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TRANSPORTATION SAFETY: A CALL TO ACTION

Imagine a world with zero motor vehicle fatalities and serious injuries.

In this vision for the future, the State of Washington’s streets and roads
provide connections within and between neighborhoods and towns, and
goods are carried from ports to their destinations. People can cross the
road and keep moving toward their destination while drivers have plenty
of time to see them and pause on their trip. Children walk and ride their
bikes to get to school, enjoying a healthy activity that sets them up for
learning success.

Transit stops provide shelter for people waiting for a community-building
trip with their neighbors. City streets and county roads work well for every
mode, and highways and freeways operate safely and efficiently for those
who live in or visit Washington. These connections link us to each other

and the goods and services we need, enhancing the quality of the places
where we live, work, learn, and participate in community life.

Unfortunately, this is not our reality.

In Washington state, 810 people died and 3,413 people were seriously
injured in crashes involving motor vehicles in 2023. This represents an
85% increase since 2013 in fatalities and a 78% increase for serious
injuries. The numbers tell us that someone suffers a serious injury in
Washington every 2.6 hours. More often than twice each day, someone
is killed in a traffic crash. The individuals in these crashes are parents,
children, teachers, students, coworkers, friends, and neighbors. The
effects of roadway tragedies are widespread and far-reaching; the toll is
both emotional and economic.

WASHINGTON STATE FATALITIES, 1968-2023
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FIGURE 1. WASHINGTON STATE TRAFFIC FATALITIES, 1968-2023
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Safety is not a luxury. Safer roads and safer communities can save
billions of dollars. The societal financial cost of motor vehicle crashes in
Washington State for 2022 is estimated to be $20.48 Billion,' which is
3.2% of the real gross domestic product (GDP) of the state? and
represents $2,600 per person in Washington.®

While recent increases in fatalities and serious injuries are tragic,

we are optimistic about achieving a safer system, but it will take
commitment from all safety partners over an extended period.
Partners will need to achieve changes in how projects are funded and
designed, the public can assist by supporting a prosocial traffic safety
culture and encouraging policy makers to commit the funding and
resources to achieve our safety goals. We continue to study the most

1 WSDOT analysis using FHWA method for estimating crash cost for highway safety analysis

2 Bureau of Economic Analysis, GDP by State. https://www.bea.gov/data/gdp/gdp-state

common contributors to roadway crashes, including root causes. The
greatest recent increases in fatalities and serious injuries involved
impairment, speeding, and unrestrained occupants—three behaviors
that can be changed.

This is not a pie-in-the-sky dream. In 2022, Finland saw zero traffic
deaths in two-thirds of its municipalities, and they saw their traffic deaths
fall to an 80-year low in 2023. These are the result of a prosocial traffic
safety culture and a national commitment to achieve zero deaths and
serious injuries. Through efforts by government agencies, safety
partners, businesses, and the public, a renewed interest and resolve to
address roadway safety is growing in Washington State. This was further
supported at the national level in 2022 by the U.S. Department of
Transportation’s first-ever National Roadway Safety Strategy, and the first
ever Safety Summit held by the American Association of State Highway
and Transportation Officials (AASHTO) in 2023. Washington State has
been an early leader and partner in the growing national movement for
safer roads. We can leverage the national strategy and summit actions,
along with our Target Zero Plan, to save lives in Washington.

In the end, traffic safety is measured by our progress in attaining and
sustaining zero fatalities and serious injuries on Washington’s surface
transportation system. We all want this safe outcome for ourselves, our
families, and our friends. This vision must become a positive reality for
every person who lives, works, plays, and travels in Washington. We
should all arrive at our destinations safe and unharmed, every time.

3 WA Office of Financial Management, Total population and percent change website, accessed June 2024. https://ofm.wa.gov/washington-data-research/statewide-data/washington-trends/popu-

lation-changes/total-population-and-percent-change
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What is Target Zero?

Target Zero represents Washington State’s goal of eliminating fatalities
and serious injuries from our roadways by 2030. However, it represents
more than a number to be reached. To paraphrase President Kennedy, our
goal is zero, not because it is easy, but because it is hard. And it is the
only morally acceptable goal. It is our collective commitment to the shared
goal and to creating a transportation system built around safety for every
mode and every user. To follow through on this commitment, we must
seize the opportunity to reduce the potential for future crashes, so we
never have roadway deaths and serious injuries again.

In 2000, Washington State developed the first Target Zero Plan in the U.S.,
establishing the goal of zero fatalities and serious injuries. At the time,
2030 was an aspirational timeline for this vision. While data has continued
to show an increase in fatalities and serious injuries over the past decade,
maintaining the original 30-year goal is important because zero is the only
acceptable traffic safety outcome. We know it is possible to improve for
several reasons:

« We've done it before. From 2005 to 2013, Washington’s fatalities
reduced by 32%.

« Countries outside the U.S. currently experience traffic fatality rates
per population less than half our rates in Washington. Within these
countries, some cities have experiences zero fatalities.

« More than xxx incorporated cities within Washington state have
achieved zero deaths!

1 Awaiting data analysis
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The 2024 Target Zero Plan is the seventh version of this safety plan. As
we near 2030, we must act boldly and urgently to continuously improve
the way we design, operate, and maintain the transportation system and
educate our road users. It has taken decades to build the system we
have inherited, so we must continue to push against the status quo with
zero fatalities and serious injuries as our expected result, and stay
vigilant on this long journey. This updated plan lays out new, challenging
initiatives, and a new way of thinking about transportation safety as part
of a larger system. Thank you for joining us on this journey.

Local Safety Planning in Washington. While the Target Zero Plan
provides inspiration and guidance for statewide roadway safety
improvement, much of the day-to-day work of safety occurs at the
regional, Tribal, and local levels. While state routes account for 7,000
centerline miles (9% of all public roads), city and county roads account
for more than 56,000 miles (72%), making safety on all public roads vital
to achieving statewide goals.

More than 100 entities in Washington— local agencies, regional
agencies, and Tribal nations—have developed or are developing Local
Road Safety Plans, Vision Zero Plans, and Comprehensive Safety Action
Plans with the same vision to eliminate fatalities and serious injuries on
Tribal roads, city streets, and county roads.



SYSTEMS THINKING

Our surface transportation system is comprised of many parts, such as
road users, vehicles, roadways, roadsides, sidewalks, paths,
intersections, traffic control devices, policies, and laws. These different
parts interact and, in combination, can create the potential for fatal and
serious injury crashes. Washington’s traffic safety leaders recognize that
safety requires systems thinking, which allows us to understand and
continuously improve the system to reach desired goals. Crashes
(observable events) are relatively random and rare outcomes. Crashes
can occur for numerous reasons. Looking only at the crashes presents a
limited understanding of the system’s operation and the reasons that
crashes occur, as Figure 2 shows.! Systems thinking tries to understand
the trends and patterns that lead to these events (e.g., run off road
crashes in a curve), and also the influence of underlying structures on
those patterns (e.g., driver speeds, sharp curve after a long, straight
highway). Finally, mental models underlie the structures themselves (e.g.,
speeding a little is okay), so it is important to recognize the background
operating systems at play.

Reaching the goal of eliminating fatalities and serious injuries from our
roadways requires transportation safety professionals to think deeply
and broadly across disciplines and jurisdictional boundaries. Further, we
need to consider how the different supporting structures beyond the
traditional roadway system (e.g., transit availability, social services,
health policy, etc.) influence each other to contribute to or decrease the
likelihood of a crash.

1 Adapted from the iceberg model. https://mutomorro.com/iceberg-model/
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FIGURE 2. SYSTEMS THINKING LEVELS OF CURRENT CONDITIONS
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Applying Systems Thinking to Traffic Safety

Crashes occur for many different reasons. These contributing factors are
often related to errors or failures within the system. In the past we often
discussed safety without defining it; this led to different people not
talking about the same thing. To discuss safety consistently now,
descriptions of three key road safety performance metrics—exposure,
likelihood, and severity—must be understood.

« Exposure. Increases in motor vehicles miles traveled and miles
traveled by walking, rolling, and cycling mean more people are on the
system. In addition, crossing widths, time and distance for active
transportation, length of road segment, intersection size, and conflict
points increase the potential for crashes to occur as those who use
the road spend more time and span more distance closer to vehicles.

- Likelihood. Many roadway system aspects (e.g., intersection design,
roadway geometry, signal timing, lane striping) and vehicle design
(e.g., vision-obstructing pillars, maneuverability, safety devices) can
increase the likelihood of a crash occurring. Similarly, road users who
are distracted, impaired, speeding, or engaging in other high risk
behaviors also increase the likelihood of causing or being involved in
a crash.

- Severity. Vehicle speeds, crash angles, differences in size and
weight, and lack of safety equipment use are the primary factors in
crash severity. Other influences on severity include lack of protection
from crash forces (e.g., occupants not wearing seat belts, pedestrians
struck by a driver), physical health of road users involved in a crash,
and the availability and responsiveness of post-crash care.
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Applying these concepts can help us to recognize how our laws,
policies, programs, projects, and strategies create change in the system.
To arrive at strategies that will prove effective for all people in
Washington, we must include the assessment of safety performance in a
multimodal and community-based context. Multimodal assessment
recognizes that changes for the safety of people in vehicles may result
in offsetting negative effects to other modes of transportation, whereas
improvements for pedestrians can result in safety improvements for
people using all modes, including drivers.



PROSOCIAL TRAFFIC SAFETY CULTURE

(14

The roadway transportation system is a shared community
that consists of various users including drivers, motorcyclists,
passengers, cyclists, pedestrians, and others. This system is
designed, maintained, and managed by various
stakeholders including departments of transportation,
transportation engineers, maintenance districts, city and
county and Tribal road departments, elected officials,
policy makers, law enforcement officers, traffic safety
leaders... and others. Each of us is a member of the
roadway transportation community because we depend on
this shared system to connect us with people, places, goods,
and services. For this system to meet everyone’s needs and
be sustained, we have an obligation to one another to act
in ways that support the system.”

—Center for Health and Safety Culture,
Montana State University, Proactive Traffic Safety
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Traffic safety culture refers to our shared belief system about our
individual actions that affect safety.

Prosocial traffic safety culture goes further, referring to shared beliefs
about our responsibility for collective actions that create a safe
transportation system for everyone. Joint responsibility and collective
actions involve two important parts:

- Road operators and partners who are responsible for planning,
developing, operating, and maintaining a safe system.

« Road users who act to ensure the safety of themselves and the safety
of the other members of the community using the system.

Prosocial traffic safety behaviors are part of our positive daily choices,
performed outside a formal safety role. These actions are motivated by a
shared identity and social bonds with a group. To foster these prosocial
traffic safety behaviors, we must create a traffic safety culture that
encourages these behaviors and a social environment that rewards
them. Recent data shown in Figure 3 suggests that many people in
Washington state are already comfortable taking actions to help others
be safer. This suggests that strategies to grow prosocial traffic safety
behaviors may be effective in Washington.



COMFORT TO HELP OTHERS NOT ENGAGE IN RISK DRIVING Prosocial traffic safety culture creates a collaborative group experience

to encourage actions that increase the safety of others, which leads to

50 support for shared traffic safety goals.

40 37.0% 37.7%
= ¢¢ Seeing the tears in my brother’s eyes | knew something
S 30 horrific had happened. Wrapping his arms tightly around
= me... his voice barely audible... he whispered, ‘Trevor’s
‘E‘ been killed". Gasping for breath, the gut-wrenching pain
z
i took me to my knees.
g 2 17.4% Y
a In an instant | went from being a banker to dedicating my

lifework to preventing impaired driving in memory of my
10 little son and in honor of my then six-year-old daughter
) who survived the crash. Public safety is up to each of us for
1.8% . all of us.”
o —

Not at all Slightly Moderately Very Extremely

comfortable comfortable comfortable comfortable comfortable —Linda Thompson, mother of Trevor Pierce age 3, killed on

August 16, 1986, by an impaired driver (repeat offender)

FIGURE 3. SELF-REPORTED COMFORT TO ACT IN WAYS THAT HELP OTHERS
NOT ENGAGE IN RISK DRIVING BEHAVIORS

Source: WA Traffic Safety Survey, 2023

WA STRATEGIC HIGHWAY SAFETY PLAN 2024 -+ INTRODUCTION



EQUITY FRAMEWORK

The Centers for Disease Control and Prevention (CDC) describe
transportation as an important social determinant of health that

“affects the ability of people to move efficiently and safely through
public and private spaces. Active transportation—specifically walking,
cycling, and rolling—has direct and indirect impacts on health at both
individual and community levels.” However, individuals using the
transportation system experience significantly different outcomes
related to death and serious injury. Some of these differences are
attributable to prior policies (including redlining and segregation) that
were put in place nearly a century ago in cities across the U.S. Planning
decisions are often skewed in favor of some interests over others.
Compounding this are disparities in improvements and maintenance
over time. Hundreds of separate decisions compound over time and
result in substantial disparities in access, resources, and safety. This
resulted in neighborhoods with higher speed arterials, less street
lighting, and a lack of sidewalks and pedestrian crossing locations.
Changes are needed to reduce the higher rates of active transportation
user deaths for Black and American Indian and Alaska Native road
users, in particular.

CDC researchers concluded: “lower-income neighborhoods often lack
sidewalks or have poorly maintained sidewalks with limited connectivity.
Structural racism has governed the trajectories of communities across the
United States, creating multidecade place-based effects. These effects
are often not acknowledged as a fundamental cause of transportation
inequities. Individually focused behavioral countermeasures and siloed
infrastructure projects cannot sufficiently address present-day inequities.

Transportation researchers must understand and address upstream
factors—like redlining—that continue to undermine positive population-
level transportation outcomes.” (CDC, 2023) This linkage allows for
understanding these factors’ interaction in the analysis and selection of
safety strategies and countermeasures to reduce crash and injury
potential. A recent example is WSDOT’s social equity index to understand
the correlation between equity characteristics and vulnerable road user
crashes, as outlined in Appendix XX.

