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Washington will apply for the following in the FFY 2027 
Annual Grant Application: 
 

Section Yes/No 
Section 402/HSP Yes 
405(b) Occupant Protection Grant —High  Yes 
405(c) State Traffic Safety Information System Improvements Yes 
405(d) Impaired Driving Countermeasures Grant —Mid Range Rate State Yes 
405(d) 24-7 Sobriety Programs Yes 
405(e) Distracted Driving – Awareness Yes 
405(e) Distracted Driving - Law Yes 
405(f) Motorcyclist Safety Grant Yes 
405(g) Nonmotorized Safety Grant Yes 
405(h) Preventing Roadside Deaths Yes 
  
405(d) Ignition Interlock No 
405 (i) Driver Education Safety Courses No 
1906 Racial Profiling Data Collection No 
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Chapter 1: Highway Safety Planning Process and Problem 
Identification 
 
 
Organization 
 
The Washington Traffic Safety Commission (WTSC) is Washington’s designated highway safety office 
and is codified in RCW 43.59. The WTSC Director, Shelly Baldwin, is the Governor’s Highway Safety 
Representative. Our Commission is currently made up of 32 employees and 10 Commissioners. It is 
chaired by Washington’s Governor Bob Ferguson. 
 
The Washington Traffic Safety Commission seeks to reduce traffic deaths to zero by addressing 
behavioral risk factors that lead to fatal crashes, including impairment, speed, distraction, and lack of 
restraint or helmet use. Our vision is a Washington where we all work together to travel safely on our 
roadways, and our role is to equip and empower people and communities with knowledge, tools, and 
resources to build a positive traffic safety culture.  
 
WTSC has adopted the Positive Culture Framework as the most effective way to increase traffic 
safety. We grow a positive culture by influencing skills, knowledge, and beliefs that, in turn, influence 
behavior. Through positive messaging, we make positive norms visible, reinforcing healthy behaviors. 
Developing and building a positive culture requires working with diverse communities with culturally 
appropriate outreach.  
 

 
Figure 1: Washington Traffic Safety Commissioners 

https://app.leg.wa.gov/RCW/default.aspx?cite=43.59
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WTSC operates under the direction of a 10-member commission composed of agency heads or 
representatives of key stakeholders. The Governor’s cabinet agencies on the Commission include the 
Washington State Patrol, the Department of Transportation, the Department of Health, the 
Department of Licensing, the Health Care Authority, and the Office of Superintendent of Public 
Instruction. The Governor appoints the remaining members representing the Washington State 
Association of Counties, Association of Washington Cities, and the District and Municipal Court 
Judges’ Association.  
 
The Commission meets quarterly on the third Thursday of January, April, July, and October in open 
public meetings that anyone can attend in person or via an accessible video meeting. Time for public 
comments is included before votes and at the end of each meeting. 
 
Triennial Highway Safety Plan Development 
 
This Triennial Highway Safety Plan (3HSP) establishes a three-year plan for WTSC highway safety 
programs. The plan uses multiple data sources to establish the context of traffic safety problems and 
to set performance targets. (See “Data Sources and Information” section below for more 
information.) The 3HSP describes the process for selecting countermeasure strategies and projects. 
The state’s annual grant application provides project-level information on the WTSC’s highway safety 
program and demonstrates how the countermeasure strategies are being implemented.  
 
The 3HSP begins with extensive data analysis, which is used by staff as the basis for the program 
plans that are created for each of the priority safety programs managed by the WTSC. This process 
drives the decisions on our investments. 
 
WTSC program managers use a wide array of data and resources, best practice research, stakeholder, 
and community input to develop program plans. These program plans cover the next three years. The 
program plans are summarized in Chapter 4: Countermeasure Strategy for Programming Funds.  
 
