeace. It is supplemented by an appendix from LCC and from Dr. Lorraine Hope, 
University of Portsmouth.  
 
We are keenly aware of the importance of a thorough investigation and of the potential for a revised 
RDIM to guide this. We welcome the news that the average cost of police resources in a fatal 
collision investigation exceeds £17,000, over seven times that previously estimated by the 
Department for Transport. Life should not be cheap, nor should be the investigation when it is lost. 
 
This response is dedicated to two families for the reasons explained below. 

 

Shakespeare Business Centre 
245a Coldharbour Lane 
London, SW9 8RR 
phone 020 7733 1603 
www.roadpeace.org 

helpline 0845 4500 355 

Dedications. This response is dedicated to the Austin family (Karl Austin, 45), was killed one 
year ago when he was competing in a time trial and run over from behind by a speeding lorry. 
Derbyshire Police are to be applauded for their persistence in seeking justice. They successfully 
appealed the CPS decision not to charge. The lorry driver eventually pleaded guilty to Causing 
Death by Careless Driving.  
 
Karl’s sister Kim would have celebrated her 44

th
 birthday that day, if she had not been killed in a 

crash 25 years earlier by another “careless driver” who was fined and allowed to continue 
driving. Thus the Austins have had first hand experience in seeing how road death investigation 
has improved. But they also saw how much was still lacking, such as the police failure to 
interview at the scene other cyclists able to testify to Karl’s visibility. The Austins also had to do 
much campaigning to get the case sentenced in the Crown Court. 
 
It is also dedicated to Kate Cairns who has campaigned for over three years for justice for Eilidh, 
her sister who was killed whilst cycling when she was run over by a lorry. A faulty investigation 
meant the lorry driver was still on the road two years later when he hit a pedestrian.  Just this 
week, the driver was remanded and is awaiting sentencing for Causing Death by Dangerous 
Driving for the killing a pedestrian, Nora Guttman.  
 
In her press release entitled “Jail is not the justice we want”, Kate stressed how  “For three 
years I have battled the whole way through an inadequate system which assumes the guilt on 
the cyclist, and which is rife with incompetence and complacency and which has failed us on all 
so many levels. There was no interest in carrying out a proper investigation nor in finding 
witnesses. The police report was riddled with assumptions, omissions and conclusions contrary 
to evidence…Nora Guttman did not have to die. Lopes did not have to lose his freedom, if the 
professionals had done their jobs. All I wanted was the truth so that other deaths could be 
avoided and other families did not have to suffer. 
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We have organised our response into the following key themes: 

• Unlawful killing 

• National consistency 

• Transparency and accountability 

• Right to information 

• Criminal prosecution and CPS 

• Civil justice and solicitors 

• Prevention and Coroners 
 
Specific points regarding the technical aspects of collision investigation are summarised after these 
themes. 
 
1. Unlawful killing 
 
1.1 Key principle. “All fatal collisions should be investigated as “unlawful killings”, until the contrary 
is proven”. This principle is essential, not least  for public confidence, and needs to be kept, and 
reinforced within the RDIM wherever possible.  ACPO is to be commended for introducing it in 
2001.  
 
1.2 Life changing injury. At present, the RDIM is said to apply to life changing injury collision 
investigation. Yet common experience is that collision investigators are only assigned until the 
victim is out of critical condition. Witnesses are not interviewed, as in the cases of Greg Head and 
Tom Kearney. Greg was hit by a car whilst using a zebra crossing in Croydon in August 2009. 
Although he was not expected to survive the trip to the hospital, he was in a coma for five months 
before dying. Only then were witnesses formally interviewed.    
 
Months later, Tom Kearney had a similar response by the police when he was hit by a bus on 
Oxford Street a week before Christmas. Crucial CCTV evidence was not identified until he 
recovered and found it months later. Witnesses who sent comments into the Evening Standard 
were not contacted by the police. This problem is by no means restricted to London. 
 
 
2. National consistency 
 
2.1 Standards. We appreciate that the RDIM is only advisory. We believe that the seriousness of 
road death and serious injury means that there should be minimum standards for investigation. But 
the RDIM should also define good/best practice standards as means of benchmarking. These 
should be taken from those being developed by the Institute of Traffic Accident Investigators (ITAI). 
If these can not be incorporated in full they should at least be referenced.  
 
We welcome the development in recent years of more cooperation between police forces on 
sharing good practice for road death investigation. We believe the appointment of national or 
regional lead investigators or the establishment of thematic benchmarking groups should be 
considered to facilitate better practice. 
 
2.2 Training. We trust the reference to national PIP standards will be updated and that priority is 
given to ensuring the police, especially Senior Investigating Officers (SIO) and Collision 
Investigators (CI), are informed as new evidence emerges and old assumptions are challenged. 
The recent research into the reduced walking speed of the elderly or the difficulty with speed 
perception would be recent examples of such change.  
 