Systems thinking requires us to proactively address these patterns and
trends across multiple systems to bring about equity-based outcomes.
The equity framework for achieving Target Zero is based on an
understanding that historical interconnections among public policies for
transportation, health, housing, and environment could have resulted in
inequities. Marginalized communities face disproportionate burdens and
impacts that were created by policy makers and funders across these
multiple systems.

Inequity in systems also occurred in part because transportation funders,
policy makers, and design practices prioritized higher-speed, vehicle-
oriented mobility for people in suburban areas. Safety during this time
was defined as a reduction in total crashes (versus fatal and serious
injury crashes), meaning congestion-related vehicle crashes were
prioritized. These crash types usually resulted in property damage or
minor injuries, versus the less frequent but higher severity active
transportation user involved crashes.

1 Taylor, N.L,, et. al. (2023). Structural racism and pedestrian safety: Measuring the association between historical redlining and contemporary pedestrian fatalities across the United States, 2010-
2019. Accessed online, 4/29/2024, https://www.ncbi.nlm.nih.gov/pmc/articles/PMC10003496/#:~:text=In%200ur%20multivariable%20analysis%2C%20we . Table%202%2C%20model%201.
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Projects were often developed to reduce cost and complexity, leading
decision makers to place roadways near or through marginalized
neighborhoods, instead of other communities that were more costly and
difficult to build in. These projects were built without places for the
people in those same neighborhoods to walk, bike, and roll, resulting in
negative effects on safety, culture, economic vibrancy, and personal
security. This is disinvestment, and it is being corrected over time with
new projects in these communities.

The current transportation system and network was built over decades,
and it will take time to make changes to meet the needs and expectations
of today. An equitable approach to transportation safety requires us to:

. Disaggregate data by population demographics such as race/
ethnicity, income, housing, disability, English proficiency, other
equity-related factors, and mode use to gauge potential negative
impacts within traditionally underserved populations.

« Understand how limited transportation options within different road design
and operational context might affect transportation safety behaviors, and
how to consider these factors in safety projects and programs.

- Address differences in land use policy and prosecution of traffic
safety laws by these same demographics.

« Address improvements in all relevant systems (e.g., land use policy,
infrastructure projects, transit access) with a focus on historically
underinvested communities.

« Include these affected communities in transportation
safety decision-making.
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Land Use. Historical inequities in city planning led to inequitable
zoning laws and practices, including housing segregation via redlining
and exclusionary zoning. These policies led to the concentration of
certain populations, particularly communities of color, in specific
neighborhoods, and in disparate housing values, affordability and
quality. These prior choices resulted in those community members
experiencing limited access to transportation, food, employment, health
care, education, and recreation within a reasonable distance, further
exacerbating existing inequities.

Marginalized people, who are in most need of affordable and reliable
transportation options, may be the least likely to have these options in
their neighborhoods due to prior transportation policies that prioritized
automobile-centric development. The lack of reliable options increases
their exposure to conditions that may result in roadway crashes. The
outcome is a perpetuating cycle of poverty and inequity.
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Equity in Transportation Policy

Transportation is now widely understood as a cornerstone of equity
across larger interconnected systems, including environmental justice,
public health, economic development, and workforce development.
Recent legislation in Washington has advanced transportation equity
through multiple systems.

HEAL Act. The passage of the Healthy Environment for All (HEAL) Act in
2021 was a historic step toward understanding environmental and health
disparities among communities of color, low-income households, and
others vulnerable to environmental impacts. It was the first statewide law
in Washington to create a coordinated state agency approach to
environmental justice, and it includes the following key elements related
to transportation safety:

- Provided a voice for disproportionately affected communities.

- Created an environmental justice council to advise the state and an
interagency work group to coordinate among agencies.

« Required specified agencies to consider benefits and burdens for
vulnerable populations in investment decisions.

- Required specified agencies to track, measure, and report on
environmental justice implementation.

Complete Streets. The Move Ahead Washington transportation package
passed in 2022 introduced a mandate for consideration of Complete
Streets approaches in all significant transportation projects undertaken
by WSDOT on state highways. Projects must consider and
accommodate all road users and their modes of transportation, including
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walking, rolling, and using transit. When fully funded and implemented,
the Complete Streets approach will mean that each person has a
reasonably safe pathway from destination to destination on state routes,
whether they are driving, walking, biking, or riding transit, or any
combination of modes. Complete Streets are developed within the

Safe System Approach that is covered in full detail in the next section of
this plan.

While the directive applies to WSDOT projects, many other agencies
around the state have adopted a local Complete Streets ordinance and
are applying these principles to their transportation projects. Grants
awarded by WSDOT’s Active Transportation Division and by the
Transportation Improvement Board fund projects that create Complete
Streets as well.

Growth Management Act. In 2023 the legislature adopted several
changes to the Growth Management Act that embed equity and
transportation safety. When implemented, these changes will reduce
potential crash exposure through support for transportation-efficient
land use planning and mode shift away from single occupant vehicle
travel. Changes included:

« Requiring use of multimodal level of service standards for roads,
transit service, and active transportation, which shifts from a driving-
centered evaluation to one that considers all modes.

- Explicitly incorporating requirements to plan for safety. “Priority must
be given to inclusion of transportation facilities and services providing
the greatest multimodal safety benefit to each category of roadway
users for the context and speed of the facility.”
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- Adding equity language, for example directing transportation and
planning authorities to identify system needs to equitably meet
current and future demands and to equitably implement the
multimodal network.

« Requiring the creation of Americans with Disabilities Act Transition
Plans as a part of the transportation element of comprehensive plans

Equity in the Safe System Approach

To implement the Safe System Approach equitably, we must first
understand disparities in land use and road placement. Then, policy
makers must work toward repairing the locations of historic
underinvestment in safe facilities for pedestrians, bicyclists, and motor
vehicle drivers in marginalized, underserved, and disproportionately
impacted communities. Equity by design and equity in operations must
explicitly consider all road users in decision making and recognize that
some communities—such as places where more people live in poverty,
have disabilities, or experience health disparities—have compounding
needs that place an emphasis on transit, walking, biking, and rolling.

Community needs must be prioritized as well. Our work to

communicate and engage around traffic safety requires tailoring our
message to non-English speakers, developing culturally relevant
materials, and establishing platforms and engagements to hear from
those who are unable to participate in public meetings because of costs,
inability to travel longer distances easily, caregiving responsibilities, and
other factors.

Socioeconomic and Demographic Factors
in Washington

Responsibility for road design, construction, maintenance, enforcement,
and safety is divided among city, county, state, and federal jurisidictions,
and Tribal nations. County roads account for the greatest number of
road miles, yet they often receive the least funding support per mile.
State and county roads in unincorporated areas are those that most
frequently cross and abut Tribal lands.

Within Washington, there are substantial differences between urban,
suburban, and rural areas of the state. There are several state and
national datasets that are helpful in identifying communities that
experience persistent poverty (USDOT Areas of Persistent Poverty), are
disadvantaged (USDOT Disadvantaged Communities score), are socially
vulnerable (the CDC Vulnerability Index), or experience environmental
health disparity (Washington Department of Health (WA DOH)
Environmental Health Disparities Score). WA DOH provides online maps
to visually communicate data on social, health, and safety vulnerabilities
by census tract!

1 Washington Tracking Network, WA State Dept of Health. https://fortress.wa.gov/doh/wtnibl/WTNIBL/
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The CDC Social Vulnerability Index considers multiple factors in four domains:

g 5
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UNDER 18 (%) .
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e SINGLE PARENT
HOUSEHOLD (%)
e POPULATION LIVING

IN POVERTY (%)

«  UNEMPLOYED (%)

Segregation by race, income, and other demographic factors reflected
in this concept of social vulnerability is part of the system that produces
disparate transportation safety outcomes. As the CDC found in its
national study, these systems are interdependent. People in historically
marginalized, segregated, and underinvested census tracts in
Washington also experience higher rates of serious injuries and
fatalities in traffic crashes.
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These differences are a part of the system that results in disparate
safety outcomes. For example, a person who is less able to afford a
personal vehicle is more likely to walk, bike, or roll, either as their
primary mode or to access public transit. This leaves them more
vulnerable and exposed. The 25-30% of Washingtonians who don’t drive
at all face the same scenario. Their lack of protection can increase their
susceptibility to crash forces from a motor vehicle on some parts of the
transportation system.
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As living expenses increase throughout Washington, many no-, low- and
moderate-income residents must reside in lower-cost areas. These
individuals must travel farther to get to their workplaces, schools,
medical care, shopping, and other locations as part of their daily lives.
This added distance creates additional exposure due to miles traveled
to reach these locations on facilities that may lack safety features seen
on other roadways.

Part of the reason is that design guidance is often determined using
existing conditions, like the amount of traffic on that road segment.

This means that some roads will have additional roadway and roadside
safety features, like paved shoulders, edge line and centerline pavement
marking, guardrail, or sidewalks. These choices are made to optimize
the scarce resources available to transportation programs. Washington
is reevaluating how these investment choices are made, using the Safe
System Approach. To do so means reconsidering how safety decisions
are made and how potential safety projects and strategies are assessed
in reducing crash potential for all users.

(13

Traffic crashes are a legacy of colonization. We did not ask

for these roads.”

—Tribal Representative, October 2023,
Target Zero Listening Session
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Tribal Land Safety. There are 29 federally recognized Tribes in the State
of Washington. They have designated and sovereign Tribal lands. These
lands represent a small fraction of the traditional lands upon which
Native Americans lived for millennia. While American Indian and Alaska
Native people account for a small percentage of the total population,
their involvement in fatal and serious injury crashes is grossly
disproportionate considering their population size (see p. __). These
crashes occur on and off Tribal lands.

Community Concerns: A Delicate Balance
to Achieve Road Safety Outcomes

Historic disparities in traffic stops and arrests in communities of color in
Washington and the United States must be acknowledged when we
engage these communities around behavioral traffic safety, which has
traditionally relied upon traffic enforcement (and the related threats of
fines or arrest) as a primary deterrent and countermeasure.
Disproportionately affected communities and policy makers have sought
to limit some traditional traffic enforcement activities. Recently,
Legislation has been proposed to limit traffic stops and high-speed
police pursuits. To meet Target Zero goals, we need access to all
available tools, including the application of equitable enforcement,
particularly when behaviors and actions are placing individuals and
those around them at risk for fatal or serious injury.

Some community members clearly experience and view encounters with
law enforcement as risky or dangerous. Consequently, the perceived
risks of a crash are thought to be more remote or unlikely than the risks
they associate with law enforcement interactions. Traffic stops are one
of the most common ways in which members of the public encounter
law enforcement.
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Groups that have historically experienced the greatest disparities in the
criminal justice system expressed lower support for traffic enforcement
on the Statewide Traffic Safety Survey (2023). While the level of support
is lower among Black survey respondents, 54% expressed support for
enforcement of distracted driving laws for using a cell phone, and 60%
expressed support for enforcement of laws against driving under the
influence of alcohol. Support for enforcement of speed laws among
Black respondents—specifically for driving 10 or more miles over the
posted limit—was 43% (37% were opposed and 20% were neutral). This
occurred even though Black respondents were more likely to view
speeding as very dangerous or extremely dangerous (43% versus 35%
of all other respondents).

Deep and ongoing engagement will be essential to craft effective
strategies in disproportionately affected communities. Equitable
enforcement practices are likely to be more effective, as enforcement
should focus solely on preventing, reducing, and disrupting the most
dangerous behaviors on the road.
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Advancing Equity to Save Lives

It will take time, effort, patience, and mutual understanding to engage
affected communities around solutions that effectively address
disparities in social vulnerability, under-investment, enforcement actions,
and the steps to provide roadway safety to everyone. There will likely
need to be changes and adjustments made to law enforcement
practices and strategies to increase trust that traffic enforcement
protects all people and all groups equally and equitably.

Addressing the most harmed populations in our society experience will
communicate our commitment to equitable outcomes, and reinforce that
Washington’s goal of zero fatalities and serious injuries is for everyone.
Today’s transportation and community safety leaders must address the
negative legacy created by these prior systemic choices and take action
to avoid burdening more people and places with similar decisions today.
We cannot reach Target Zero without correcting these disparities.
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THE SAFE SYSTEM APPROACH

The Safe System Approach (SSA) recognizes that safety is increased
when we examine how all parts of the system interact to support and
strengthen all parts of the system. Vision Zero and the Sustainable
Safety Approach originated through efforts in Sweden and The
Netherlands, respectively, in the 1990s. The combination of their
thinking evolved into what we know today as the SSA. Washington
began its journey toward this approach when WSDOT adopted the
sustainable safety principles in 2013, and then updated the WSDOT
design manual in 2015. In the 2019 update of Target Zero, Washington
brought the SSA into Washington’s safety practices. Since then,
Washington has adapted this approach to incorporate local
considerations and international advances in safety practices.

The Washington State SSA provides a framework for operationalizing
traffic safety among policy makers, system owners and operators, and
road users. This approach reflects the obvious truth that preventing
death and serious injury requires multiple elements to be in place so
that if one fails, other layers of protection are available to prevent the
most tragic outcomes. We apply it in an equitable manner, so it benefits
everyone using the system. Figure 4 illustrates Washington’s version of
the SSA Principles (outer ring) and SSA Elements (inner ring).
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FIGURE 4. WASHINGTON STATE’S SAFE SYSTEM APPROACH
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The SSA aims to reduce fatalities and serious injuries by creating a
system that supports the following elements: safer land use, safer
vehicles, safer speeds, safer roads, safer road users, and post-crash
care. These elements are supported by core principles:

« Death and serious injuries are unacceptable
«  We support safe road use

- We work to reduce large crash forces because humans
are vulnerable

- We all work together with the philosophy of a shared responsibility
- Safety is proactive

« We strengthen all parts of the system to create redundancy

Safe System Approach Principles

Washington’s SSA framework is based on six principles, starting with the
value statement (deaths and serious injuries are unacceptable), followed
by the primary reason for injury outcomes (prevent exposure to large
forces) and required actions (safety is proactive, support safe road user
behaviors, and shared responsibility). The principles finish with a direct
connection to the interdependent SSA elements: strengthen all parts.
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PRINCIPLE 1: DEATH OR SERIOUS
INJURY IS UNACCEPTABLE O

Everyone begins the day with

something in mind, often a @
destination. Then their feet, a bike,
a car, a bus, or other transportation
mode takes them there. Most
people are unaware of the ways in
which their potential for a crash is
part of the transportation system
design and operation. Target Zero
partners are focused on
understanding these system
challenges and prioritizing
strategies to prevent death and

THESE ARE NOT JUST
DOTS ON A MAP.