WTSC’s 14-priority traffic safety program areas are:  

Communications Program Coordination 
Community Traffic Services Research & Data 
Distracted Driving Rural and Crash Response 
Impaired Driving Speed  
Motorcycles Traffic Records 
Nonmotorized Traffic Safety Tribal Traffic Safety 
Occupant Protection Young Drivers 

 
Program Plan Development 
 
For each program plan, program managers build problem identification, systemic gaps and 
opportunities, stakeholder involvement, countermeasure strategies, budget, and evaluations.  
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Problem Identification (ID): This is established and updated through a review of the most current 
data available. The problem ID is critical because it establishes the scope of traffic safety 
problems. The most critical data source used in program planning is the FARS data managed by 
WTSC’s Research and Data Division (RADD). RADD has created data dashboards that are the most 
current source of data for the WTSC program managers, but since they are web-based, there is 
transparency in their being freely available to anyone. Program managers may consult multiple 
sources of information to help establish the scope and subtlety of the problems they seek to 
address. In some cases, program managers may have research reports, targeted survey results, or 
other databases. Note that some programs are aided in this process by numerous key groups 
representing the traffic safety community. The problem ID may also be informed by behavior and 
belief data that is gathered from WTSC’s annual Statewide Traffic Safety Survey. This survey was 
distributed in 2023, 2024 and 2025, generating over 30,000 responses. The results are 
summarized in a special dashboard: Statewide Survey Dashboard - Washington Traffic Safety 
Commission. 
 
Systemic Problems and Gaps: With the help of stakeholders, the systemic gaps relevant to the 
program area are listed and described. These are institutional or structural failures that 
contribute to the primary issue. This is part of WTSC’s commitment to advancing the Safe System 
Approach in Washington by elevating the importance of systems thinking.  
 
Systemic Opportunities: These are lists of actionable ways to bridge or solve the problems 
identified in the previous section. Program managers work with stakeholders and partners to 
create as comprehensive lists as possible, even though the plan may not address all of them. 
Again, this is a way that WTSC is advancing the Safe System Approach in Washington. Even though 
WTSC may not be able to pursue all the opportunities, other partners may.  
 
Partner/Stakeholder Participation: In this section, program managers summarize the 
contributions made by stakeholders and partners in the development of the plan. In some cases, 
this involvement is robust and significant.  
 
Countermeasure Strategies: This section summarizes the countermeasure strategies chosen to 
influence the focus populations in order to address the problem. Countermeasure strategies and 
countermeasures may come from a number of sources such as NHTSA’s Countermeasures That 
Work, the Behavioral Traffic Safety Cooperative Research Program and the National Cooperative 
Highway Research Program (NCHRP). Countermeasures may also be designed in cooperation with 
sub-recipients around specific problems and circumstances. The WTSC has adopted the Positive 
Culture Framework as its behavior change model (working in close collaboration with the 
Montana State University Center for Health and Safety Culture) and this is used in the process of 
designing countermeasure strategies through the use of theories of change (described below). 
Some countermeasures are designed to influence the behavior of the target audience, and some 
are designed to fill a gap or improve the systems that support the effectiveness of a 
countermeasure. 
 

https://wtsc.wa.gov/statewide-survey/
https://wtsc.wa.gov/statewide-survey-dashboard/
https://wtsc.wa.gov/statewide-survey-dashboard/
https://chsculture.org/positive-culture-framework/
https://chsculture.org/positive-culture-framework/
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Three-year Budget / Project Development: Program plans contain a three-year budget which is 
the program manager’s best estimate of which countermeasures and the projects that will be 
funded to implement them will continue, end, and start over the course of the next three years. 
WTSC program managers work with subject matter experts, attend conferences, and work with 
grantees and partners to identify opportunities to use grant funds to reduce traffic-related 
fatalities and serious injuries.  

 
Project Development: The ideal opportunity is created when there is alignment between four 
things:  
1. An evidence-based countermeasure,  
2. Policy (the countermeasure is permitted by law or rule),  
3. Funding (meaning the countermeasure is an allowable expense under NHTSA guidelines or 

there is an alternate funding source), and  
4. Willing and skilled grantees or contractors to execute the work.  
 

If any of these legs are missing, there is no opportunity. These opportunities translate to projects. 
Project design is driven by the creation of logic models. This involves working with a sub-recipient 
to clearly articulate the project purpose and the strategies that will be used, identify measurable 
goals, specific objectives, deadlines, measures (both process and outcome measures), and 
targets. Sub-recipients report quarterly on their progress in accomplishing the work. Program 
managers are able to use the quarterly reports and ongoing conversations with the sub-recipient 
project managers to evaluate the project and the theory of change on which it is based to 
determine if adjustments are necessary.  