Practical experience is also necessary. Just as it is important for collision investigators to have 
experience of driving lorries, so they should have experience as cyclists of the road conditions 
relevant to their investigations. If they do not regularly cycle themselves, they will need awareness 
training and regular road cycling sessions. The lack of familiarity with Advanced Stop Line boxes 
was evident in the investigation of Daniel Cox’s death in London, where the lorry driver admitted 
stopping several feet into the box. His desire to get a better view of the junction meant that Dan was 
not able to station himself ahead of the lorry, where the driver would have seen him.  
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Training should also include how to avoid victim blaming and prejudicial comments, either 
assuming guilt or the absence of guilt.  In the Abergele case (where 4 cyclists were killed by a car 
which skidded on an icy road - the driver was eventually prosecuted only for having 3 bald tyres, 
not for any bad driving offence), the officer on the scene immediately said to the media that it was a 
tragic accident that could have happened to anyone. This also occurred after Karl Austin’s death 
with one police officer commenting it was an “accident waiting to happen”. This was believed to 
have contributed to the CPS reluctance to prosecute and was mentioned at court as well.  
 
Victim blaming is a key concern with pedestrian and cyclist fatalities, especially those involving 
young and elderly victims. But it can also apply to young drivers, as the Taylor family found when 
their daughter Beccy died in a crash on a flooded road in Northampton.  
 
 
3. Transparency and accountability  
 
We support the government’s commitment to Open Justice. The principle that “Not only must 
Justice be done; it must also be seen to be done." applies as strongly to fatal and serious injury 
collisions as it does to any other part of the law. Moreover, when the government is seeking to 
promote active travel, confidence in the application of the law is critical and this has to start with 
thorough and competent investigations.  
 
RP SIOs should recognise and take account of the impact of their investigation on the 
community. Communities should be involved in the investigation to ensure the effective 
flow of information into the enquiry so that public confidence is maintained in the police.  
     (RDIM, 11.8 Community Impact Assessment) 
 
3.1 Community engagement. To improve transparency and accountability, a new section on 
community engagement should be added to the RDIM that encourages the police to liaise with the 
local community, particularly those groups representing vulnerable road users, and report regularly 
on the budget and resources being allocated, and the efforts made to investigate fatal and serious 
injury collisions thoroughly. Connecting with neighbourhood policing is a good way of doing this and 
these are the police that the community will know.   
 
3.2  Annual report. We have worked with the MPS and TfL to increase the transparency and 
accountability of both the police and the CPS after a fatal or serious injury collision. The MPS have 
agreed to produce an annual report that will document the legal outcome of fatal and serious injury 
collisions. This will include an explanation whenever it is decided that there will be No Further 
Action. All police forces should be monitoring the legal outcome of road collisions and making this 
information publicly available.  
 
3.3 On-line SOPs. At present, it is difficult to obtain information on the investigation procedures to 
be followed after a collision. Standard Operating Procedures should be available on-line and 
include information on the local police force’s policy re such procedures as interviewing witnesses, 
checking mobile phones and CCTV. 
 
3.4 Public confidence surveys. It is rare for bereaved families to be asked for their opinion on the 
services received from the police. Level of satisfaction surveys should be conducted with all victims. 
In addition, annual level of confidence surveys should be conducted with the general public. 
Complaints about collision investigations should also be collated and publicised. 
 
 
4. Right to information: bereaved families 
 
Families and trauma specialists agree on the importance of information as a basic need of victims. 
The Ministry of Justice also highlighted the need for families not to be left in the dark in their recent 
Getting it Right consultation. RDIM’s Section 10 Family liaison should be revised to include the 
following:  
 
4.1 Pre file submission meeting. The bereaved family needs to meet with the police before the 
file is passed to the CPS. Families deserve the chance to see the evidence collected so that when 
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they are contacted by the CPS, the focus is on how the evidence was interpreted, not its accuracy. 
Police should be encouraged to offer to escort families to the crash site, not only to allow them to 
place a roadside memorial plaque, but also to ensure they are informed (and in agreement) with 
such key information as the exact point of impact and the directions of travel. The offer of such a 
meeting should be made in writing and extended to all bereaved families, not just those who ask.   
 
4.2   Investigation summary. A template should be developed and used to summarise the 
investigation for bereaved families. They should be able to read what investigations were 
conducted at the scene and what the findings were.  This should also include a site map and a 
collision sketch. Families should know where the collision occurred and the speed and point of 
impact on the vehicles. 
 
4.3 Communication. Family Liaison Officers (FLO) should keep in regular contact with bereaved 
families to update them on the investigation. For a bereaved family the fact that there has been no 
new information is still information. Regular contact will help to manage expectations of a family, 
and also help remind them that they have not been forgotten by the criminal justice system.   
 
Whilst the RoadPeace helpline is more likely to hear about problems with FLOs, families do  
The Butcher family commended their FLO from Cambridgeshire Police for keeping them regularly 
and fully informed of the investigation into their son Jamie’s death, killed by a speeding driver as he 
crossed the road. They have argued that the FLO role must stay within the police and not be sub-
contracted out to civilians.  
 
FLOs should communicate with families in writing, by email if possible. Where direct contact has 
taken place, the information should be documented for them. This would allow families to access 
the information when they want it and share it with members not present when the FLO called. 
They should not be inconvenienced by changing work patterns of the FLO, nor should they have to 
rely on their memory, which may well be affected by the sudden traumatic bereavement. 
 
All criminal charges possible should be told to the family. In the case of Mary Josephine Daly, a 
grandmother killed by a car driver that lost control and mounted the pavement where she was 
walking in Slough in January 2010. The driver was to be prosecuted for Causing Death by 
Dangerous Driving. On the morning of the trial, the CPS accepted a plea to Causing Death by 
Careless Driving. It was only months later that the family were told of tyre defects and the evidence 
of speeding.  
 