— Tribal representative,
October 2023 Target
Zero listening session

serious injury.

High-level officials have committed to the elimination of fatalities and
serious injuries, including the WSDOT Secretary’s 2023 Executive Order
E1085.01: Advancing the Safe System Approach for All Road Users. Its
purpose is to achieve the goals of the Target Zero Plan, and it further
states, “Through the Safe System Approach, WSDOT intends to
systematically reduce fatal and serious injury crash potential statewide.”
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In a well-designed system, safety measures make sure

that human fallibility does not lead to human fatalities.”

—Pete Buttigieg, U.S. Secretary of Transportation

PRINCIPLE 2: SHARED RESPONSIBILITY

All parties within the system—including government at all levels, private
industry (e.g., vehicle manufacturers, consulting firms, etc.), nonprofit/
advocacy organizations, the healthcare system, first responders,
researchers, and individual road users—are vital to preventing fatalities
and serious injuries on Washington’s roadways.

The transportation system is comprised of many elements that influence
each other, with many partners who are responsible for these different
elements. Partners can be classified as “traditional” (e.g., engineers, law
enforcement agencies) and “influencers” (e.g., families, social services,
land use). Traditional partners have the highest responsibility and are
held accountable for building and operating a safe transportation
system; influencer partners are those without a formal traffic safety role
but with an interest and influence over safety within their social
environment. Target Zero partners include key federal and state traffic
safety agencies, along with Tribal governments, cities, counties, regional
planning organizations, community-based organizations, and others.
Collectively, this partnership is responsible for taking actions to reduce
or prevent crashes through safety-focused projects, programs,
initiatives, and campaigns all around our state.
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PRINCIPLE 3: SUPPORT SAFE ROAD USER BEHAVIOR

People make mistakes and sometimes make behavioral decisions that
contribute to crashes. Many systems and factors lie beyond the direct
effects of transportation safety professionals (e.g., funding for early
prevention and intervention services, availability of treatment facilities for
mental health or substance abuse, housing costs, etc.). A transportation
system designed to be self-explaining and self-enforcing, meaning that
roads are designed and operated to support safe road use, to reduce the
ability to travel at excess speeds, and to be forgiving of errors. When
supported by education, these designs reduce the potential for road user
behaviors that can lead to death and serious injury.

A safe system is one that 1) encourages road users to comply with the
safe behavior standards and 2) removes conditions that may influence
the violation of those standards. Planning, designing, and operating
roadways and active transportation facilities that encourage safe
behaviors and remove opportunities for unsafe behaviors will help to
protect all road users. Prosocial safety culture; culturally relevant
education and training; reminders from signs, pavement marking, and
signals; self-explaining roadways; and law enforcement are other layers
of defense to encourage safer behaviors.
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PRINCIPLE 4:
PREVENT EXPOSURE
TO LARGE FORCES

The human body has
limits for tolerating
crash forces before
death or serious injury
occurs; therefore, it is
critical to design and
operate a human-
centric transportation
system that
accommodates and
protects physical
human vulnerabilities.

20 mph
Height: 13.5 ft

40 mph
Height: 54 ft

60 mph
Height 121.5 ft

FIGURE 5. SPEED AND THE FORCE OF IMPACT

The average car weighs 4,000 pounds (which is significantly heavier
than 30 years ago).! The transfer of force in equation form is KE=(1/2)mv?,
where KE = Kinetic Energy; m = Mass of an object; and v = Velocity.
When this large object collides with a fixed object, another vehicle, or a
person at a high velocity (speed), the impact severity is high. It increases
exponentially by the driver’s speed.

The connection between the force equation and safety has been
understood for a long time, illustrated by this image from 1936 (see
Figure 5).2 A vehicle traveling 20 mph generates the same force of
impact as that same vehicle dropping from a height of 13.5 feet. At 40
mph, the force is equal to the vehicle dropping from 54 feet.

(19

We need to find the balance between speed and
efficiency with regard to motor vehicles and

pedestrian/bicycle interactions.”

—Listening session participant in Yakima County

1 How much does the average car weigh? 2024 https://www.consumeraffairs.com/automotive/average-car-weight.html

2 Man and the Motor Car by Robert Whitney, 1936.
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PRINCIPLE 5: SAFETY IS PROACTIVE

With the proactive approach we identify and address potential
contributing factors and crash types in the transportation system,
rather than waiting for crashes to occur and reacting afterwards.

Historically, safety investments have been focused on locations where
crashes have been reported. While this reactive approach has been
beneficial, crashes do not occur repeatedly at the same location over
time. From a system perspective, we can take proactive actions that
reduce the contributing factors to crashes by mitigating recognizable,
predictable trends and factors before future crash events occur.

For example, a jurisdiction may identify lane departure crashes as one of
its most common contributors, but upon further investigation, no single
location has multiple fatalities or serious injuries in the past few years. In
this case, low-cost solutions such as horizontal curve warning signs,
pavement marking, and rumble strips can be implemented systemwide.
The result of this proactive, systemic improvement is a reduced potential
for lane departure crashes for the jurisdiction.

PRINCIPLE 6: STRENGTHEN ALL PARTS

Reducing likelihood, exposure, and severity of crashes requires that all
parts of the transportation system be strengthened, so that if one system
element fails, the others remain in place to prevent serious or fatal injury.
This principle ties directly to the SSA Elements: safer land use, safer roads,
safer road users, safer vehicles, safer speeds, and post-crash care.

For example, speeding may be a risk factor when driver operating
speeds are too high for the location and type of road use present (e.g.,
higher pedestrian activity). Strengthening the system could involve
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multiple layers, including fostering a culture that discourages speeding
and reducing post speed limits based on land use context to prioritize
injury minimization. In addition, road users can be educated on why their
operating speed matters. Deterrence and enforcement through high
visibility or emphasis patrols can be layered on to reinforce the posted
speed limit. System owners can implement operational and design
changes to the roadway itself to separate users and communicate that
lower speeds are more appropriate for the given context or make
physical changes to the roadway that reduce speeds.

FIGURE 6. THE SAFE SYSTEM APPROACH PREVENTS SERIOUS OR FATAL INJURY
EVEN WHEN ONE ELEMENT FAILS

Table 1 demonstrates examples of defense functions across the Safe
System Approach elements for speeding involved fatalities (adapted
from the Safe System Approach in Action report from the International
Transport Forum). It describes how the different partners work together.
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TABLE 1. EXAMPLES OF DEFENSE FUNCTIONS ACROSS THE SSA ELEMENTS FOR SPEEDING INVOLVED FATALITIES

SSA PRINCIPLES

SAFER LAND USE

SAFER
ROAD USERS

SSA ELEMENTS

SAFER
VEHICLES

SAFER ROADS

SAFER SPEEDS

POST-CRASH
CARE

COORDINATING
PARTNERS

PREVENT FATAL

Encourage

Create a traffic

Install Intelligent

Use self-explaining

Automated

Intervention

WSDOT, WTSC,

AND SERIOUS transportation- safety culture Speed roads to convey enforcement with  during care to County and City

INJURIES efficient land use that  that discourages  Adaptation safe speeds. speed safety change risk Planners and
promotes connectivity = speeding. systems. cameras. Speed beliefs (Safer Engineers, WSP,
and considers management People). DOL, LCB, DOH,
multiple modes of for injury HCA, transit
transportation, reduce minimization. agency boards,
vehicle parking legislature, judicial
requirements, and system, health
replace with modal care system
options to encourage
active forms of

REDUCE Ensure land use Create a traffic Install mayday Provide more Update design Expand services WSDOT, WTSC,

EXPOSURE requirements provide safety culture systems for post- recovery area by and operational to reduce County and City

for access and mobility
of all modes and
encourage reductions
in vehicle miles
traveled. Comply

with updates to the
Growth Management
Act including
multimodal level of
service standards,
requirements to plan
for safety of all roadway
users, and equitable
implementation of a
multimodal network
that supports mobility
for all.

that encourages
observing posted
speed limits and
wearing seat
belts. Provide
frequent and
reliable transit
service to enable
mode shift that
reduces vehicle
miles traveled.

crash care and
speed governors
in vehicles
owned by people
with a pattern

of repeated
speeding
violations.

removing objects
near the road
without increasing
exposure for active
transportation users
on the sidewalk

or shoulder;

add signing and
delineation at
curves; provide
separated
infrastructure and
appropriately
controlled crossings
for pedestrians and
bicyclists.

practices to
incorporate
human force
tolerance limits;
apply research-
informed speed
limit policies
aimed at

achieving desired

target speeds
appropriate for
the context.

response time.

Planners and
Engineers, Transit
Agencies, WSP
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The Safe System Approach Elements

The six Washington State SSA elements used in Target Zero are described in the following sections.

ELEMENT 1: SAFER LAND USE

When land use and transportation are planned
efficiently, the necessities of daily life can be closer
together and easier to access. This reduces exposure
to crashes, promotes walking and biking, reduces
congestion and air pollution, and increases human
interaction, which makes places healthier and more vibrant. The land
use and transportation systems work together to create the network
within which the users operate and interact with one another and the
adjacent land use.

More vehicles within the transportation system results in a greater
potential for crashes. Public transportation systems, like buses and light
rail help to reduce exposure by removing vehicles from the system, as
does active transportation use. Shortening travel distances overall also
reduces exposure, and therefore crashes. Safer land use planning is
critical to the safe system as it influences how travel will occur and how
attractive the use of transportation modes beyond driving are. To
achieve optimal transportation safety for people using all modes, land
use planning that prioritizes safety and equitable access to mobility is a
fundamental starting point.

Land use decisions determine development within the transportation
system, the use of different transportation modes, and how much time
and effort each trip will take. Land use decisions should facilitate
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multimodal trips for all purposes, from the 20% of trips for commute
purposes to the other 80% of our trips for activities like getting
groceries, taking children to school, going to the park, and participating
in community life. Separating pedestrians and cyclists from motor
vehicle traffic reduces conflicts and allows people to feel safer.
Infrastructure investments and land use policies that address people’s
perceived safety concerns will increase willingness to use multimodal
transportation and in doing so reduce the exposure, likelihood, and
severity of crashes.

Such approaches are particularly critical in low-income and other under-
invested communities where residents are often more dependent upon
lower-cost public transit and active transportation options (walking and
rolling) rather than travel by private vehicle.

Transportation-efficient locations where many destinations are within
close proximity reduce the number and length of trips people need to
make. With sufficient density of activity (housing and destinations),
roadway infrastructure designs that support active modes and transit
access enable mode choices. The associated treatments—e.g., shorter
crossings, wide sidewalks, protected bike lanes, etc.—reduce exposure,
likelihood, and severity of crashes for all users.
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For example, siting primary schools in infill locations (versus greenfield
development) makes it easier to provide safe routes to school for
students close to housing. While the number and mix of land uses is
important in creating vibrant places, the form and scale also matter.
Placing limits on block lengths, as was recently codified in the City of
Pasco, creates a more favorable environment for pedestrians.! Providing
housing and services that meet the needs of seniors in locations with
frequent and reliable transit service supports their transportation
independence as they age out of driving safely.

Infill development in existing urban areas and the creation of town
centers all contribute to improving the efficiency of land use and safety.
Conversely, greenfield development, especially when it leapfrogs busy
roadways, creates unfavorable conditions for people who now must
cross busy facilities with high-speed motor vehicles. The potential
conflicts are worsened in locations where there is little expectation for
the presence of active transportation users. Land use decisions send
strong context signals to drivers about what to expect and how to drive
to keep everyone safer.

1 Source to be added

ELEMENT 2: SAFER ROAD USERS

Road user decisions and behaviors fundamentally
increase or decrease the likelihood of a crash
occurring and the severity of a crash when it occurs.
For instance, drivers choosing to drive impaired by
substances or drowsy from lack of sleep are less fit to drive, as they have
slower reaction times and make poor driving decisions. Another example
is road user convenience, which shows up as red light running, speeding,
motorcyclists splitting lanes to ride between vehicles, or active
transportation users crossing against a Don’t Walk traffic signal.

Our safety culture, regulations, and personal values set and define the
expectations and boundaries for road user behaviors. These aspects are
often articulated and enforced with traffic laws and the “rules of the
road.”? Speeding is one example. Regulatory speed limits are set based
on a variety of formulas and definitions of road function. However, the
speed a driver selects is affected by more than the law. Just like any
human behavior, their speed selection is socially influenced and
constructed by what is generally deemed acceptable. For example,
neighbors may have shared expectations about an “appropriate” safe
speed in their communities, while drivers on a freeway may assume
everyone around them has shared expectations about the acceptability
of exceeding the posted speed limit. Thus, road users may feel a social
obligation to abide by these publicly acceptable behaviors in addition to
rules determined through traffic laws.