 
Evaluation: Throughout the 3HSP, the Annual Grant Application (AGA), and the Annual Report 
development, we include evaluation. At the project level, each project agreement contains 
purpose, strategy, goals, measures, and objectives. Each quarterly report, grantees explain how 
their activities relate to the goals and objectives. Together, we examine whether or not the 
activities are impacting the goals. Adjustments are made when needed. As we being a new annual 
grant application, we examine successes, setbacks, and measures before planning begins for the 
following year. At the 3HSP level, the data from the previous program plan is monitored to look 
for short-term changes, which might show up in the Statewide Survey data before it shows up in 
the fatality data. 

 
Program Plan Development—Review and Approval 
The program plans are reviewed annually and updated. Program managers may make any number of 
adjustments, including adjusting countermeasure strategies, looking for additional project 
opportunities, adjusting budgets, etc. 
 
Program plans undergo an annual two-stage review. They are presented internally to the WTSC 
executive team and staff by program managers, and feedback is provided. Program plans are then 
shared with a Technical Advisory Committee (TAC) made up of representatives of all Commission 
agencies and organizations and NHTSA region representatives, and three Target Zero Managers. TAC 
members are sent summaries of all program plans, and their feedback is captured in a form emailed 
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to the plan’s author(s). They work with program staff to suggest improvements to the program plans. 
We also ask TAC members to brief their respective Commissioner on the program plans and relay any 
recommendations from the Commissioners back to the program staff. All input is considered by 
program managers and the program director, who respond to the reviewers about their input. 
Program managers adjust their plans based on this feedback.  
 
The last step in the process occurs every third year (the year before the next 3HSP goes into effect) at 
the April meeting of the Washington Traffic Safety Commission. The program director provides a 
summary overview of the 3HSP to the Commission. The Commissioners then vote to approve the 
plan, giving the WTSC permission to produce the 3HSP and AGA. 
 
Program Plan Development—Stakeholder and Public Input 
In addition to the Washington Traffic Safety Commissioners, there are numerous key groups 
representing the traffic safety community that are critical participants in each step of the program 
planning processes, including: 

• Washington Impaired Driving Advisory Council  
• Washington Traffic Records Governance Council 
• Cooper Jones Active Transportation Safety Council 
• Speed Management Advisory Cooperative 

 
Washington Impaired Driving Advisory Council 
Washington’s Impaired Driving Advisory Council (WIDAC) was formed by a Memorandum of 
Understanding in June 2009. The WIDAC is composed of 14 Board Members, an expanding group of 
advisory members, and staff. WIDAC membership includes all appropriate stakeholders and meets 
the membership requirements outlined by NHTSA in 1300.23 (e).  Stakeholders include 
representatives from the highway safety office, law enforcement, prosecution, adjudication and 
probation, driver licensing, treatment/rehabilitation, ignition interlock programs, data and traffic 
records, public health, and communication, as well as advocacy groups, business groups, and family 
members of people who died in Driving Under the Influence (DUI)-related crashes. 
 
The WIDAC serves as an advisory body to the Washington Traffic Safety Commission. It works to 
enhance traffic safety initiatives by providing feedback and recommendations to the WTSC on 
program priorities, funding, strategic planning and implementation, and research designed to reduce 
the incidence of impaired driving in accordance with the State Strategic Highway Safety Plan “Target 
Zero.” 
 
The WIDAC executive board membership includes: 

• Washington Traffic Safety Commission, Director 
• WTSC Research and Data Division, Director 
• State Toxicology Lab 
• State and Local Law Enforcement  
• Drug-Impaired Driver Professional  
• County or Municipal Prosecutor   
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• Department of Licensing 
• Judicial Liaison, Current or Retired Judge 
• Public Health Education Liaison/Liquor and Cannabis Board 
• Prevention Specialist  
• Communications/Community Engagement  
• Mothers Against Drunk Driving (MADD) 
• Washington State Misdemeanant Corrections Association/Probation  
• Association of Alcoholism and Addiction Programs of Washington State 
• A Survivor and/or Victims’ Advocate 
• Representatives from other organizations as the Executive Board deems necessary 
 

The WIDAC develops the Impaired Driving Strategic Plan, which helps guide both the Target Zero Plan 
and the Impaired Driving Program Plan. The strategic plan provides detailed information on impaired 
driving issues and aligns its framework with the key focus areas outlined in NHTSA’s Uniform 
Guidelines for State Highway Safety Programs No. 8—Impaired Driving. The plan is driven by the 
WIDAC Strategic Framework and supported through three core areas: WIDAC, legislation and policy, 
and data and integration. It also emphasizes eight key focus areas: Public Outreach and Education, 
Prevention, Law Enforcement and Training, Toxicology, Prosecution, Adjudication and Probation, 
Treatment, and Licensing. 