4.4 FLO role. FLOs are expected to collate information on the victim for the investigation, and this 
should be made clear to the family. This would also help remind families that FLOs are not there to 
provide emotional support, nor is it fair to expect that from them. 
 
4.5 Road deaths abroad. A new section should be added to the RDIM about road deaths abroad 
as a memorandum of understanding on road deaths abroad is being developed between the police 
and the Foreign Commonwealth Office.  
 
 
5. Criminal prosecution and CPS 
 
5.1 Foreword. The RDIM Foreword refers to coroners and prevention, but not criminal prosecution. 
This should be revised to include the need to determine if law breaking has been involved and a 
criminal charge is appropriate.   
 
5.2 Joint training.  The HMcpsI have identified the need for training for prosecutors. To encourage 
consistency, this should be conducted jointly with the police and undertaken on an annual basis, 
with a focus on charging standards. There is overlap in the charging standards for careless and 
dangerous driving in such areas as running red lights, mobile phone use and speeding. 
 
Priority should be given to clarifying when speed is inappropriate or excessive, and how this varies 
on roads shared with pedestrians and cyclists. Whilst the Highway Code states the speed limit is a 
maximum and not appropriate where there are vulnerable road users, bad weather or road 
conditions, this does not seem to be applied in practice.  
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5.3 No Further Action decisions. We are concerned that the police are able to determine No 
Further Action in the cases they investigate. Even more alarming is the lack of transparency around 
these decisions with no monitoring in place. Whilst there may be cases where prosecution is 
obviously not appropriate, families should have the right to request the file be reviewed by the CPS. 
It should not be left to the police alone to decide. Furthermore the police should collate and publish 
how often they decide No Further Action.  
 
5.4 Police charging decision appeals. Guidance should be provided on when the police should 
appeal a CPS decision. In the case of Karl Austin, that was the first time the Derbyshire Police had 
appealed a CPS decision. In other cases, including that of Aaron Britt, a teenager killed crossing 
the road outside his school, the Nottinghamshire Police thought a charge was appropriate as the 
driver was doing 36 mph in a 30 mph road outside a school.  
 
This is not a new problem. Marie Vesco was killed four years ago in Sussex in June 2009. Whilst 
cycling on the A23, she was clipped by one car exiting the highway and run over by a second 
following so close that it did not have time to avoid her. Whilst the Sussex Police thought a careless 
driving charge was appropriate, the CPS declined. Her family, living in France, cannot get over how 
cyclists deaths are treated with such complacency by our justice system.  
 
 
6. Civil justice and solicitors 
 
Road deaths are not just emotionally devastating to a family; they can also be financially 
devastating as well. This also applies to severe injuries. The police need to remember that civil 
justice does not depend on criminal justice. 
 
6.1 Compensation. The need for interim insurance compensation should not be under-estimated. 
SIOs need to consider the impact of their investigation on the ability of the family to obtain civil 
justice as well as criminal justice.  
 
 
7. Prevention and coroners 
 
7.1 Death prevention. Investigation teams should be encouraged to consider what would have 
prevented the death, if not the crash, as is done in Sweden. This was tried for a short time by the 
MPS North West Traffic Garage with cyclist deaths and ACPO should consider a proper pilot. 
 
7.2 Coroner reports and CIs. The majority of road deaths will end up in the coroner’s court, rather 
than the criminal court. Families are desperate to see lessons learned from their loss and the 
coroner has a duty to take action to reduce future risks. But coroners rely heavily on collision 
investigators for advice on prevention measures, despite collision investigators never being trained 
for this role. Too few coroner reports result.  
 
The SIO should ensure that the collision investigator has been properly advised before any inquest, 
as to recommended remedial measures so that they can better guide the coroner.  They should not 
respond “If I knew that then we wouldn’t be here” as they did in the inquest into Eilidh Cairn’s death. 
There seems to be no learning in place as we have attended several inquests into the deaths of 
cyclists killed by lorries, including that of Dan Cox in June 2012, where collision investigators are 
not able to answer the coroner’s questions about counter-measures.  
 
 
8. Collision investigation specific 
 
8.1 Section 4 Investigation Stage 
Reviews. These are common in murder investigation and help detect missed opportunities. We 
believe the use of reviews in road death investigation is still new and inconsistent. More guidance is 
needed on when they should be conducted, what they should include, and how they are to be 
documented with findings shared.  
 



Member of the European Federation of Road Traffic Victims (FEVR) which has UN consultative status 
Registered charity No 1087192. Company limited by guarantee, registration no 4165519 

6 

8.2 Section 5 Scene management 
In the past year the DfT has invested in 360º scanners in order to minimise road closures. It is 
important that the pressure to re-open a road does not jeopardise evidence collection.  
 
Section 5 Collision Scene Management should address this and the following:  
Scene preservation. Securing the scene and thus scene evidence will fall upon the first 
responders, whose training will have been minimal, and possibly quite faded. The MPS have visited 
all Borough Police in London offering training and trying to improve the capacity within local police. 
This needs to be continued and extended beyond London. 
 
Speed calculations. Given the prominence of excessive or inappropriate speed in fatal and 
serious injury collisions, it is shocking that speed estimation is still so inconsistent and contested. In 
2008, ACPO said that it would produce technical guidance on this. This is still awaited and needed.  
 
Skid tests. Skid tests should always be conducted. This is not the case at present. 
 
Collision reporting and contributory factors. We understand the Collision Investigator is 
responsible for completing the Stats 19 form in fatal crashes but this should be clarified. We also 
ask the contributory factors be reviewed at the end of the investigation and revised, if necessary.  
 