2 Revised Code of Washington (RCW) 46.61, Rules of the Road. https://app.leg.wa.gov/rcw/default.aspx?cite=46.61
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Strategies with the goal of increasing road user intentions to behave
safely include more formal legal and policy approaches, as well as less
formal social norms:

- Education: Driver education programs communicate the laws (and
norms) that define the standards for safe behavior and the initial
development of the skills necessary to practice these safe behaviors.
Driver education can also teach skills for road users and prepare them
to recognize conditions and scenarios that may pose higher potential
for a crash. Public education campaigns—developed and provided in a
culturally-relevant manner—help to educate all road users on safe road
behaviors. Informally, everyone learns from those around them.
Children learn road user behaviors from their parents and other adults
by observing them. Employees in businesses and agencies with a fleet
may receive training in the workplace.

- Enforcement: Traffic laws are intended to separate road users in time
and space, providing a level of safety for all road users if the laws are
followed. Legal systems communicate the laws associated with safe
driving and the penalties for violating these rules. Law enforcement
agencies help remind road users of these laws by being visible and
present. When necessary, they intervene when road users engage in
risky and illegal behaviors. These enforcement functions also deter
those who do not come into direct contact with law enforcement.
Since law enforcement can’t always be everywhere, the system relies
upon most road users to follow and model these rules for others.
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Traffic Safety Culture: Strategies to grow a positive traffic safety
culture can both encourage safe behaviors and discourage violations.
Such strategies may rely on social rewards and sanctions from the
groups in the social environment, including peers, families, neighbors,
employers, co-workers, and other community members. A prosocial
traffic safety culture goes beyond the individual to benefit all.

ELEMENT 3: SAFER VEHICLES

Vehicle design serves multiple goals, including
efficiency, comfort, status, recreation, business
activity, and safety of those inside the vehicle.
Ideally, vehicles are designed and regulated to
facilitate safe driving behaviors and minimize the

frequency and severity of crashes using safety measures that
incorporate the latest technologies. Vehicles with increased mass will
increase the magnitude of the transfer of force when a crash occurs. In
addition, vehicle designs and related policies can increase the
likelihood of a crash occurring and the severity when it does occur:

Most vehicles sold can travel at speeds well above posted speed
limits, and no vehicles currently have standard controls to limit driver
speeds based on what is safe or legal.

While electric vehicles are designed to be more energy efficient and
reduce emissions, they are heavier and produce more horsepower
and faster acceleration compared to similar gas-powered vehicles.
This combination can increase crash forces.
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Light duty trucks have become larger over time with a taller box-
shaped front grill, making it more difficult for drivers to see objects
immediately in front of their vehicle, including young children. When a
crash occurs, the vehicle strikes pedestrians or bicyclists higher on
their bodies, resulting in head and thoracic injuries that are more
serious than a crash involving a vehicle with a low front hood profile.
According to an Insurance Institute for Highway Safety (IIHS) review
of 18,000 pedestrian deaths, the increased risk of death based upon
hood height and shape were:

» +26% for a blunt shaped front end (>65 degrees) with a height
between 30-40 inches

» +45% for hood heights above 40 inches, including sloped (less
than 65 degrees) or blunt shapes!

Vehicle safety improvements over the past few decades have
decreased crash forces for vehicle occupants. However, federal
regulations have not prioritized improving safety for people outside
the vehicle.

In some states, legislation allowing triple-trailers (a large truck with
three separate trailers connected) and vehicle weight limits increases
the vehicle mass while decreasing its maneuverability and
deceleration, all of which increase crash forces.

- Washington State does not require vehicle inspections, which allows

vehicles in poor working order to remain on the road.

« Motorcycles can travel at high speeds and offer riders less stability
and protection than cars and trucks.

Clearly, there is a need to improve vehicle design features for safety.
There are also new technologies being developed that should be

standardized across all vehicles, including technology on the horizon to

improve pedestrian detection in automatic braking systems, detection

systems that can disable the ignition if impairment is detected, and
automatic speed limiters that restrict a driver from exceeding posted
speeds. Safety ratings should also evolve to holistically consider all

aspects of safety for drivers, other vehicle occupants, and all road users

who could be exposed to a collision with the vehicle.

While that state’s regulations do not include vehicle safety ratings, we

do have regulatory powers associated with driver education and license

endorsement requirements that could address growing vehicle sizes
and unfamiliar technologies. Taxes and fees can also be structured to
incentivize the purchase of vehicles that provide greater safety to
vehicle occupants, other motorists, and active transportation users.

Hu, W., Monfort, S.S., & Cicchino, J.B. (2023). The association between passenger-vehicle front-end profiles and pedestrian injury severity in motor vehicle crashes. Insurance Institute for High-

way Safety.
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ELEMENT 4: SAFER ROADS

In the safe system, roadways are designed to reduce

conflicts among all road users, including people

driving personal and commercial vehicles, transit

operators, pedestrians, and bicyclists. Because
conflicts cannot be eliminated completely, designing transportation
infrastructure to accommodate human mistakes and injury tolerances
can reduce the severity of crashes that do occur. Examples include
physically separating people using different modes and traveling at
different speeds, providing dedicated times for different users to move
through a location, and alerting users to objects, encroaching vehicles,
and other road users.

Washington State introduced the Safe System Hierarchy of Controls in
2019, a framework prioritizing policies and countermeasures based on
their effectiveness. This structure guides WSDOT in design and
operational decision-making, supporting the Complete Streets
approach and evaluating roadways using the Level of Traffic Stress
(LTS) index, which measures factors like roadway width, speed, and
traffic volume. In 2024, the Federal Highway Administration (FHWA)
adapted this approach into the Safe System Roadway Design
Hierarchy, emphasizing physical changes to the road system to
enhance safety.

Safety professionals identify, prioritize, implement, and evaluate safety
projects, strategies, and countermeasures on the roadway to
encourage safe road use. Self-explaining and self-enforcing roadway
designs encourage this safe behavior, reducing the potential for fatal
or serious injury crashes.
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Roundabouts are a good example of self-explaining designs that
reduce exposure to crashes by dramatically decreasing the number
and type of road user conflicts; reducing the impact angle of vehicles;
lowering drivers’ operating speeds in the intersection; guiding traffic
from all directions in a circular path; and separating traffic by
designating travel lanes. Roundabouts also make crossing distance
shorter for those walking and biking. Those designed with a divider
between directions at the crossing point enable pedestrians to cross
only one vehicle travel direction at a time.
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ELEMENT 5: SAFER SPEEDS

Reducing speeds can support the Safe System

Approach in three ways: improving drivers’ field of

vision, providing additional time and space for drivers

to stop, and reducing impact forces. As speed
increases, so does the likelihood of a crash occurring because drivers
experience a narrowing of vision, increased response times, and longer
stopping distances. And other road users, including active transportation
users, are less able to judge or react to the movements of vehicles as
speed increases.

Planners and engineers communicate target speeds to drivers by
selecting and modifying roadway conditions, setting posted speed limits,
and designing the look and feel of the roadway’s cross section to
provide cues for appropriate speeds. Safer speeds are further supported
by communication of regulatory speed limits through signing, driver
education, social norms, legal standards, and enforcement. By
implementing safe system solutions for safer roads and safer speeds,
professionals can reduce both the likelihood that crashes occur and the
severity of injury outcomes when they do.
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ELEMENT 6: POST-CRASH CARE

Timely and appropriate emergency medical response

to traffic crashes saves lives and reduces the severity

of injury outcomes. Nearly 40% of all deaths from

roadway crashes were delayed; they did not occur at
the crash scene. Many trauma-related deaths are preventable with
timely access to effective, organized emergency medical services and
trauma care systems. People who are injured in crashes rely on first
responders to quickly locate and stabilize their injuries and transport
them to medical facilities. Post-crash care also includes forensic analysis
at the crash site, traffic incident management, and other activities.
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The Target Zero Plan was developed using the best available safety data Practitioners often use these datasets to determine where, how, and why
to identify potential emphasis areas and safety improvement opportunities crashes are happening and what approaches may reduce the potential of
for all public roads in Washington state. Emphasis Areas were determined  crashes happening in the future. WSP, WTSC, and WSDOT provide

from an analysis of 2020-2022 Washington crash data, a comparison of summaries of the data through online portals:

those three years to the previous three-year period (2017-2019), and . ) . )
«  WSP Collision Analysis Tool. The collision analysis database stores

collision data submitted by law enforcement officers. The web page

incorporation of inputs from engagement activities.

CRASH DATA COLLECTION

ANSI D16.1-2017' and MMUCC 6th Edition? provide guidelines for standard « WTSC Crash Data Dashboards. WTSC maintains crash-level and

allows citizens and law enforcement agencies to perform queries and
produce reports on collision data within their jurisdiction.

reporting of motor vehicle crashes in the U.S. In Washington, WAC 446-85- person-level data for all fatal crashes involving a motor vehicle in
010 (reporting threshold), RCW 46.52.030 (reports), and RCW 46.52.070 add Washington. These include official state data reported to the National
requirements. To meet these reporting criteria, a motor vehicle crash must: Highway Traffic Safety Administration (NHTSA) under the Fatality

Analysis Reporting System (FARS). Separate dashboards are available
by demographics, road user behavior, location, and road type.

1. Have property damage of at least $1000 or injury of any individual;
. Be on a public roadway;
« WSDOT Crash Data Portal. This data portal includes high-level and
basic summarized crash data of all injury types for members of the
public and WSDOT personnel, consultants, and partners.

2
3. Involve at least one motorized vehicle; and
4

. Not involve an intentional act, a legal intervention, or be
medically caused.
A fatal crash is a crash within which the most severe injury was a death

within 30 days of the crash because of injuries sustained during the crash.
A serious injury crash is a crash within which the most severe injury was a
serious injury. These injuries can include broken bones; serious
lacerations; crush injuries; suspected injuries to the skull, chest, or
abdomen; or significant burns.

Crash data are collected from law enforcement by the Washington State
Patrol (WSP) and managed by the WTSC and WSDOT. The data from WTSC
focuses on fatal crashes and individuals in these crashes while the WSDOT
Engineering crash data is enhanced with additional data and covers all
reported motor vehicle crashes on public roadways in the state.

1 Manual on Classification of Motor Vehicle Traffic Accidents, 2017. 8th Edition

2 Model Minimum Uniform Crash Criteria 5th Edition
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https://www.nhtsa.gov/sites/nhtsa.gov/files/documents/ansi_d16-2017.pdf
https://crashstats.nhtsa.dot.gov/Api/Public/Publication/812433
https://fortress.wa.gov/wsp/collisionanalysistool/
https://wtsc.wa.gov/dashboards/
https://remoteapps.wsdot.wa.gov/highwaysafety/collision/data/portal/public/

COMMUNITY AND LOCAL AGENCY ENGAGEMENT

Transportation leaders are working to align planning and goals for
traffic safety with community goals, values, and input. A key success
factor in that effort includes engaging directly with community
members to ask about their traffic safety concerns and what they feel
is important, especially those disproportionately affected by traffic
crashes. Robust roadway safety engagement supports projects and
strategies that address community needs, especially those that
include considerations for differences across cultures. Addressing
critical gaps increases equitable outcomes while also building
sustainable, inclusive infrastructure, programs, and services that meet
the safety needs of all communities.

This Target Zero effort included engagement with traditional roadway
safety partners, influencer (non-traditional) safety partners, and the
public. Activities included engaging with people who are at a greater
likelihood for serious injury and death in traffic crashes and who are
most affected by under-investments in traffic safety systems. The team
identified Yakima County and South King County as priority geographic
areas, given crash history and equity-related data. Alongside intercept
surveys at community events and an online survey in these regions,
the consultant team hosted facilitated listening sessions with
community-based organizations (CBOs) that serve those communities,
described in more detail below. The team also hosted facilitated
listening sessions with Tribal representatives from around the state
(more information below); the purpose was to better understand

what they felt was important to address with road safety challenges,

to hear concerns, and to invite their recommendations. The Washington
Traffic Safety Commission also conducted a large-scale, statewide
traffic safety survey.
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Along with these engagement efforts, in April 2024, WTSC presented
the plan update’s current direction to the Washington Transportation
Professionals Forum to consult with local and regional agencies.

30



Target Zero Foundations Workshop

Recognizing that developing the 2024 Target Zero Plan required a
departure from the strategies that have become standard in the industry,
safety leaders took a significant and crucial early step of bringing
together transportation industry leaders, advocates, sponsors, and
community organizations for a two-day workshop aimed to align plan
authors with shared language, embed shared values within decision-
making conversations, and increase readiness for framing and
developing the plan.

The Foundations Workshop was held September 26-27, 2023, at St.
Martin’s University in Lacey, WA, and included a virtual option for those
who could not participate in person. Designed to increase collaboration
and commitment among traffic safety partners and networks to achieve
zero traffic fatalities and serious injuries, the workshop blended essential
elements of the Safe System Approach, proactive traffic safety culture,
and intersectional equity.

The planning team carefully considered the individuals, advocates, and
organizations that should attend, emphasizing collaboration and long-
term participation over token involvement. They thoughtfully explored
the incorporation of equity principles, meaningful inclusion of community
voice, and planned for balance between education, advocacy, and
relationship development to reach the objectives over the two-day
workshop. The team sent an online survey to invitees in advance of the
workshop to tap into partner insights, ensuring the workshop content
resonated with the diverse perspectives it sought to represent.
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The planning team shaped workshop activities to guide participants
through processes that encouraged them to question commonly
accepted truths and traditionally held assumptions, and explore new
frames for thinking about problems, solutions, and goals.

One workshop exercise included participants identifying system-level
challenges and possible actions to overcome those challenges. The
challenges identified were:

1. Political climate and policymakers’ willingness to make change,
especially for potentially unpopular policies.

2. Buy-in at all levels within partner organizations that is needed to
support Target Zero and enable the Safe System Approach.