 
Washington Traffic Records Governance Council  
The Traffic Records Governance Council (TRGC) is a stakeholder group with representatives from 
various state agencies that govern, steward, or use Washington’s six core traffic records systems: 
crash, driver, vehicle, roadway, citation and adjudication, and injury surveillance. This cross-
disciplinary team leads efforts to improve quality attributes of traffic records data including 
completeness, uniformity, timeliness, accuracy, accessibility, and integration. The TRGC oversees four 
committees:  

• Electronic Traffic Information Processing Committee (eTRIP) 
• Traffic Records Integration Program Committee (TRIP) 
• Grants Management and Review Committee (GMR) 
• Speed Management Advisory Cooperative (SMAC) 
• Traffic Data Analysis and Evaluation Committee (TDAE) 
 

TRGC’s work includes developing the statewide traffic records strategic plan and key initiatives, which 
will be updated for 2027-2029, and identifying solutions and improvements to core and ancillary 
traffic records systems. Each year TRGC evaluates data systems improvement proposals to develop a 
package of projects consistent with the TRGC Strategic Framework while satisfying federal 
requirements. This project list and funding recommendations become the following fiscal year’s 
spending plan for Washington’s Section 405c – State Traffic Safety Information System Improvement 
Grants. 
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Cooper Jones Active Transportation Safety Council 
The Cooper Jones Active Transportation Safety Council (ATSC), established by the Washington 
Legislature by Revised Code of Washington (RCW) 43.59.156, works to create recommendations for 
the Legislature to improve the transportation system to decrease fatalities and serious injuries 
involving walkers, bicyclists, and other nonmotorized methods of transportation. The ATSC reviews 
and analyzes crash data to identify patterns in crashes and find points at which the transportation 
system can be improved. The ATSC reports to the Legislature annually to recommend changes in 
statutes, ordinances, rules, and policies to improve the transportation system for all modes of travel. 
The ATSC’s name honors Cooper Jones, a 13-year-old boy who died after being struck from behind by 
a driver as he participated in a bicycle road race in Spokane County.  Recommendations from the 
group were incorporated into law, including HB 1319 (2023), which clarified driver fitness evaluation 
reporting requirements by aligning statutory language to improve consistency in cases involving 
serious injury, as well as Senate Bill (SB) 5687 (2022), which enabled lower speed limits on nonarterial 
state highways, expanded local authority to reduce speeds without extensive engineering studies, 
and strengthened expectations for pedestrian responsibility in roadway use. Additional enacted 
policies reflecting these recommendations included SB 5975 (2022), which invested significant 
funding in local multimodal safety improvements such as sidewalks, safe routes to schools, and 
traffic-calming infrastructure aligned with Vision Zero goals, and SB 5974 (2022), which advanced 
equity-focused transportation investments by restoring community connections, requiring complete 
streets principles in state projects, expanding fare-free transit programs for youth, and broadening 
the use of automated traffic safety cameras in high-risk and equity-priority locations. 
 
ATSC members include representatives identified by the legislation:  

• WTSC Director, or representative 
• County coroner  
• Law enforcement  
• Traffic engineer 
• Washington State Department of Transportation (WSDOT) representative  
• Association of Washington Cities representative 
• Washington State Association of Counties representative 
• Pedestrian advocacy group representative 
• Bicycle or active transportation advocacy group representative 
• Department of Health representative 
• Victim/victim’s family member 
 

The ATSC members also identified additional members to ensure members of historically 
disadvantaged communities could impact the legislative recommendations. These members include: 

• Washington State Commission on African American Affairs representative 
• Tribal representative 
• Asian/Pacific Islander representative  
• Disability population representative 
• Economic diversity representative 
• Senior citizen representative 
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• Washington State Comm. on Hispanic Affairs representative 
• Unhoused Services representative 
• Public Transit representative 
 