8.3  Section 6 Forensic Collision investigation 
Human Factor: Impairment and distraction investigation  

• Drug testing. It has been over 15 years since ACPO agreed that drivers in fatal crashes 
were to be breathalysed but we are still waiting for the same approach to be taken with 
drug testing. ACPO should consider having every driver in a fatal crash be tested for drugs, 
with priority given to drivers in night time fatal crashes, especially young drivers. 

 

• Mobile phones. More guidance should be given on when mobile phones are checked after 
a death as this too varies between forces with some always checking mobiles and others 
only if there is reason to suspect that it had been used.  

 
Vehicle factor: visibility  

• Blind spots. SIO as well as CI need to understand how blind spots are measured and how 
they affect visibility. 

• SIO and CI need to be made aware of HGV safety technologies and the role they play in 
reducing blind spots, and monitor those vehilces which have them installed  

 
8.4  Section 8 Witness Management Strategy 
“The success of any fatal collision investigation usually depends on the accuracy and detail of the 
material obtained from witnesses” 
  
Police should be proactive in gathering contacts from as many witnesses as possible. Too often, it 
seems that people with valuable information are allowed to leave the scene, and then prove hard or 
impossible to trace afterwards. 
 
RDIM refers to a brief account being collected at the scene with the “more detailed account left until 
the formal interview takes place”.  Yet formal interviews are still being held weeks after a death, as 
in the case of Daniel Cox, killed last year in London. The scooter rider behind the lorry that collided 
with Daniel was interviewed almost five weeks after the crash.  
 
The problem with delayed witness interviews was highlighted at RoadPeace’s conference on 
Improving the Post Crash Response in London in September 2010 with a presentation on the Self 
Administered Interview (SAI) approach that was already being piloted with ACPO approval. 
Memories do not improve with time, nor will witnesses appreciate the importance of the pre-crash 
information. Greater Manchester Police are to be commended for their use of the SAI. Further 
information is provided in Annex 2.  
 
Injured victims should also be supported in providing statements as soon as possible. Another 
advantage of the SAI is that it can be left with witnesses and victims to complete at their earliest 
convenience. 



Member of the European Federation of Road Traffic Victims (FEVR) which has UN consultative status 
Registered charity No 1087192. Company limited by guarantee, registration no 4165519 

7 

 
We are aware of the difficulty in getting witness statements and ask that CPO consider updating the 
MG 11 form so that witnesses have to opt out of sharing their contact details for compensation 
purposes.  
 
8.5 Section 9 Suspect Management Strategy 
The distress often felt by drivers straight after a collision where another road user has been 
seriously or fatally injured should not be seen as a reason not to ask the driver to give their initial 
account of what happened, as soon as they have calmed sufficiently to do this.  Too often in such 
cases, it seems that they are simply allowed to leave the scene and only interviewed weeks later, 
by which time they have 'prepared their lines' in conjunction with their legal representatives. 
 
Lessons need to be learned from Paul Jordan, a cyclist killed last November in Kent. The couple 
who reported finding him notified the ambulance but not the police. When they were eventually 
traced, the police, despite knowing the medical evidence indicated a collision had occurred (not a 
fall), did not treat them as potential suspects nor confiscate the vehicle. Nor did the police look for 
any other driver or vehicle.  Kent Police failed to treat this death as an unlawful killing. 
 
 
9 Conclusion 
 
In the 11 years since the RDIM was introduced, there have been real improvements in the 
investigation of fatal collisions. But, as is clear from the commentary and examples above, there 
remain significant opportunities for these gains to be applied more systematically and for standards 
to be raised further, despite cuts in police and forensic services.   
 
RoadPeace, CTC, LCC, Living Streets, British Cycling, See Me Save Me and 20s Plenty for Us, 
look forward to working with ACPO and police forces to ensure that unnatural deaths are 
investigated thoroughly, the suffering of bereaved families is reduced rather than aggravated, and  
public confidence in road death investigation is deserved.  
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Annex 1:  Dan Cox case study  by London Cycling Campaign 
 
London Cycling Campaign fully supports the consultation response submitted by RoadPeace. 
 
As an addendum we would like to submit a case study based on a recent cyclist fatality in London. 
 
Case Study 
 
The investigation of the death of cyclist Daniel Cox at Dalston Junction, London February 
2010. 
 
At the coroner's inquest into this death the police admitted that the on site investigator had failed to 
correctly identified the dynamics of the fatal crash between Dan Cox and a 3 axle HGV.  Such 
failures cannot always be eliminated but several weaknesses in the procedure meant that by the 
time that police realised the uncertain result it was to late to recover essential evidence.   
 
The revised investigation, many months later, also exposed weaknesses in the evaluation of cycling 
dynamics. The evidence presented to the coroner contained speculation regarding the position, 
speed and acceleration of the cyclist which could have had a serious impact on the understanding 
of what had happened. 
 
It is possible that pressure to complete the on-site examination quickly meant that incomplete 
evidence was collected on the day of the crash 
 
Location of crash and first point of contact. 
It appears that the first investigator thought that the first point of contact was at the side of the lorry, 
later investigation decided that the first point of contact was a the front.    
 