3. Community readiness to change and accept the kind of system
needed to achieve Target Zero.

The Foundations Workshop was a critical first step in the plan update,
fostering collaboration, innovative thinking, and a commitment to a safer
transportation system. The focus was on embracing innovative
approaches in our commitment to achieve zero traffic fatalities and
serious injuries. Attendees recognized the importance of navigating
uncharted territory, particularly in the realm of equity and outreach in
strategic highway safety planning. The desire for a “different” plan
resonated throughout the conversations, as did the positive response to
the inclusion of equity and community sections, underscoring a
commitment to a safer, more inclusive transportation system.
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King County and Yakima County Surveys

The team identified Yakima County and South King County as priority
geographic areas given crash history and demographic disparities.
Intercept surveys were conducted in the fall of 2023 at two sites in King
County and two in Yakima County. King County surveys were conducted
in person at a Kent Community Safety event and in the Skyway
neighborhood at a Renton Avenue South community event. Yakima
County sites included the Central Washington State Fair and the Yakima
Training Center Fall Festival. Survey staff conducted surveys in English
and Spanish in Skyway and at both Yakima County events. People were
asked to respond to several traffic safety questions. When people
named their top three roadway safety concerns, speeding, aggressive or
reckless driving, and unsafe roads each made up about 20% of the
responses. Distracted driving and lack of pedestrian or biking
infrastructure each made up 13% of responses. Uneducated drivers,
impaired drivers, and lack of enforcement together made up about 10%
of responses.

The survey asked people to choose the two factors that may lead to
serious crashes they were most concerned about from a list that
included speeding, alcohol or drug-impaired driving, aggressive or
reckless driving, other, or none of these. 56% of respondents chose
distracted driving, 53% chose aggressive or reckless driving, 43%
selected alcohol or drug-impaired driving, and 35% selected speeding.

WA STRATEGIC HIGHWAY SAFETY PLAN 2024 + CURRENT CONDITIONS

This table summarizes some of the responses related to

enforcement activities:

ENFORCEMENT STRATEGY SUPPORT SDI?P':g;T DO NOT CARE
DRIVING UNDER THE 94% 4% 2%
INFLUENCE PATROLS

SPEED PATROLS 89% 6% 4%
SEAT BELT PATROLS 88% 5% 7%
DISTRACTED DRIVING PATROLS 76% 10% 14%
RED LIGHT SAFETY CAMERAS 76% 17% 6%
SPEED SAFETY CAMERAS 71% 20% 9%

Among 80 people who responded to questions about what is not work-
ing, 59 (74%) of responses were related to enforcement. Respondents
said there are not enough patrols, or that the police who are out are not
stopping people. They said the penalties for traffic violations were not
harsh enough and police are busy with “more serious crimes.” Several
described the police as not having the support or the staffing levels
needed to properly enforce traffic violations. Some described traffic and
red-light cameras as ineffective. Others said there are not enough traffic
cameras and red-light cameras.
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Community-based Organizations

To learn more about community priorities and perspectives related to
improving traffic safety outcomes, the project team organized several
listening sessions for CBO representatives (three in October 2023, two
in April 2024). Because the data indicated disproportionate crash
outcomes for some racial groups, priority audiences included people of
color; people who use Spanish as their primary languages, and people
who use languages other than English and Spanish. Other focus areas
included people with disabilities, people who live in rural areas, people
with low incomes, and drivers aged 16-30 years old. Common themes
and topics included the following:

« Engaging youth in the process, this may include youth ambassador
programs, stipends for participation in traffic safety programs,
ongoing training opportunities for safe driving behavior, and youth-
focused listening sessions.

- Increasing the language accessibility of essential safety signage.
Many people in the state speak Spanish or other languages, so
translating signs and other key messages can support safe travel for
those who do not use English.

« Providing transit access and safety improvements, including efforts to
improve personal safety on public transit.

- Expanding passenger train frequency and speed to reduce traffic
loads on major interstates. Improve transit awareness with additional
advertisement opportunities designed to promote use.

WA STRATEGIC HIGHWAY SAFETY PLAN 2024 + CURRENT CONDITIONS

Maintaining facilities and providing paths for active transportation
users. Lack of upkeep poses challenges for individuals who rely on
walking, cycling, or using mobility devices during travel.

Increasing enforcement for unsafe driver behaviors, including
speeding and impairment; coupled with a clear and community-
informed definition of safety. Ideas included studying and
implementing passive enforcement (e.g., speed feedback signs,
empty police vehicle to deter speeding), active enforcement (with a
caveat about understanding the potential for negative interactions
with police, especially for people of color), and automated
enforcement (e.g., red light or speed cameras).

Designing safer roads, like narrow lanes that require drivers to
proceed slowly and cautiously.

Providing ongoing driver education, including roadway elements like
roundabouts and the potential safety implications of driving a large
SUV or pickup truck.

Sharing the road among all users, including people who bicycle and use
mobility devices. Lack of sidewalks or shoulders in rural areas introduces
potential for crashes for those who use active transportation modes.

Making safety improvements in areas with high freight traffic, with the
installation of additional signing and intersection controls at state
highways to provide better and safer connectivity between
communities for pedestrians, bicyclists, and rollers. Additionally,
updating policies and permits for freight traffic regarding noise
controls, air pollution, and loading and unloading zones.

33



« Updating policies to include developer responsibility in improving
traffic safety at the time of development.

« Increasing traffic safety campaigns among all community groups to
eliminate disparities in traffic injuries and fatalities.

- Engaging with rideshare providers. These efforts should be led at the
community level in languages those communities use.

- Cultivating relationships with vehicle manufactures to ensure human
safety and vehicle design are leading to the innovation and design of
new vehicles.
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Tribal Representation

As part of the Target Zero plan update, WTSC and WSDOT are investing
in relationships with Tribes to understand how to better engage and
support them, especially in those geographies where they are
disproportionately adversely impacted by traffic safety. This includes
WSDOT and WTSC participation in Tribal-led traffic safety efforts,
including the Yakama Nation Tribal Traffic Safety Committee (TTSC).
WTSC also participates in the steering committee for the Northwest
Tribal Technical Assistance Program (NW TTAP) and the WA Tribal
Transportation Planning Organization (TTPO). The NW TTAP provides
free training, technical assistance, and technology transfer to support
Tribal transportation programs. WSDOT and WTSC Tribal liaisons also
attend the annual Elected Tribal Official Academy Tribal Liaison meeting
where all 29 federally recognized Tribes have representatives.

WTSC and WSDOT identified American Indian and Alaska Native people
and Tribal lands as a particular safety focus due to overrepresentation
found in the reported crash history within and around those sovereign
lands. American Indian and Alaska Native people are the most over-
represented groups in traffic fatalities relative to their numbers in the
general population. The project team engaged Tribal Nations and
communities and people within those geographies. In two Tribal
listening sessions (October 2023 and March 2024) and other contacts,
Tribal representatives provided valuable input, including:

- ldentifying concerns about the accuracy of the data about personal
injuries and fatalities incurred in roadway crashes.
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« Suggesting improved communication between state and Tribal
enforcement to have equal accountability and clarity in traffic collision
and infraction reporting.

- Requesting additional care be taken regarding the communication of
fatalities and serious injuries on Tribal lands, given the personal and
traumatic nature of these events. Identifying traffic deaths as “dots on
a map” depersonalizes and disrespects the people who were killed.

« Expressing concerns about the plan name and approach, “Target
Zero,” given the reality of increased roadway crashes in recent years.

« Addressing driver behavior issues, including impairment, speeding,
and a concern that lack of seat belt use is becoming an issue again.

- Highlighting the need for increased infrastructure development
specifically with the addition of crosswalks, improved lighting, and
bike paths.

« Noting the need to align transportation safety improvements with
Tribal growth through education and mitigation planning.

« Requesting equal transportation infrastructure investment and
maintenance in Tribal areas while sharing stories about the current
lack of investment.

- ldentifying the need to increase availability of driver education
programs for all age groups.

- Addressing specific issues on reservations, including the ramification
of freeway crashes resulting in increased traffic on Tribal road
arterials that are not designed or operated for this detour.

« Requesting collaborative decision making among jurisdictions that
includes Tribal leaders. Many rural Tribal members are often
pedestrians bicycle users, and horse riders, while most infrastructure

projects in long-range plans are focused on motor vehicles.

Statewide Traffic Safety Survey

The Washington Traffic Safety Survey was a large-scale statewide data
collection and analytical effort in 2023 to help gain actionable
information to inform WTSC’s mission to reduce traffic fatalities and
serious injuries within the state. The research team achieved more than
10,000 completed surveys by adults 18+ living in Washington through
both mail and online modes. Respondents included participation from all
counties in Washington State and all 17 Target Zero regions!

The survey was described as a survey to collect opinions and
experiences about traffic safety in Washington. Questions ranged widely
among topics, including those shown in Figure 7. The analysis of the
survey indicated that people felt safest using public transportation and
least safe walking, jogging, or riding a bicycle on public roads. These
results highlight the need to focus the safety plans on vulnerable road
users to ensure they feel safe to use public roads. Most people agreed
that zero deaths and serious injuries is the only acceptable goal for
Washington public roads. This is a strong positive norm that can support
innovative traffic safety plans to support Target Zero.

1 WA Traff Safety Survey Methodological Plan, Market Decisions Research, 2023. https://wtsc.wa.gov/wp-content/uploads/2023/10/2023-Survey-Methodological-Plan.pdf
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STATEWIDE TRAFFIC SAFETY SURVEY

ADULTS WHO FEEL IT IS SAFE TO...

49% 35%

Drive on Walk or jog on
public roads public roads

69%

Use public
transportation

21%

Ride a bicycle
on public roads

BELIEF IN ZERO TOLERANCE FOR ROAD HARM

5% PRRRRRYS

AGREE
FIGURE 7. SAMPLE SURVEY RESULTS, STATEWIDE TRAFFIC SAFETY SURVEY, 2023
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Risky Driving Behaviors. An important part of traffic safety culture is our
perception of behaviors by people important to us in our social
environment. The survey indicated that most people (86%) believed
others disapproved of them engaging in risky driving behaviors such as
speeding, driving distracted, driving without a seat belt, or driving
impaired. Moreover, the more people believed people important to them
disapproved of risky behaviors, the less likely they themselves were to
report 1) engaging in those risky behaviors or 2) being involved in at-fault
crashes. Such evidence suggests that strategies that emphasize social
approval for safe behaviors may be effective in reducing risky behaviors.

Prosocial Behaviors. Most strategies try to change the risky behavior of
individuals, but survey results indicated that most people in Washington
do not frequently engage in risky behaviors. Most people behave in
ways that support safety. This is a strength we can use to encourage the
minority of people engaging in risky behaviors to be safer. These
strategies encourage people in important social groups to take actions
to encourage safer behaviors. These “prosocial” behaviors are intended
to benefit others in our social environment. This includes people who do
not have traditional traffic safety roles. Examples of prosocial behaviors
to improve traffic safety are encouraging passengers to ask the driver to
wear their seat belt, friends encouraging each other to not speed, and
families creating rules to turn off the cellphone while driving. The survey
showed that most people in Washington (92%) are comfortable taking
prosocial actions that help others be safer. This suggests there is a
strong foundation for supporting strategies that encourage prosocial
behaviors to encourage the minority of people in our social environment
who are engaging in risky behaviors to drive more safely.
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REPORTED COMFORT IN ENGAGING PROSOCIAL SAFETY BEHAVIORS
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FIGURE 8. REPORTED COMFORT IN ENGAGING PROSOCIAL TRAFFIC SAFETY
CULTURE BEHAVIORS
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Traffic Safety Culture Strategies. Strategies based on traffic safety
culture measure the existing culture to determine which cultural beliefs
influence the behavior we want to change. For example, survey results
indicated that people who reported speeding more regularly believed
it was more common, assumed it to be less dangerous, and perceived
less social disapproval from important others. This suggests that the
intention to speed could be reduced in several ways:

- Attitude. Describe the dangers of speeding

- Social Support Norm. Demonstrate social disapproval by the social
groups the audience identifies with strongly

- Perception Norm. Dispel the mistaken belief that risky behavior such
as speeding is common

» For example, whereas only a minority of people (17%) reported
speeding often or regularly, the perception was that most people
(50%+) were frequently speeding more than 30% of the time.

Washington Transportation Professionals Forum

Washington Transportation Professional Forum is a group of
practitioners that includes more than 1,000 individuals from
Washington’s cities, counties, Tribes, regional planning organizations,
consultants, vendors, nonprofits, and other organizations. With meetings
facilitated by WSDOT, its purpose is to discuss local agency
transportation issues of statewide significance. Since 2020 the events
have been held as virtual webinars.
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On April 30, 2024, WTSC presented to 273 forum attendees, sharing the
status of the Target Zero Plan update, identified emphasis areas, and the

2024 update’s foundational elements: prosocial traffic safety culture,

equity, and the Safe System Approach. During the presentation,

participants were asked to complete a questionnaire about their use of

the Target Zero Plan and recommendations for the update. Results of

the questionnaire included the following feedback:

+ 44% reported never using the Target Zero Plan. Most who reported

using it do so most commonly when working on a project proposal or
funding request.

« Suggested improvements for the 2024 update included the following:

»

»

»

»

»

Make the recommendation section more prominent.
Categorize countermeasures by user type.
Reduce length.

Work toward realistic goals. Zero fatalities goal is impossible
to meet.

Speak to the life cycle cost of safety enhancements so policy
makers understand the cost associated with operations and
maintenance.
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Additional Consultation with Traditional
and Influencer Partners

WTSC and WSDOT staff and consultant team members consulted with
partners at the following addition events throughout the development of
the Target Zero Plan:

MPO/RTPO/WSDOT Coordination Committee Meeting, May 14, 2024.
Mark McKechnie presented the Target Zero Plan activities to date to

regional planning organization leaders, solicited feedback during the
meeting, and invited additional feedback through the review process.

[Other consultation activities to be added]
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EMPHASIS AREAS SELECTION

Findings from analysis of crash data, the statewide attitudinal survey of
drivers, and discussions with the public at events, community-based
organizations, and Tribal representatives led to the primary areas of
emphasis for the 2024 SHSP.