Additionally, the members invited representatives of other organizations to ensure a full 
understanding of pedestrian and bicyclist issues were part of the process. These include:  

• City planner(s) 
• Safe Routes to School program representative(s) 
• Target Zero Manager(s) 
• Public Transit representative(s) 
• Emergency Medical Service representative(s) 

 
Speed Management Advisory Cooperative 
In 2023, Washington experienced the highest number of roadway fatalities since 1990. Speeding 
continues to be a major contributing factor in fatal and serious injury crashes, while public 
understanding of speed-related risk remains mixed. A 2023 survey found that only one-third of 
respondents viewed driving more than 10 MPH over the posted speed limit as very dangerous, 
despite speeding contributing to nearly one-third of roadway fatalities over the past decade. 
In response, Washington launched a statewide Speed Management Program to reduce speed-related 
crashes and fatalities through Safe System–aligned strategies that recognize speeding as influenced 
by individual behavior, roadway environments, institutional practices, social norms, and policy. In 
January 2024, the Speed Management Advisory Cooperative (SMAC) was established as a cross-
sector cooperative to convene partners and guide development of a statewide speed management 
plan aligned with Target Zero. The SMAC supports shared learning, identifies barriers and 
opportunities, aligns strategies across sectors, and fosters locally informed approaches to managing 
speed and strengthening traffic safety culture. 
 
Membership is not formally codified; however, broad representation is intentionally sought from 
sectors that shape roadway safety, travel behavior, communication, enforcement, policy, 
adjudication, education, and community well-being. Current participation includes education, 
insurance, transportation, media, law enforcement, judiciary, healthcare, and local, state, and tribal 
government partners. Additional representation is being sought from youth, parents, youth-serving 
organizations, civic and volunteer organizations, and other community voices. 
 
The statewide speed management plan developed through the SMAC is designed to address speeding 
as a complex systems issue rather than solely an enforcement or driver compliance issue. Grounded 
in Washington’s Safe System framework and informed by public health and behavior change 
approaches, the plan coordinates strategies across multiple levels of influence and risk. These include 
broad prevention and education efforts, targeted interventions for populations or settings with 
elevated risk, and harm reduction strategies intended to reduce crash severity and save lives even 
when risky behavior persists. Current implementation includes education and behavior change 
efforts, corridor-based interventions, emergency street demonstrations, community safety planning 
support, and low-cost communication approaches intended to strengthen traffic safety culture and 
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reduce speed-related harm. Additional strategies may be implemented over time as resources and 
partnerships expand. 
 
Early statewide trends in speed-related fatalities during implementation are encouraging; however, 
additional time and evaluation are needed to better understand contributing factors and the role of 
coordinated speed management strategies in long-term outcomes. 
 
Data Sources and Information 
 
The WTSC uses information from the Fatality Analysis Reporting System (FARS) when data is final, and 
information from the Washington Coded Fatal Crash (CFC) files for performance measure target-
setting and performance reports. Serious injuries in crashes are provided by WSDOT. WTSC and 
WSDOT work together with Metropolitan Planning Organizations (MPOs) and Regional 
Transportation Planning Organizations (RTPOs) to set targets UC-1, UC-2, and UC-3. However, the 
timing of NHTSA’s 3HSP and Annual Grant Applications is not aligned with Federal Highway Safety 
Improvement Program (HSIP). Therefore, WTSC asks for a waiver for having matched UC-1, UC-2, and 
UC-3 targets. The remaining targets are set by WTSC program managers and the partners with whom 
they consult. 
 
In 2023, the WTSC developed the Statewide Traffic Safety Survey, a large-scale statewide data 
collection and analytical effort to gain actionable information to inform the WTSC’s mission to reduce 
traffic fatalities and serious injuries to zero. Using both mail and online survey modes, the survey has 
garnered over 10,000 completed surveys each year. Between 2023-2025, we gathered 33,118 
responses. The 2026 survey is currently being conducted. Program managers use the survey 
responses to help set program targets.  
 