As a result of this error only one cctv video was examined, there were several other cameras 
covering the junction, some of which may have shown the front of the lorry but these were not 
secured and examined.  The investigators prepared thorough diagrams of what might or might not 
have been seen in the driver's mirrors but did not do the same for the view from the front of the 
lorry.  As the lorry involved was smaller and lower than most involved in fatal crashes precise 
information on the field of view would have led to a clear understanding of the crash dynamics. 
 
Witness evidence 
Several of the  witnesses to the crash were not interviewed until many weeks after the event.  By 
that time much of their detail memory may have been lost.  If they had been inteviewed on the day 
or within 24 hours the errors in the first investigation might have been recognised in time to secure 
more evidence from the site and from the lorry. One witness, who spoke to the victim, clearly 
identified the way in which he had been run over. 
 
Cyclists' behaviour 
At the time the evidence was reviewed, possibly 10 months later, several assumptions were made 
about the speed and position of the cyclist based on little understanding of how cyclists ride in 
traffic and without evaluation of the gearing of the cycle which affect the way it would decelerate 
coming towards a junction and accelerate on a green signal.  It is quite possible that the cyclist 
might have been visible in the driver's mirrors for a period four times longer than that assumed by 
the police. It is also possible that the cyclist could have been easily visible in front of the lorry as 
they both moved off if the lorry had stopped where it was legally required to, behind the white stop 
line. 
 
Conclusions and recommendations: 
 
1. Witnesses:   
All possible witnesses need to be identified at the scene. Statements need to be collected at the 
first opportunity, Self Administered Interviews is an effective way to ensure evidence is not lost. 
 
2. Site management.    
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Evidence collection should not stop based on the first assumption of what had happened.  The 
investigator should look for evidence that contradicts his assumptions as well as looking for 
evidence that might confirm them. 
 
3. CCTV evidence.  
It is important to identify, collect and examine as much CCTV evidence as is possible.  That will 
allow the investigator to confirm or confound assumptions made on site. It will also allow  timely re-
investigations to be made if doubts arise from the CCTV. 
 
4. Cyclists road behaviour.   
All crash investigators should have cycle training to level three of National Standards Cycle 
Training.  Investigator should have access to expert advice on the different styles of cycle riding 
and the differences resulting from gearing and braking systems which affect speed and position on 
the road. 
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Annex 2: Self Administered Interview: RDIM Consultation 2012 

 
Problem: Obtaining information from available witnesses at the scene of an incident 
 
Traffic collisions resulting in death or injury are often witnessed by members of the public.   
Incidents on busy streets, roads or motorways, may involve a large number of witnesses - 
bystanders, pedestrians, drivers and passengers of vehicles not involved in the incident etc.  Any of 
these witnesses may hold potentially vital information about the incident – how it occurred, who was 
involved, what happened before, during and after the collision.  This information could provide 
critical leads for the investigation and compelling evidence in subsequent legal proceedings.  
However, such witnesses often leave the scene of traffic incidents and are lost to the subsequent 
investigation process.     
 
Given their limited resources, Road Traffic officers are unlikely to be able to capitalize on multiple 
witnesses and will instead typically attempt to identify a smaller number of key witnesses.  This 
strategy can be problematic.  First, officers arriving at a disorganized, dangerous or traumatic scene 
may experience some difficulty in identifying key witnesses.  Second, limiting the focus of the 
investigation to only a small number of apparently informative witnesses at such an early stage is 
problematic in that the selected witnesses may not be able to provide complete or reliable 
accounts.  Officers may need further information from additional witnesses to move the 
investigation forward.  If follow-up enquiries do take place, several weeks or months may have 
elapsed by which time the witness may no longer be able to report useful detailed information about 
the collision they saw. 
 
Potential solution 
 
The Self-Administered Interview (SAI©) is a powerful evidence-based investigative tool that can be 
used to elicit comprehensive initial statements from witnesses, quickly and efficiently. It takes the 
form of a standardised protocol of clear instructions and questions that enable witnesses to provide 
their own statement. The SAI© was developed to address the serious challenge faced by 
investigators when an incident occurs for which there are numerous eyewitnesses.  The SAI© 
should be particularly beneficial to officers at the scene of road traffic incidents where resources are 
likely to be limited.  Gathering as much information as possible from those witnesses will 
significantly increase both the quality and quantity of information available to investigators.  
Essentially, the SAI© provides investigators with a useful tool in the investigatory tool box – a tool 
which works to improving the long-term outcomes for witnesses and victims of road traffic 
accidents. 
 
Case Study:  Use of the SAI© to obtain additional information from witnesses at the scene of a road 
traffic incident 
  
The witnessed incident involved a serious road traffic incident.  Three young males were (illegally) 
riding an off-road motorbike down a busy city street.  The motorbike collided with a car at 
approximately 60 miles per hour.  The motorbike rider and passengers were thrown from the 
motorbike into the path of an oncoming bus following the initial collision with the car.  One of the 
males was killed while both other riders were seriously injured (although reports suggest that one of 
the injured riders attempted to abscond from the scene after the collision).  Two police investigators 
responded to the incident and identified 16 witnesses to the collision. Eight of these witnesses were 
prioritized as key witnesses at the scene and were interviewed by police shortly after the incident.  
The remaining eight witnesses were issued with an SAI©. The completed SAI© booklets were 
redacted to preserve witness confidentiality and then submitted to the research team. 
 