One way to analyze crashes that result in fatalities and serious injuries is
to categorize them by different attributes. These can include road user
behaviors, age, vehicle types, and location type. In Washington, the
attributes of focus are called emphasis areas. To support the selection of
emphasis areas for this Target Zero Plan, the team studied the most
common contributors (proportions) in the three-year period (2020-2022)
and the change over time (trends) between the 2017-2019 period and
2020-2022 period.

Proportions. Identify the contributing factors most common to fatal and
serious injury crashes, to identify overrepresentation of certain locations,
behaviors, and road users that can be feasibly addressed during the life
of this Target Zero Plan. Table 2 lists the Target Zero emphasis areas in
order of fatality proportion.

Trends. Systems thinking includes analysis of trends in system
performance over time, such as the percentage change in fatalities and
serious injuries between two time periods (2017-19 vs 2020-22).
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TABLE 2. TARGET ZERO EMPHASIS AREAS

Clritel L SERIOUS iC::AG;EIN
FATALITIES AL CAELY A S INJURIES SERIOUS
EMPHASIS AREA 090-92 PROPORTION FATALITIES: INJURIES PROPORTION T URIES:
(% OF TOTAL) 2017-19 TO 2020-22 :
A (% OF TOTAL) 2017-19 TO
2020-22
ALL AREAS 1,991 100% +21% 8,440 100% +26%
IMPAIRMENT INVOLVED 1,188 60% +29% 1,928 23% +40%
LANE DEPARTURE 877 44% +10% 3,363 40% +35%
SPEEDING 633 32% +25% 2,090 25% +33%
YOUNG DRIVER (15-24) INVOLVED 519 26% +23% 2,419 29% +27%
INTERSECTION RELATED 472 24% +33% 2,822 33% +23%
ACTIVE TRANSPORTATION USERS 428 21% +19% 1,456 17% +2%
UNRESTRAINED OCCUPANT 417 21% +31% 978 12% +48%
DISTRACTED ROAD USER 347 17% 7% 1525 18% 9%
MOTORCYCLISTS 318 16% +25% 1,440 17% +18%
HEAVY VEHICLE INVOLVED 255 13% +10% 506 6% +17%
OLDER DRIVERS (70+) INVOLVED 251 13% +11% 838 10% +26%

For updates to fatalities after 2022, refer to the WTSC Fatalities Dashboard. For updates to serious injuries after 2022, refer to WSDOT Crash Data Portal.

To further describe the data above, the following are data definitions, coding criteria differ between the two databases where these data are
additional information, and subsets of the emphasis area data. Detailed managed. The summary definitions below are focused on fatalities
definitions (i.e., data queries) are available in Appendix X. In some unless otherwise noted.

cases, the fatality and serious injury definitions are not identical because
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Impaired Road Users Involved is defined slightly differently for fatalities

and serious injuries.

Fatalities: As driver, pedestrian, or bicyclist with a Blood Alcohol
Concentration (BAC) of 0.08 or higher or a positive drug result as

confirmed by the state toxicology laboratory, or reported as impaired by

alcohol or drugs by investigating law enforcement.

Serious Injuries: Any driver, pedestrian, or bicyclist for whom the
investigating officer indicated that the person was impaired by drugs or
alcohol and reported in contributing circumstances as ‘Under the
Influence of Alcohol’, ‘Under the Influence of Drugs’, or ‘Had Taken
Medication’ or sobriety reported as ‘HBD — Ability Impaired’ or ‘HBD —
Ability Impaired (tox test). In addition, Unit Impairment is identified as
‘Impaired by Alcohol’, ‘Impaired by Drugs’, or ‘Impaired by alcohol and
drugs’. Note that road users that are seriously injured are rarely tested
for BAC or drugs.

This emphasis area includes all modes. Of the 1,188 fatalities that
occurred in crashes involving impairment by any road user (motor
vehicle driver, pedestrian, bicyclist, etc.), 1,012 (85%) involved an
impaired motor vehicle driver.

Distracted Road Users. Distraction includes a long list of items,
including but not limited to other occupants, a moving object in the
vehicle, eating or drinking, or using portable electronic devices.

This is a contributing factor that can be difficult to capture, since law
enforcement complete reports after the crash event occurred. Due to a
coding change in the Police Traffic Collision Report (PTCR) in 2020
related to distracted driving, WTSC studied the effects of that change,
promotion of the Driving Under the Influence of Electronics (E-DUI) Act,
and other factors on the Distracted Road User Involved data.
Researchers discovered that the discontinuation of the “inattention”
code in the PTCR correlated with use of “other distractions” and
“unknown distraction” increased at the same rate, essentially replacing
that code. In addition, use of the specified distraction codes also
increased—most notably cell phone use and distractions outside the
vehicle!

(11

Roadway design, pedestrian and bike infrastructure, and
roadway maintenance came up again and again in both
the in-person and online outreach as ways to increase
safety and demonstrate investment in rural communities,

communities of color, and low-income communities.”

Speeding Drivers. Speeding is defined as exceeding the posted speed
limit or driving too fast for conditions at the time of the collision as
indicated by the investigating officer.

1 Hoff, S. Distracted Driving in Washington State During COVID-19: 2020 Observation Survey, Enforcement, and Crashes, WTSC, 2021. https://wtsc.wa.gov/wp-content/uploads/dim_up-

loads/2021/03/Distracted-Driving-in-WA-State-During-COVID.pdf
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Unrestrained Occupants. A fatally injured driver or passenger of a
passenger vehicle (excluding limousines, three-wheel automobiles,
motorhomes, school and transit buses, and medium/heavy trucks used
to haul trailers) who was either not restrained or improperly restrained at
the time of the crash.

Young Driver (ages 15-24) Involved. Involved is defined as a fatal crash
or a fatality that involved a specific factor, such as a young driver
involved, but that does not necessarily indicate the young driver caused
the crash or was the fatality in the crash. This group of motor vehicle
drivers and can be further broken down into subgroups.

« 15-17-year-old drivers involved: 5% of fatalities and a 116% increase
from 2017-19

« 18-20-year-old drivers involved: 9% of fatalities and a 21% increase
from 2017-19

« 21-24-year-old drivers involved: 14% of fatalities and an 11% increase
from 2017-19

Older Driver (ages 70+) Involved. Involved is defined as a fatal crash or
a fatality that involved a specific factor, such as an older driver involved,
but that does not necessarily indicate the older driver caused the crash
or was the fatality in the crash. This group of motor vehicle drivers and
can be further broken down into subgroups.

« 70-79-year-old drivers involved: 8% of fatalities and a 12% increase
from 2017-19

« 80+ year-old drivers involved: 9% of fatalities and a 34% increase
from 2017-19
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Motorcyclist Fatalities and Serious Injuries. Different from the
“involved” definitions for some other emphasis areas, this includes only
the number of motorcyclists (drivers or passengers) who were
themselves killed or seriously injured.

Active Transportation User Fatalities and Serious Injuries. Different
from the “involved” definitions for some other emphasis areas, this
includes only the number of active transportation users who were killed
or seriously injured in a crash involving a motor vehicle. Active
transportation users are people who use a human-scale and often
human-powered means of travel to get from one place to another. Active
transportation includes walking, bicycling, using a mobility assistive or
adaptive device such as a wheelchair or walker, using micromobility
devices such as skateboards, and using electric-assist devices such as
e-bikes and e-foot scooters.

Heavy Vehicle Involved. Defined as a vehicle coded Commercial Motor
Vehicle in RCW 46.25.010(06). It’'s predominantly based on vehicle
weight, passenger capacity, transport of hazardous materials, or use as a
school bus. The detailed definition is provided in Appendix X.

Intersection Related. This junction relationship reported as at
intersection and related; intersection- related but not at intersection; at
driveway within major intersection; entering roundabout; circulating
roundabout; exiting roundabout; roundabout related but not at
roundabout; or traffic calming circle.

Lane Departure. Includes both run-off-road and opposite
direction crashes (excluding wrong-way crashes), as defined in detail
in Appendix X.
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TRIBES AND TARGET ZERO

There are 29 federally recognized Tribes in Washington State, and each
one is a sovereign nation. Through the Centennial Accord, the State of
Washington and Tribes have formally committed to working together on
a government-to-government basis to address several common
problems, including traffic safety issues. Tribes play a vital role in traffic
safety outcomes and are active partners with other agencies in
addressing the goals identified in the Target Zero Plan. Tribal members
and Tribal government representatives were consulted in listening
sessions during development of the 2024 plan and were involved in
developing and reviewing the content of this chapter.

From 2020-2022, 107 American Indians and Alaska Natives (Al/AN) died
in traffic crashes in Washington State. These crashes occurred on
reservation and non-reservation roadways. During that period, the
American Indian/Alaska Native (AlI/AN) traffic fatality rate by population
was 39 deaths per 100,000 people in the population. This rate is more
than three times higher than the rate for the next highest race/ethnicity.

(13

Federal and state funding sources typically require that
grant recipients expend their own resources initially and
then submit invoices for reimbursement by the funder . These
requirements pose significant risks and barriers to Tribes,
including those with members who would benefit most from

these programs.”
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FATALITY RATE IN WASHINGTON STATE, 2020-2022
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FIGURE 9. FATALITY RATE PER 100,000 POPULATION IN WASHINGTON STATE,
2020-2022
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During this period, 69% of the Al/AN people killed in traffic crashes died TABLE 4. WASHINGTON COUNTIES WITH THE HIGHEST PERCENTAGES OF
in events occurring in just six of Washington’s 39 counties, as shows in TRAFFIC FATALITIES THAT INVOLVE AN AMERICAN INDIAN OR ALASKA NATIVE
Table 3. More than one-third occurred in Yakima County alone. Yakima

County also experienced one of the highest proportions of all fatalities

PERSON, 2020-2022

INVZL RA Al/AN % OF
that were AI/AN people; this list also includes Ferry County and COUNTY OF COUNTY Al/AN  ALL TRAFFIC COUNTY
FATALITIES FATALITIES
Okanogan County. POPULATION FATALITIES
FERRY 18.3% 4 8 50.0%
TABLE 3. COUNTIES WITH THE HIGHEST NUMBER OF AMERICAN INDIAN AND
OKANOGAN 12.5% 6 22 27.3%
ALASKA NATIVE PERSONS KILLED IN TRAFFIC CRASHES, 2020-2022
YAKIMA 6.6% 37 154 24.0%
Al/AN % AI/AN ALLTRAFFic Al/AN % OF PEND 31% 2 10 20.0%
COUNTY OF COUNTY L \TALITIES  FATALITIES Syl OREILLE
POPULATION FATALITIES
CLALLAM 6.0% 5 27 18.5%
YAKIMA 6.6% 37 154 24.0%
WHATCOM 3.1% 6 43 14.0%
KING 1.1% 12 398 3.0%
SPOKANE 1.7% 7 150 4.7% “
OKANOGAN 12.5% 6 22 27.3% For those making recommendations for changes on
WHATCOM 31% 6 43 14.0% reservation, please... review some of the legal complications
SNOHOMISH 1.6% 6 146 41% that reservations deal with related to land ownership, right

of way procurement, road law enforcement, and other legal

challenges Tribes experience.”

—Tribal listening session participant

Contributing Factors. Attributes related to Al/AN fatalities match
statewide emphasis areas. The highest proportion is Impaired Road User
Involved, at 67% (72 of 107). See Figure 10 on the following page.
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RISK FACTORS FOR AMERICA INDIAN & ALASKAN NATIVE FATALITIES

Impairment
Involved

Pedestrian
Fatalities

Unrestrained
Fatalities

Speeding
Involved

FIGURE 10. RISK FACTORS INVOLVED IN AMERICAN INDIAN AND ALASKA
NATIVE FACILITIES (N=107), 2020-2022

*Note: Categories are not mutually exclusive. N=107

This list below shows the higher likelihood of an Al/AN person being
killed in crashes that involve certain contributing factors. For example,
and Al/AN person is 6.3 times more likely to be killed as a pedestrian
than all other races/ethnicities in Washington.

« Unrestrained Fatalities: 7.2 times

« Pedestrian Fatalities: 6.3 times

« Impaired Road User Involved Fatalities: 5.4 times
- Total Fatalities: 4.8 times

« Speeding Involved Fatalities: 2.7 times
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These are the statistics, but the underlying stories are about real people
and the families they leave behind. WTSC also conducts case file reviews
of individual crashes, including pedestrian and bicyclist crashes under
RCW 43.59.156. Beginning in 2023, once a review scope is defined,
crashes involving victims who are Tribal members are intentionally
selected to be included in the review. While they are small in number,
they are important to understand as American Indians and Alaska Natives
are the most overrepresented groups in traffic fatalities, whether they
occur on Tribal lands or elsewhere in the state.

The emphasis areas in Target Zero reflect Tribal needs in recognition of
the obvious disparate effects. Several Tribes throughout Washington
State received funding under USDOT programs to develop their own
traffic safety plans for their reservations. The unique priorities of
individual Tribes are reflected in those plans.

Barriers. While the same risk factors that contribute to fatal and serious
crashes statewide also impact Tribal members, it is important to
recognize the disparity in magnitude and the need to identify responses
in consultation with Tribal leaders in a manner that respects and reflects
Indigenous knowledge and culture.

Transportation planning and engineering, road user behavior, and prosocial
traffic safety culture on Tribal lands are important areas of focus in
Washington. Reservations often include a mix of Tribal, state, county, city,
and Bureau of Indian Affairs (BIA) roads, which creates jurisdictional
complexities with law enforcement, Emergency Medical Services (EMS),
crash reporting, road maintenance, and capital safety projects. Additionally,
many Tribes in the state hold properties that are non-contiguous to their
reservations, which provide vital services to their communities.
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One of the problems that compounds these jurisdictional barriers is the
set of complex rules governing federal and state funding. Many Tribes
employ few if any people to plan, build, and maintain transportation
systems for Tribal members. Like other governmental entities, they rely
upon the availability of federal and state funds available through grants.
Tribes with few staff members often lack the positions needed to apply
for grants and then monitor, track, and account for grant funds. Federal
and state funding sources typically require that grant recipients expend
their own resources initially and then submit invoices for reimbursement
by the funder (usually a state agency). These funding requirements and
limitations pose significant risks and barriers to Tribes, including those
with members who would benefit most from these programs. Agencies
do not have the discretion or flexibility to modify these requirements,
even when they believe it would be reasonable to do so.