WTSC recently developed a fatal crash review (FCR) process. The purpose of traffic-related fatal case 
reviews is to examine and discuss observations made from detailed case materials of fatal crashes, 
and to identify modifiable risk and protective factors that, if present or absent, could prevent future 
fatalities on our roadways. Review and discussion of case materials and the summary report are 
organized around Washington’s Safe System Approach framework. Each FCR team provides their 
insights which are published after each review. Program managers also use these reports in their 
program development and target setting. 
 
Additionally, problem identification and target audience analysis come from a variety of sources: 
• WTSC Fatal Crash Data dashboards provides detailed fatal crash data in Washington, with 

multiple filter options for program area analyses. 
• WSDOT Crash Data Portal provides non-fatal crash information in Washington. 
• Environmental Health Disparities Map, from the Washington State Department of Health (DOH) 

identifies community health disparities and captures a range of conditions that affect the heath of 
Washington residents, including poverty, education, limited English, unemployment, and 
uninsurance. 

• Limited English Proficiency Application Map is an online mapping tool to identify different 
languages spoken in counties and census tracks across Washington. 

https://wtsc.wa.gov/statewide-survey-dashboard/
https://wtsc.wa.gov/dashboards/
https://remoteapps.wsdot.wa.gov/highwaysafety/collision/data/portal/public/
https://experience.arcgis.com/experience/d133fa97a3854f8eac905ec152f16b05/
https://waseocgis.maps.arcgis.com/apps/webappviewer/index.html?id=ffd638d41f7045fe97a27d1e2ccbe0af
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• US Community Resilience Estimates provides an easily understood metric for how socially 
vulnerable every neighborhood in the United States is to the impacts of disasters. 

• Explore US Census Data thousands of tables to learn about America’s communities using Census 
data. Over 100,000+ different geographies: states, counties, places, tribal areas, zip codes, and 
congressional districts. For each, topics covered include education, employment, health, housing, 
and more. 

• Our Nation’s Roadway Safety Crisis, from the US Department of Transportation, provides a set of 
visualizations that illustrate the significant impact of motor vehicle deaths in our communities. 

 
In addition to the many tools now available for analyzing crashes and health outcomes, program 
managers will reference peer-reviewed literature and white papers/conference proceedings, NHTSA 
CrashStats publications, and partner agency reports and information.  
 
  

https://www.census.gov/programs-surveys/community-resilience-estimates.html
https://data.census.gov/
https://wtsc.wa.gov/wp-content/uploads/dlm_uploads/2025/03/External-SES-Disparity-Data-Tools.pdf
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Washington’s Traffic Safety Problem Identification 
 

Traffic Fatalities in Washington State 

  2023 2024 
 Percent 

Change in 
2023 

2025 
 Percent 
Change 
in 2024 

All Fatalities 809 737 -8.9 % 659 -10.6 % 
Impaired Driver Involved 410 370 -9.8 % 297 -19.7 % 
Speeding Involved 270 250 -7.4 % 189 -24.4 % 
Distracted Driver Involved 136 138 1.5 % 103 -25.4 % 
Unrestrained Vehicle Occupants 172 142 -17.4 % 122 -14.1 % 
Motorcyclists 142 113 -20.4 % 103 -8.8 % 
Active Transportation Users 177 170 -4.0 % 160 -5.9 % 
Driver Ages 15-17 Involved 26 27 3.8 % 19 -29.6 % 
Driver Ages 18-20 Involved 92 77 -16.3 % 68 -11.7 % 
Driver Ages 21-24 Involved 129 90 -30.2 % 91 1.1 % 
Driver Ages 70+ Involved 90 107 18.9 % 112 4.7 % 
Heavy Truck Involved 82 79 -3.7 % 84 6.3 % 
Traffic Serious Injuries 3,414 3,305 -3.2 % 2,972 -10.1 % 

 

In 2023, we saw an unprecedented spike in fatal crashes. In 2024 and 2025, we are seeing positive 
signs, and the total number of fatalities is coming down, but we have not yet reached pre-COVID 
levels. The first quarter of 2026 shows that further reductions in traffic fatalities are expected. For the 
last decade, active transportation user fatalities have increased at a much faster rate than overall 
fatalities, mirroring a national trend. Walker and roller deaths increased to the highest number ever 
in 2023. Despite some recent declines, 2024 marked the second-highest year of active transportation 
user deaths, followed by the third-highest year in 2025. While all other focus areas showed declines 
in 2025, fatalities involving a driver age 70+ and heavy truck-involved fatalities counteracted the 
prevailing trends and increased slightly. This follows a nearly 20% increase in fatalities involving 
drivers age 70+ in 2024. 