Analyses of completed SAI© booklets focused initially on the usability of the tool by witnesses.  
‘Usability’ was determined by (a) evidence of proper use and understanding of instructions; (b) 
quality of information (i.e. apparent level of precision versus vague or general assertions; (c) 
quantity of information provided and (d) relevance of information provided.  Obviously, no objective 
measure of accuracy was available.  However, we were able to conduct a consistency analysis to 
determine the degree of corroboration between witnesses. 
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Seven out of eight witnesses submitted a completed SAI© detailing their account of the incident.  
Witnesses provided an average of 54 lines of text (2.5 A4 pages) in Section A of the SAI© (Report 
Everything).  The majority of witnesses provided additional, mostly relevant, information in other 
sections – including detailed sketches appended with further descriptors concerning the incident.  
Information provided was coded as relevant or irrelevant and was also rated with respect to the 
level of detail provided.  Relevance scoring determined whether or not the information provided 
pertained directly to the incident and those involved while the scoring of detail discriminated 
between specific and more general information.  For example, the follow witness accounts describe 
relevant and specific information: "Male, white, shaved head, wearing long sleeved jumper and 
balaclava, 20 years old, around 11 stone, no facial hair, olive skin, cut on his head”; "The motorbike 
had three riders, they seemed to be sitting in height order with the smallest at the front.  I noticed 
that they were riding at speed on the wrong side of the road and overtaking the slower traffic.  None 
of the riders were wearing helmets, instead they had their faces covered, in an intimidating manner 
with balaclava type clothing". 
 
Completed SAI© booklets for the seven witnesses were also coded for corroborating details such 
that for each detail provided, the number of co-witness who also mentioned that detail was logged.  
At least five of the seven accounts provided corroborative information with respect to the following 
details: time and location of the incident, visibility at the time of the incident, descriptions of the 
three individuals on a motorbike, speed of the motorbike, make and colour of the car involved in the 
initial collision, actions of the youths prior to and immediately after the collision, and appearance 
and actions of other witnesses at the scene. 
 
The investigating officers in this case evaluated the impact of the information obtained using the 
SAI© and concluded that the accounts provided were comprehensive and detailed, containing 
useful information for legally proving the case against the defendants, and establishing the charge 
as a joint venture.  Furthermore, using the SAI© permitted them to identify three further key 
witnesses who provided formal statements containing important information concerning the actions 
of the motorbike rider and passengers leading up to the incident.  The SIO observed that:  “Out of 
all the SAI©s issued only one person failed to complete the form. The forms that were completed 
were comprehensive, and a few I would say were more detailed and beyond the standard that 
some officers sometimes produce. Many contained useful detail in proving the case, and in the 
case of one witness, crucial evidence in terms of the rider and passengers’ actions leading up to 
the event which without doubt will show the joint venture in this case. The SAI© forms have led to 
another three crucial statements being taken.” 
 
Investigators also noted that using the SAI© in this investigation had saved them a “great deal of 
time”, an important consideration given trends towards reduced resources for policing in the current 
financial climate. 
 
This Case Study has been provided by Ian Hynes, Steve Retford and Mick Confrey (Greater 
Manchester Police).   
 
 
 

 
These comments have been submitted to the consultation on the Road Death Investigation Manual 
by Dr Lorraine Hope (University of Portsmouth) and Dr Fiona Gabbert (University of Abertay).  A 
more focused article concerning the applicability of the SAI© to road traffic incidents is included at 
Appendix I of this document.  Further information about the SAI© can be obtained from the authors 
or by visiting www.selfadministeredinterview.com 
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Appendix I.   
 
Article published in Impact (Institute of Traffic Accident Investigators, Winter 2011) 
 

 

 
Protecting Eyewitness Evidence:  What can the Self Administered Interview (SAI©) 

contribute to the investigation of Road Traffic Incidents? 
 

Dr Lorraine Hope, Reader in Applied Cognitive Psychology, University of Portsmouth 
Dr Fiona Gabbert, Reader in Psychology, University of Abertay 

 
In the aftermath of a traffic incident, the key priority for emergency responders will be to recover 
injured victims and secure the scene for subsequent investigation.  However, at that scene there 
may be a number of witnesses who hold important information about the collision – bystanders, 
pedestrians, drivers and passengers of vehicles not involved in the incident etc.  All too often such 
witnesses simply leave the scene of traffic incidents and are lost to the subsequent investigation.     
  
On the arrival at the scene of incidents, given limited resources, Road Traffic officers are unlikely to 
be able to capitalize on multiple witnesses and will instead typically attempt to identify a smaller 
number of key witnesses.  This strategy can be problematic.  First, officers arriving at a 
disorganized, dangerous or traumatic scene may experience some difficulty in identifying key 
witnesses.  Second, limiting the focus of the investigation to only a small number of apparently 
informative witnesses at such an early stage is problematic in that the selected witnesses may not 
be able to provide complete or reliable accounts.  Officers may need further information from 
additional witnesses to move the investigation forward.  If follow-up enquiries do take place, several 
weeks or months may have elapsed by which time the witness may no longer be able to report 
useful fine- grained details about the accident or collision they saw. 
  
The current article introduces a new tool designed specifically to assist investigators in such 
circumstances: the Self Administered Interview (SAI©).  The SAI© is based on the principle that the 
sooner a witness can provide a detailed account, the more detailed and accurate the information 
provided is likely to be.   
 