To address this complex mix of jurisdictions and experts, Tribes have
multiple forums that meet regularly for transportation and traffic safety
issues. The WA Tribal Transportation Planning Organization (TTPO) holds
quarterly meetings to support the development of Tribal transportation
planning capacity. The TTPO goal is to improve Tribal government’s
planning and programming activity through enhanced coordination with
Tribal, federal, state, and local governments. Several Tribes throughout
Washington State received funding under USDOT programs to develop
their own traffic safety plans for their reservations. The unique priorities
of individual Tribes are reflected in those plans.
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Priority Strategies

The following actions have been identified as priority strategies to
reduce the frequency and severity of roadway crashes on Tribal lands
and those crashes involving American Indians or Alaska Natives.

Increase Tribal Representation in Leadership Positions. Including the
input of Tribes through representation can influence projects and
strategies to improve roadway safety for American Indians and Alaska
Natives, and reduce the potential for crashes on Tribal lands. In 2019,
the legislature passed a law tying state transportation funds to the
inclusion of Tribes on regional transportation planning boards.

Tribal Traffic Safety Plan: Tribal agencies seek funding to support the
gathering and analysis of traffic crash and fatality data to develop a
Tribal Traffic Safety Plan. This plan can help Tribes identify needs
specific to their geographies and communities, and then prioritize
projects and strategies.
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Seat Belt and Child Passenger Restraint Use: The WTSC Tribal Liaison
has participated in a partner group to provide input into the
development of a “How-To Guide for Increasing Seat Belt Use in Indian
Country.” The focus was on developing a guide for state transportation
officials and other entities to help them be more responsive to Tribes’
needs and explore culturally tailored countermeasures and strategies.
Information gleaned from these partner meetings will help support
countermeasures and strategies to address seat belt use rates amount
Washington Tribes. The How-To Guide should be finalized in late 2024.

Child passenger safety technician training courses (CPST) will continue
to be offered to Tribal Nations. The COVID pandemic severely
disrupted these and other Tribal traffic safety activities. In the past year
(2023-24) CPST courses were offered to the Muckleshoot Indian Tribe,
Spokane Tribe of Indians, and the Confederated Tribes and Bands of the
Yakama Nation.

Tribal Law Enforcement Tools: The WSTC Tribal Liaison is engaging
Tribal police chiefs in traffic safety discussions and planning to better
understand their needs, which will be unique for each Tribe. These
discussions also allow an opportunity for respectful inclusion of
indigenous knowledge to support much more meaningful decision
making and partnerships with WTSC. The size and location of Tribal
lands and police agencies vary widely. Some only have a few officers. In
addition to basic equipment and enforcement tools, other effective tools
include incentives for positive behavior, which have been effective in the
past and fit with their prosocial traffic safety culture.
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Examples include the following:

« Bike and pedestrian safety event equipment (bike helmets, pads, bike
repair kits, reflectors, coloring books, helmet stickers)

« Incentives for seat belt checks (t-shirts, sweatshirts, reflective vests)

« Safety vests

« Portable Speed Feedback Signs

« Automated External Defibrillators (AEDs) for patrol cars

« Portable Breath Tests (PBT)

« LIiDAR Speed Device

» Body cameras for traffic stops

+ Traffic batons

. StickBots

Active Transportation Grants: WSDOT’s Active Transportation

Division oversees grant programs that invest in pedestrian and

bicyclist facilities, speed management and traffic calming, and
education or encouragement programs. Tribes are eligible for all of
these and in 2023 the division began developing an active
transportation assistance program prioritizing Tribes and local agencies
that haven’t received grants in the past, have safety needs based on
crash data, and score high on equity or environmental justice measures.
This program aims to build capacity and advance the partnerships
needed to provide safety improvements on streets and roads that serve
Tribal members and lands.
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EMERGENCY MEDICAL RESPONSE

People who are injured in crashes rely on first responders to quickly
locate and stabilize their injuries and transport them to medical facilities.

Post-Crash Care Challenges. A common challenge that affects all
residents in Washington are limited Emergency Medical Services (EMS)
and hospital resources. Delays in response across urban, suburban, and
rural areas have been shown to result in increased mortality (Byrne, et
al., 2019). Rural communities are particularly affected due to long
transport distances, weather/geography, limited or non-existent EMS
resources, the overall lack of availability and skill of trained prehospital
providers, and delays in transfer to the appropriate level of care. These
issues can result in poorer outcomes for people in rural communities,
with rural residents 14% more likely to die from trauma than their urban
counterparts (Jarman, et al., 2016).

Beyond the limitation of EMS resources, rural communities also lack

the acute hospital resources to treat the most severely injured crash
victims, which results in the transfer of these patients to a level | or I
trauma center for definitive care. These delays can often be exacerbated
by geography, availability of transport services, and availability of
hospital system resources. Much like delays in EMS response and
transfer, delays in transfer from rural hospitals to definitive care can
result in statistically significant increases in trauma patient mortality
(Gough, et al., 2020).

Post-Crash Care Successes. Washington has developed a coordinated
system that seeks to provide appropriate and adequate care, with the
goal of reducing death and disability. Washington State is fortunate to
have an inclusive trauma system that aims to support optimal
coordination of care. Inclusive trauma systems are associated with lower
morality rates (Utter, 2006).! Over the past 25 years, improvements to
this system have contributed to the lowest mortality rate of trauma
patients involved in motor vehicle crashes in recent history: from 9.7
deaths per 100 patients in 1995, to only 2.6 per 100 patients in 2017.

1 Utter GH, Maier RV, Rivara FP, Mock CN, Jurkovich GJ, Nathens AB. Inclusive trauma systems: do they improve triage or outcomes of the severely injured? J Trauma. 2006 Mar;60(3):529-35;

discussion 535-37. doi: 10.1097/01.ta.0000204022.36214.9e. PMID: 16531850.
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Priority Strategies to Continue Improving Post-Crash Care. EMS,
unlike law enforcement and fire departments, are not considered a
foundational public health service by the State of Washington, and as
such are not funded at the state level. Promoting EMS to this level could
help provide more equitable, sustainable resources for services
providers statewide. The following additional priority strategies can
improve post-crash care.

- EMS and Trauma Steering Committee. The secretary-appointed,
30-member steering committee on EMS and trauma systems consists
of representatives from surgeons and physicians, hospitals,
prehospital providers, firefighters, local health departments,
consumers, and other affected groups. Target Zero leaders should
increase participation in its technical advisory committees to increase
collaboration.

- Increase Training. Support rural EMS and trauma hospital training to
improve clinical competency and reduce EMS response time and
interfacility transfer times. The Washington Chapter of the American
College of Surgeons Committee will be providing Rural Trauma Team
Development Courses in counties with higher-than-average traffic
fatality rates and who are in areas with 60+ minutes ground transport
time to an existing level | or Il trauma center.

1 https://doh.wa.gov/sites/default/files/legacy/Documents/Pubs/530143.pdf

Prehospital Trauma Triage Designation Procedure' education and
outreach. These newly updated field triage guidelines represent the
current best practice for the triage of trauma patients and allow EMS
providers to quickly and accurately determine if the casualty is a
major or moderate trauma patient. It also aids in decision making to
determine the most appropriate transfer facility location.

Share Trauma Resources. Connect Target Zero Managers with
regional trauma resources to engage in their coalitions. Washington
has eight trauma care regions with a designated regional
administrator that functions in a similar capacity, but with the state
trauma system.? These regions have regional system plans, regional
councils and regional Ql committees that address system and
provider care concerns. These regional committees and regional
administrators could be valuable partners for TZM’s when building
their coalitions.

2 EMS and Trauma Steering Committee, WA State Dept of Health, https://doh.wa.gov/public-health-provider-resources/emergency-medical-services-ems-systems/ems-and-trauma/coun-

cils-and-committees/chairs-and-administrative-staff

WA STRATEGIC HIGHWAY SAFETY PLAN 2024 + CURRENT CONDITIONS

49


https://doh.wa.gov/sites/default/files/legacy/Documents/Pubs/530143.pdf
https://doh.wa.gov/public-health-provider-resources/emergency-medical-services-ems-systems/ems-and-trauma/councils-and-committees/chairs-and-administrative-staff
https://doh.wa.gov/public-health-provider-resources/emergency-medical-services-ems-systems/ems-and-trauma/councils-and-committees/chairs-and-administrative-staff

TRAFFIC DATA SYSTEMS

Quiality traffic records data is required for professionals to provide
information that supports the Safe System Approach. With it, they:

- Diagnose the contributing factors to crashes.

« Analyze and evaluate the roadway system to identify locations or
corridors with higher numbers of fatal and serious injury crashes
compared to similar locations on the system.

- ldentify targeted strategies and countermeasures that will have
the greatest effect on achieving the goal of zero fatalities and
serious injuries.

« Assess the effectiveness of implemented countermeasures.

- Evaluate programs and projects to identify potential needs and
updates to the system.

Traffic records systems include data from crashes, roadway
infrastructure, driver licensing and vehicle registrations, citations and
adjudications, and injury surveillance. Individually and combined, these
data are essential for making informed traffic safety decisions.

Traffic Records Program Structure

The Traffic Records Program (TRP) is managed by the WTSC, Research
and Data Division (RADD). The TRP consists of a grant program
administered in accordance with 23 U.S.C. 405(c) through coordination
with the Traffic Records Governance Council (TRGC) and Committees.
Grants are awarded to agencies to implement projects that make traffic
records systems improvements.
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The TRGC also provides partner coordination and consensus oversight
of traffic records systems improvements projects not funded through
TRP grants.

The mission of the TRGC is to enhance transportation safety through
coordinated projects to provide more timely, accurate, complete,
uniform, integrated, and accessible traffic records data.

Many partner state agencies are represented on the TRGC and support
the development, maintenance, and improvement to traffic records data
systems including:

«  Washington Traffic Safety Commission (WTSC)

« Washington State Department of Transportation (WSDOT)

«  Washington State Patrol (WSP)

« Washington State Department of Health (DOH)

» Washington State Department of Licensing (DOL)

« Washington Association of Sheriffs and Police Chiefs (WASPC)
«  Washington Technology Solutions (WaTech)

« Washington State County Road Administration Board (CRAB)

» Washington Administrative Office of the Courts (AOC)

« Washington State Office of Financial Management (OFM)

Several interrelated systems gather, maintain, store, and manage the
data generated by agencies, associations, boards, and organizations.
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The primary state traffic records data systems include:

CRASH
« WSDOT Collision Location and Analysis System (CLAS)

«  WSP Requests for Electronic Collision Records (WRECR)

« WTSC Coded Fatal Crash Files (CFC)

. WSP Statewide Electronic Collision and Ticket Online Records (SECTOR)
«  WarTech Justice Information Network Data Exchange (JINDEX)

DRIVERS AND VEHICLES
« DOL Driver and Vehicle System (DRIVES)

ROADWAY
« WSDOT Traffic Information and Planning Support (TRIPS)

« CRAB Geographic Information System — Mobility (GIS-Mo)
« WSDOT Highway Performance Monitoring System (HPMS)

CITATIONS & ADJUDICATIONS
«  WSP Statewide Electronic Collision and Ticket Online Records (SECTOR)

- WaTech Justice Information Network Data Exchange (JINDEX)
« AOC Justice Information System (JIS)

INJURY SURVEILLANCE

« DOH Rapid Health Information Network (RHINO)

- DOH Washington Emergency Medical Services Information
System (WEMSIS)

« DOH Comprehensive Hospital Abstract Reporting System (CHARS)
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« DOH Trauma Registry
» DOH Death Vital Statistics
« Data Integration

- OFM Traffic Records Integration Program (TRIP)

Traffic Records Governance Council
(TRGC) Strategic Framework

The TRGC measures the effectiveness of TRP efforts by tracking the
following attributes:

- Timeliness. The time between the event and entry of the event into
a database.

« Accuracy. The degree to which data is error-free and not duplicated
in a database.

« Completeness. The degree to which records and attributes are
present or missing from a database.

- Uniformity. The consistency of data from various jurisdictions with
the same data definitions and reporting procedures.

- Integration. The ability of records in one database to be linked to
records in another database using common identifiers.

- Accessibility. The ability of legitimate users to successfully obtain
data or information.

- Modernization. The stability, security, efficiency, and sustainability of
systems infrastructure.
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The TRGC 2024-2026 Strategic Framework identifies key objectives in each of six different core traffic records systems to achieve traffic data system
improvements, as illustrated in Table 5.

TABLE 5. KEY OBJECTIVES FOR TRAFFIC DATA SYSTEMS IMPROVEMENT

COORDINATION &
COLLABORATION

ROADWAY

DRIVER/VEHICLE

CITATION &
ADJUDICATION

INJURY SURVEILLANCE

« Develop and
implement an
Enterprise
Performance

Management System

to track data quality
across all core
systems.

- Implement the Traffic

Records Integration
Program (TRIP)
governance plan.
(integration,
accessibility)

+ Upgrade JINDEX
from on premise to
Azure Logic Apps.
(modernization)

Replace the SECTOR -«
application with

TraCS and

implement master
index functionality.
(modernization)

Establish a statewide
electronic crash/
ticketing training
coordinator position.
(accuracy, uniformity)

Improve reporting/
analysis of
vulnerable road
users involved in
transportation
system conflicts.
(completeness,
accessibility)

Increase MMUCC
compliance.
(uniformity)

Implement all MIRE
FDE requirements by
2026.
(completeness,
uniformity)

Improve GIS-MO
training for the
county roadway
network. (uniformity)

Modernize HPMS/
LRS legacy traffic
and roadway
systems.
(modernization)

Develop and
maintain a data

catalogue in DRIVES.