Traffic Fatality and Serious Injury Rates in Washington State 
  2023 2024 2025 
Vehicle Miles Traveled (VMT) (in 1,000s) 59,804 60,390 60,814 
   Fatality Rate per 100 Million VMT 1.353 1.220 1.084 
   Serious Injury Rate per 100 Million VMT 5.709 5.449 4.887 
Population 7,951,150 8,035,700 8,115,095 
   Fatality Rate per 100,000 Population 10.2 9.2 8.1 
   Serious Injury Rate per 100,000 population 42.9 41.1 36.6 
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Licensed Drivers 6,004,489 6,053,493 6,094,808 
   Fatality Rate per 100,000 Licensed Drivers 13.5 12.2 10.8 
   Serious Injury Rate per 100,000 Licensed Drivers 56.9 54.6 48.8 
Registered Vehicles 8,019,967 8,033,344 8,052,032 
   Fatality Rate per 100,000 Reg. Vehicles 10.1 9.2 8.2 
   Serious Injury Rate per 100,000 Reg. Vehicles 42.6 41.1 36.9 

Source: WSDOT Annual Mileage and Travel Information; Office of Financial Management (OFM) Population Estimates; 
Department of License (DOL) Statistics at a Glance for Calendar Year 2022 (NOTE: DOL expects that slower growth of 
licensed drivers in registered vehicles reflect demand exceeding COVID-related diminished capacity and not true trends in 
population patterns.) 
 
The number of traffic deaths and traffic death rate decreased in 2025 for all races. American 
Indian/Alaska Natives (AI/ANs) persistently have the highest traffic fatality rate.  

Traffic Fatalities and Rates by Race 
  2023 2024 2025 
White 503 461 397 
   Rate per 100,000 Population 10.14 9.28 7.86 
Hispanic 131 123 118 
   Rate per 100,000 Population 11.21 10.26 9.75 
Black 39 41 27 
   Rate per 100,000 Population 12.19 12.55 8.00 
Asian/Pacific Islander 44 40 29 
   Rate per 100,000 Population 5.06 4.46 3.09 
American Indian/Alaska Native 35 32 24 
   Rate per 100,000 Population 38.73 35.58 26.72 
Multiracial 25 22 21 
   Rate per 100,000 Population 4.62 3.96 4.28 

 

Fatal crash patterns vary between counties, and from year-to-year within counties. In 2025, 26 
counties had less, no changes, or no fatalities. Thirteen counties experienced an increase in fatalities; 
the majority, however, are rural and have small number of traffic fatalities overall. Every county in 
Washington had at least one fatal crash in the previous three years. 

Fatal Crashes in Washington State by County 

 County 2023 2024  Percent 
Change in 2024 2025  Percent 

Change in 2025 

Adams 8 4 -50.0% 8 100.0% 



Ch.1: Planning Process and Problem Identification 

13 | P a g e  
 

Fatal Crashes in Washington State by County 

 County 2023 2024  Percent 
Change in 2024 2025  Percent 

Change in 2025 

Asotin 3 1 -66.7% 2 100.0% 

Benton 28 13 -53.6% 20 53.8% 

Chelan 7 7 0.0% 8 14.3% 

Clallam 4 5 25.0% 2 -60.0% 

Clark 34 41 20.6% 35 -14.6% 

Columbia 1 0 Decrease 0 0.0% 

Cowlitz 14 20 42.9% 13 -35.0% 

Douglas 4 4 0.0% 4 0.0% 

Ferry 4 1 -75.0% 1 0.0% 

Franklin 11 9 -18.2% 16 77.8% 

Garfield 1 0 Decrease 0 0.0% 

Grant 21 23 9.5% 24 4.3% 

Grays Harbor 9 9 0.0% 5 -44.4% 

Island 5 13 160.0% 5 -61.5% 

Jefferson 6 4 -33.3% 4 0.0% 

King 151 142 -6.0% 122 -14.1% 

Kitsap 22 16 -27.3% 21 31.3% 

Kittitas 11 8 -27.3% 11 37.5% 

Klickitat 4 2 -50.0% 3 50.0% 

Lewis 16 8 -50.0% 15 87.5% 

Lincoln 7 5 -28.6% 1 -80.0% 

Mason 20 14 -30.0% 8 -42.9% 
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Fatal Crashes in Washington State by County 