The Self-Administered Interview 
 
The Self-Administered Interview (SAI©) tool, which draws on core principles of the cognitive 
interview technique, has been developed to preserve and protect eyewitness memory by eliciting a 
detailed recall account at the scene of an incident or soon after. Eyewitness memory for details of a 
witnessed incident is under threat in two key ways.  In any witnessing situation, memory is prone to 
decay and this ‘forgetting’ will occur naturally and shortly after the incident. As the delay between 
witnessing and formal interview increases, memory decay will level off so while witnesses may still 
be able to provide a general account, potentially vital details for an investigation may have been 
irretrievably lost.  Another important threat to accurate witness recall is contamination of the original 
memory by erroneous information encountered between actually witnessing the event and 
providing investigators with an account of the incident.   As with any incident, both decay and 
distortion are factors which affect the recall of witnesses to dramatic one-off events such as traffic 
accidents.  These problems are often compounded by inaccurate media reporting and access to 
other second-hand knowledge.  Even multiple re-tellings of the ‘story’ of the incident in different 
social contexts can affect the accuracy of witness memory.  How might these challenges facing 
investigators be tackled? 
  
Over the past six years, our research team, based in the UK and US, has been working on the 
development of a recall protocol or ‘tool’ that will help incident protect witness memory at the scene 
of an incident or accident or shortly thereafter.  Early development of the SAI© focused on creating 
a clear set of written instructions and questions that could easily be understood by witnesses.  In 
the first test of the SAI©, mock witnesses (comprising a sample of community volunteers of all ages 
and background) viewed a simulated event and were required to report as much as they could 
about what they had seen.   
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Witnesses  
in the sample who were required to complete the SAI© tool reported 42% more correct details than 
those participants who were simply asked to report what they had seen. In a second study, two 
groups of community-based volunteers viewed a simulated crime event. After witnessing the event, 
half the participants were required to complete the SAI© and record their recall of the event in 
detail, while the other half simply provided their name and contact details. The same participants 
were recalled to the laboratory after seven days and asked to produce a full account of what they 
had witnessed a week previously. Mock witnesses who had completed the SAI© tool shortly after 
witnessing the event provided almost 30% more correct details than those who had not made an 
earlier recall attempt.  
 
These results indicate that the SAI© prevents against memory loss. Our most recent research has 
replicated and extended these finding. Specifically, we have found that mock witnesses who 
complete an SAI© after witnessing a simulated crime remember more information following a delay 
of one month, than do control participants (who have not completed an SAI©) after a delay of one 
week. Furthermore, mock witnesses who complete an SAI© are more resistant to the erroneous or 
misleading information they are exposed to after the event.  In addition to obvious benefits of 
enhanced witness recall, the use of a standardised form at the scene of an incident may also serve 
to limit any suggestion of ‘improper’ interviewing techniques and/or reduce any pressure from police 
or other interviewers which might be inadvertently perceived by witnesses. Furthermore, distribution 
of the SAI© should also free up investigator resources and allow numerous witnesses to provide 
evidence simultaneously and efficiently. 
  
The SAI©  has been designed to be usable as a generic tool for reporting different types of 
witnessed incidents, including crimes, traffic accidents, and other events.   It currently takes the 
form of a paper booklet (although clearly there are possibilities in the future for online and other 
alternative formats) and comprises seven sections containing information and instructions designed 
to facilitate both recall and reporting of memories for a witnessed event.  The generic nature of the 
format, instructions and cues permit the reporting of details of any witnessed incident.  With a 
particular focus on the needs of traffic incident investigations, the SAI© includes a section to record 
a sketch of the scene (witnesses are instructed to label components and indicate direction of 
movement).  A subsequent section provides cues to prompt reporting of details pertaining to any 
vehicles involved in the incident.    Information about the viewing and contemporary weather 
conditions is also prompted. 
  
Generating a tool that enables cooperative – and often, highly motivated - witnesses to produce 
their own high quality accounts without draining police resources provides with a  useful solution to 
the problem of multiple witnesses and limited resources.  Such accounts can then be evaluated by 
investigators to determine whether the witness deserves further attention by the investigative team.  
Importantly, the witness’s account is no longer lost (or in the process of decay) while such 
pragmatic operational decisions are made.   Enabling witnesses to provide their own initial account, 
facilitated by appropriate retrieval techniques offers a clear benefit to both witnesses and 
investigators. 
 
Taking the SAI© to the Roadside 
During the development and laboratory testing of the SAI©, a key goal of the research was to 
produce a practical tool based on sound psychological science with the capacity to make a 
significant contribution to the investigatory process.  However, while laboratory simulations provide 
an excellent environment for proof of concept testing, no interviewing tool or technique can be 
adequately tested in such a sterile environment.   Many real crimes, accidents and incidents are 
likely to be arousing, confusing, unexpected and potentially traumatic.  In many cases, witnessing 
conditions will fall far short of the optimal conditions typically associated with laboratory tests.  
Therefore, it was vital to test the SAI© in the field with witnesses to real-time incidents. 
  
Field trials of the SAI© commenced in early 2009 and were endorsed in England and Wales by the 
Association of Chief Police Officers (ACPO) Investigative Interviewing research committee.   The 
overall aim of the trials was to establish whether the SAI© could demonstrate both practical and 
evidential benefits to the police during investigations by eliciting high quality witness accounts in the 
field.  Several UK forces, including one large metropolitan force, joined the trials on a self-selecting 
responsive basis and trials in a number of forces remain on-going to evaluate the impact of using 
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the SAI© over an extended period.  A number of police forces internationally are also evaluating the 
tool and, to date, the SAI© has been translated into five languages.   
  