(accuracy,
completeness,
accessibility)

Design and
implement a legal
case management
system for
administrative
hearings/appeals.
(completeness,
uniformity,
accessibility)

Develop a linked
analytical database
for internal and
external partner
analyses.
(integration,
accessibility)

Automate exchange
of information
between CLJs and
DOL. (timeliness,
accuracy,
completeness)

Improve integration
of localized
electronic court
record systems into
statewide case
management
systems.
(completeness,
uniformity)

Improve integration
of records across
court systems using
person identifiers for
complete court
history.
(completeness)

Develop interfaces
between EMS, ED,
and other hospital
data for improving
quality and analysis.
(accuracy,
completeness,
integration)

Improve hospital
data quality
reporting, and
engagement.
(accuracy,
completeness)

Develop hospital
data performance
measures, key
performance
indicators, and
surveillance tools for
traffic safety.
(accessibility)
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The TRGC provides policy oversight and governance for statewide
traffic records strategies and activities and is responsible for
implementing the key objectives in the strategic framework.

This work is achieved through the TRGC’s five committees:

« Electronic Traffic Information Processing (eTRIP). The eTRIP
committee is a forum for coordinating the technical aspects of traffic
records data systems that support the electronic collection, storage,
quality control, and transmission/exchange of traffic records data.

. Grant Management and Review (GMR). The GMR committee
facilitates accountability and shared expertise among TRP grantees
to ensure efficient and well-coordinated use of TRP resources.

- Traffic Records Integration Program (TRIP). The TRIP committee
advises OFM TRIP staff on data governance issues and solutions,
provides oversight of data request applications, and contributes
traffic record data expertise regarding data use cases.

- Traffic Data Analysis and Evaluation (TDAE). The TDAE committee
provides consultation and review of traffic records data analyses,
research, and traffic safety program evaluation.

+ SECTOR Replacement Governance (SRG). The SRG committee
provides executive level oversight of the SECTOR replacement
project. This temporary committee will sunset once SECTOR
is decommissioned.

Through the TRGC'’s highly coordinated efforts and committee
partnerships, the TRP can accomplish multiple annual data quality
improvements across many traffic records data systems.
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Traffic Records Priority Projects

The TRGC will implement multiple projects to address the 2024-2026
Strategic Framework key objectives, and support projects and efforts
that fall outside of the key objectives but still make measurable
improvements to traffic records data systems. While achieving all the
key objectives is the goal, the following projects are TRGC priorities
that are already underway and provide significant improvements to the
TRP ecosystem.

Traffic Records Integration Program (TRIP). The purpose of TRIP is to
develop, maintain, and integrate traffic records datasets across the six
core traffic data systems: crash, driver, vehicle, roadway, citation, and
adjudication, and injury surveillance. TRIP links existing administrative
datasets from multiple partner agencies to create a comprehensive
crash-outcome dataset. This dataset enhances capacity to assess
collision contributing factors and the human and financial toll from
crashes; expands the potential to assess behavioral factors; and adds
capacity to assess the burden on the state’s legal and administrative
systems. TRIP accomplishes this by using crash records as the
foundational integration point for linking pre- and post-crash data. TRIP
staff and partners perform analysis of TRIP data to generate new

information that can only be derived from integrated records to address

long standing traffic safety issues as well as identify new crash
contributors or protective factors for all road users in Washington.

- Outcome: By linking traffic records data, the state will have a
comprehensive crash-outcome dataset to support traffic safety
research and evaluation.

- More information: Traffic Records Integration Program
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Statewide Electronic Collision and Ticketing Online Record (SECTOR)
Replacement. Law enforcement partners in Washington use the SECTOR
system for citation and crash reporting. First implemented in 2007, the
SECTOR system is aging and in need of replacement. In June 2022, the
SECTOR Replacement Governance (SRG) committee—comprised of those
with appropriate knowledge and decision-making authority concerning
traffic records systems—was formed to provide multi-agency collaboration
on the strategy and policy operations of the SECTOR replacement efforts
led by the Washington State Patrol (WSP). Efforts to identify a worthy
replacement system led Washington to the Traffic and Criminal Software
(TraCS) offered by the lowa Department of Transportation. The SRG
Committee is working with partner agencies, project management
professionals, the legislature, and other partners to facilitate this large-
scale transition from one system to another, with the goal of implementing
TraCS in 2025 and decommissioning SECTOR in 2027.

- Outcome. TraCS is a sustainable crash/citation electronic data
submission system that will provide flexibility for further
enhancements and growth and improve the submission of electronic
records.

« More Information: SRG Committee Charter
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https://ofm.wa.gov/washington-data-research/traffic-records-integration-program
https://wtsc.wa.gov/wp-content/uploads/2022/11/Committee-Charter_SECTOR-Replacement-Governance.pdf

Model Inventory of Roadway Elements: Fundamental Data Elements
(MIRE FDE). The MIRE is a set of core data elements developed by
FHWA for the purpose of identifying critical roadway characteristics. The
FDE are a subset of MIRE elements which must be collected and
accessible for all public roads by mid-2026, per MAP-21. The FDEs are
categorized by roadway functional classification and surface type. They
include three categories for roadway segments: non-local paved roads,
local paved roads, and unpaved roads. With the MIRE-FDE data
elements and other available safety data, jurisdictions can analyze safety
data and evaluate the safety performance of the system given the
roadway and traffic characteristics at each location.

These elements are also informed by the requirements of the Highway
Performance Monitoring System (HPMS), which is a national level
highway information system which includes extent, condition,
performance, use and operating characteristic data for public roadways
nationwide.

« Outcome. The elements illustrated in MIRE FDE are critical to road
and safety management in Washington. MIRE FDE helps the
Washington State Department of Transportation (WSDOT) improve
their roadway data inventory, traffic data inventory, and safety
analyses of all roads in all jurisdictions.

More Information. FHWA - MIRE
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Washington Emergency Medical Services Information System
(WEMSIS) and the Rapid Health Information Network (RHINO). The
Department of Health WEMSIS and RHINO systems comprise traffic
records injury surveillance records from EMS response and emergency
department/urgent care/outpatient facility visits. In addition to traffic
injury, these systems support and inform all areas of public health. The
TRGC has historically and continues to invest heavily in these systems to
improve the data quality and completeness. Both systems are finally at a
stage of maturity where meaningful traffic safety analyses are being
performed. In addition, both datasets are integrated through TRIP with
crash data. The TRGC will continue to invest in these systems to
maintain and improve data quality while increasing the accessibility of
the information for broader incorporation into traffic safety programming
and evaluation.

« Outcome. The data quality of traffic records injury surveillance
systems is continuously improved, and the information can be made
accessible in a format that is easy to understand and informs traffic
safety project planning and evaluation.

- More Information. DOH WEMSIS and DOH RHINO
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https://highways.dot.gov/safety/data-analysis-tools/mire-fde/model-inventory-roadway-elements-mire
https://doh.wa.gov/public-health-provider-resources/emergency-medical-services-ems-systems/wemsis-ems-data-registry
https://doh.wa.gov/public-health-provider-resources/healthcare-professions-and-facilities/data-exchange/syndromic-surveillance-rhino

CHAPTER 3

Emphasis Areas

INTEGRATING THE SSA ELEMENTS: STRENGTHEN ALLPARTS ... ...ttt eennnnnnns 57
EMPHASIS AREA CATEGORIES ... ...ttt ittt ireeeeeesoscssensososensnsonnnnns 58
& | S Al WA S0 6 66 6606 0000000000000000000000000000000000000000000000000006000 59
CRASHTYPE / LOCATION . ...ttt iiiitteeeeeeooesesosesssssssssnsssssnssesnnssas 84
ROAD USERS BY AGE GROUP . .. ... it iiiiiitiitiitteeeeeeeceeceessossssssssssnssnnns 99
ROAD USERS BY MODE OF TRAVEL ... .. ittt ittt teeeeeececensossssnsnsnnnnns 108

WA STRATEGIC HIGHWAY SAFETY PLAN 2024 56



INTEGRATING THE SSA ELEMENTS: STRENGTHEN ALL PARTS

Systems thinking leads to solutions to system outcomes by analyzing
transportation safety trends, analyzing the influences on those trends
from interacting system elements, and adjusting other parts of the system
to compensate for those interactions. For the Target Zero Plan, the
foundation for successful outcomes begins with data-driven approaches
to identify and better understand the contributing factors to fatal and
serious injury crashes. We apply the results to determine appropriate
strategies to improve the safety outcomes.

This safety management process has resulted in a set of SSA-aligned
strategies to address the emphasis areas, which represent different
layers of safety countermeasures being taken. For example, as driver
speed and vehicle size increase, so do the severity of crashes, leading to
more serious injury. Countermeasures to reduce this increased severity
include federal and state legislation changes, roadway design changes,
additional emphasis patrols, regulation of vehicle size and features, driver
training and licensing, enhanced emergency services planning, and
public service campaigns educating road users about safe behaviors.

All Target Zero emphasis areas can be addressed by multiple types of
strategies, and no emphasis area can be completely addressed by any
one SSA element alone. This integrated approach is vital because of the
complex nature of roadway safety. In the Safe System Approach, the
elements come together to form a single interdependent safe system.
Changes to one of these elements (i.e., sub-systems) can affect others,
and these interactions are important to understand.
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Past and present decisions and actions at the system level can (1) create
conditions that prompt unsafe acts, and (2) produce weak defenses
against crashes and injury outcomes. Here is a hypothetical example of
how these factors can converge:

A truck driver, driving after a sleepless night, crashed while
driving too fast for road conditions (driver error) after a
recent snowfall on a rural highway. The driver’s speed was
motivated by the long-standing company policy to give
financial bonuses for on-time or early delivery. The
unplowed and unsanded winter road conditions resulted in
part from the budgetary decision made the previous year to

reduce funding for winter maintenance services.

While the final critical action in the crash causal chain was the driver’s, it
took place within complex systems the driver does not control. Our truck
driver’s experience demonstrates that decisions and actions by safety
partners and influencers in the past can result in the potential for a future
crash. In this case, the crash occurred because the fatigued driver’s
speeding (individual action) occurred within a weakened system caused
by the bonus policy (private company) and budgetary decision
(policymakers). Our shared responsibility is to make decisions and take
actions that create a system that has adequate defenses to prevent harm.
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EMPHASIS AREA CATEGORIES

The emphasis areas are categorized into four groups: High Risk
Behavior, Crash Type/Location, Road Users by Age Group, and Road
Users by Mode of Travel. Neither the categorized groups nor the
emphasis areas themselves are mutually exclusive. Safety is a complex
system where strategies to address each emphasis area affect other
areas too. Each emphasis area chapter includes an introductory
description and crash history trends, along with some key issues for that
topic. The chapter then focuses on priority strategies to address the
data-informed safety characteristics and contributing factors.

EMPHASIS AREAS

HIGH RISK BEHAVIOR CRASH TYPE / LOCATION

ROAD USERS BY AGE GROUP ROAD USERS BY MODE OF TRAVEL
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Strategies in this this section range from short-term (e.g., high visibility
enforcement of existing traffic safety laws, curve warning signs) to
long-term (e.g., roundabout installations, support for speed limiters as
standard equipment on motor vehicles). They were selected and
prioritized to address the most prominent crash types and contributors.
During the life of this plan, efforts will further refine and prioritize
projects and strategies by location, implement those treatments, and
evaluate their effectiveness.
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& HIGH RISK BEHAVIOR

Road user behaviors are a factor in most fatal and serious injury crashes.
In fact, more than three-quarters of fatalities in Washington involve one
or more of the “fatal four” road user behaviors: impairment by alcohol
and/or drugs, speeding, lack of restraints (seat belts and child passenger
seats), and/or distraction. Getting to zero fatalities and serious injuries
will require a change in behaviors through education and enforcement,
and by minimizing the effects of these behaviors through infrastructure
projects. It also requires systems thinking, which can include letting go
of judgment around these behaviors as only personal failings. Thinking
upstream about root causes, and about transportation as a single
system within a complex system of community life, can help us
implement the Safe System Approach related to behavior.

This section evaluates which behaviors are likely to result in fatal and
serious injury crashes, and how to address those behaviors and their
effects to get to Target Zero.

Impairment

Drugs like alcohol, cannabis, opioids (including fentanyl), benzodiazepines,
and others affect a person’s central nervous system, which in turn impairs
cognition, judgment, vision, balance, reflexes, and gross and fine motor
control. When these essential faculties are degraded, a person’s ability to
drive safely is significantly reduced. Impaired drivers are less able to
moderate speed, maintain vehicle direction within lanes and roadways,
and react appropriately to traffic conditions and emergency situations.
Impaired road users may be struggling with addiction, emotional trauma, or
other issues that lead to driving under the influence. Someone who is
impaired is at high risk of being an unsafe road user. Impaired road
users may travel in lanes improperly, depart from appropriate travel
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The Washington Traffic Safety

Commission’s Together We Get There

public education campaign encourages

prosocial traffic safety culture and safe

road user behaviors. Public service
announcements have been created and broadcast to target
specific audiences that may engage in higher risk behaviors
or be disproportionately affected by traffic crashes.

lanes or pathways, and fail to yield the right-of-way at signals or
intersections. Due to the cognitive impairment that results from alcohol
and/or drug use, drivers who are impaired are also more likely to
engage in other high-risk behaviors, including speeding and lack of seat
belt use.

RCW 46.61.502 states that a person is guilty of driving while under the
influence of intoxicating liquor, cannabis, or any drug when:

« The person has a blood alcohol concentration of 0.08 % or higher
within two hours of driving.

« The person has a blood THC concentration of 5.00 ng/mL or higher
within two hours of driving.

- The person is under the influence or affected by intoxicating liquor,
cannabis, or any drug; or

« The person is under the combined influence of intoxica