The key objectives of the trials were to examine the nature of information provided by witnesses 
using the SAI©, elicit end-user evaluations of the SAI© and identify the witnessing contexts in 
which the SAI© provides most benefit to police investigation.  During trials the SAI© was usually 
administered in incidents where multiple witnesses were present at the scene.  Broadly, the 
following procedure was adopted (although there were operational variations between forces): Lead 
investigators determined whether the SAI© was appropriate in light of the incident and available 
witnesses, key witnesses were taken for interview as per standard procedure while remaining 
witnesses were issued with an SAI© to complete at the scene (where possible).  Where completion 
at the scene was not possible, witness details/information was recorded as usual but witnesses 
were then issued with an SAI© and requested to return the SAI© as soon as possible (or informed 
that it would be collected by officers).   
 
Case Study:  Road Traffic Fatality  
 
What follows is a Case Study provided by Greater Manchester Police where the use of the SAI© 
contributed significantly to the investigation and subsequent building of a case against the 
defendants.  The witnessed incident involved a serious road traffic incident.  Three young males 
were (illegally) riding an off-road motorbike down a busy city street.  The motorbike collided with a 
car at approximately 60 miles per hour.  The motorbike rider and passengers were thrown from the 
motorbike into the path of an oncoming bus following the initial collision with the car.  One of the 
males was killed while both other riders were seriously injured (although reports suggest that one of 
the injured riders attempted to abscond from the scene after the collision).  Two Road Traffic 
officers responded to the incident and identified 16 witnesses to the collision. Eight of these 
witnesses were prioritized as key witnesses at the scene and were interviewed by police shortly 
after the incident.  The remaining eight witnesses were issued with an SAI©. The completed SAI© 
booklets were redacted to preserve witness confidentiality and then submitted to the research team. 
 
 Seven out of eight witnesses submitted a completed SAI© detailing their account of the 
incident.  Witnesses provided an average of 54 lines of text (2.5 A4 pages) in the initial ‘report 
everything’ section and the information provided was largely relevant and specific.  Completed 
SAI© booklets for the seven witnesses were also coded for corroborating details such that for each 
detail provided, the number of co-witness who also mentioned that detail was logged.  At least five 
of the seven accounts provided corroborative information with respect to the following details:  time 
and location of the incident, visibility at the time of the incident, descriptions of the three individuals 
on a motorbike, speed of the motorbike, make and color of the car involved in the initial collision, 
actions of the youths prior to and immediately after the collision, and appearance and actions of 
other witnesses at the scene. 
  
The investigating officers in this case evaluated the impact of the information obtained using the 
SAI© and concluded that the accounts provided were comprehensive and detailed, containing 
useful information for legally proving the case against the defendants, and establishing the charge 
as a joint venture.  Furthermore, using the SAI© permitted them to identify three further key 
witnesses who provided formal statements containing important information concerning the actions 
of the motorbike rider and passengers leading up to the incident.  The officers also noted that using 
the SAI© in this investigation had saved them a “great deal of time”, an important consideration 
given trends towards reduced resources for policing in the current financial climate. 
 
Some Caveats to Consider 
 
Of course, the SAI© is not a panacea to all the challenges faced by investigators of road traffic 
incidents (or, indeed, any incident).  Certainly, unmotivated or non-compliant witnesses are unlikely 
to commit much time or effort to completing an SAI©.  In which case, the investigators can simply 
record their contact details and pursue further details at some later point (this is effectively what 
happens at present with witnesses who are not identified as key at the scene).  Some witnesses 
may find the SAI© unhelpful.  For example, witnesses who require emotional support or ‘social 
scaffolding’ when providing their accounts may find it difficult to work independently – although this 
is an empirical question.  Similarly, traumatized witnesses should be treated with discretion.  



Member of the European Federation of Road Traffic Victims (FEVR) which has UN consultative status 
Registered charity No 1087192. Company limited by guarantee, registration no 4165519 

15 

Witnesses who experience literacy or lack confidence in written expression may be reluctant to 
engage with an SAI©.  In such cases, alternative methods of procuring accounts from these 
witnesses must be identified.  Similarly, the needs of witnesses for whom English is a second or 
limited language may need to be considered.  It is worth noting, however, that the SAI© has already 
been translated into a number of different languages.  Practitioners have also suggested that 
encouraging foreign language speakers to recall an account in an appropriately translated version 
of the SAI© may, in fact, be extremely beneficial during an investigator as access to interview 
translators can be limited and may involve significant delays.  
 
How can the SAI© contribute to Road Traffic investigations? 
 
Road Traffic accidents and incidents may have been witnessed by multiple witnesses.  Incidents on 
busy streets, roads or motorways, may involve a large number of witnesses – some of whom are 
likely to have important information to contribute to the investigation.  Premised on robust 
psychological principles the SAI© is an effective and efficient investigative tool that preserves and 
protects witness memory in such circumstances and elicits detailed accounts with high accuracy 
rates.  The SAI© should be particularly beneficial to officers at the scene of road traffic incidents 
where resources are likely to be limited.  Gathering as much information as possible from those 
witnesses will significantly increase both the quality and quantity of information available to 
investigators.  Essentially, the SAI© provides investigators with a useful tool in the investigatory tool 
box – a tool which works to improving the long-term outcomes for witnesses and victims of road 
traffic accidents. 
 
You can read more about the SAI© at www.selfadministeredinterview.com 
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