 County 2023 2024  Percent 
Change in 2024 2025  Percent 

Change in 2025 

Okanogan 5 9 80.0% 13 44.4% 

Pacific 5 3 -40.0% 3 0.0% 

Pend Oreille 3 1 -66.7% 6 500.0% 

Pierce 95 94 -1.1% 77 -18.1% 

San Juan 1 1 0.0% 0 -100.0% 

Skagit 17 17 0.0% 13 -23.5% 

Skamania 2 2 0.0% 2 0.0% 

Snohomish 41 61 48.8% 59 -3.3% 

Spokane 57 52 -8.8% 45 -13.5% 

Stevens 8 9 12.5% 9 0.0% 

Thurston 32 27 -15.6% 19 -29.6% 

Wahkiakum 1 1 0.0% 1 0.0% 

Walla Walla 7 6 -14.3% 5 -16.7% 

Whatcom 19 12 -36.8% 14 16.7% 

Whitman 4 5 25.0% 3 -40.0% 

Yakima 44 32 -27.3% 28 -12.5% 
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Fatal crashes decreased across all road types in 2025, with the largest decrease occurring on 
interstates. The majority of fatal crashes occur on state routes, followed by county roads. Sixty one 
percent of fatal crashes occurred in urban areas. 

Fatal Crashes in Washington State by Road Class 

  2023 2024 
 Percent 
Change 
in 2024 

2025 
 Percent 
Change 
in 2025 

Interstate 77 78 1.3% 57 -26.9% 
US highway 66 59 -10.6% 55 -6.8% 
State route 201 192 -4.5% 188 -2.1% 
County road 182 164 -9.9% 160 -2.4% 
City street 189 174 -7.9% 157 -9.8% 
Other/Unknown 17 14 N/A 8 N/A 
Total Fatal Crashes 732 681 -7.0% 625 -8.2% 

 
Washington has also seen a shift in the days and months when fatal crashes are more likely to occur. 
There were large increases in fatal crashes occurring on Mondays and Tuesdays in 2025, while all 
other days decreased. In line with historical trends, most fatal crashes occurred on Fridays and 
Saturdays. 

Fatal Crashes in Washington State by Day of Week 

  2023 2024 
 Percent 

Change in 
2024 

2025 
 Percent 

Change in 
2025 

Sunday 111 95 -14.4% 81 -14.7% 

Monday 78 76 -2.6% 87 14.5% 

Tuesday 91 72 -20.9% 88 22.2% 

Wednesday 94 109 16.0% 84 -22.9% 

Thursday 90 97 7.8% 85 -12.4% 

Friday 116 120 3.4% 101 -15.8% 

Saturday 152 112 -26.3% 99 -11.6% 

 
Finally, fatal crash patterns by month have been shifting in recent years. Historically, fatal crashes 
have been highest during the summer months, and August and September are the months with the 
highest fatal crashes since 2023. However, since 2022, the rise in fatal crashes has been primarily 
concentrated in the early months of January – May. While fatal crashes are declining overall, in 2025, 
there was no change to the number of fatal crashes that occurred in January, and increases in the 
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number of fatal crashes that occurred in February and May. Meanwhile, there was nearly a 30% 
reduction in the number of fatal crashes that occurred in September. 

Fatal Crashes in Washington State by Month 

  2023 2024 
 Percent 

Change in 
2024 

2025 
 Percent 

Change in 
2025 

January 46 44 -4.3% 44 0.0% 

February 52 48 -7.7% 50 4.2% 

March 50 52 4.0% 49 -5.8% 

April 55 48 -12.7% 44 -8.3% 

May 67 58 -13.4% 63 8.6% 

June 70 58 -17.1% 47 -19.0% 

July 55 61 10.9% 58 -4.9% 

August 79 67 -15.2% 64 -4.5% 

September 72 70 -2.8% 50 -28.6% 

October 66 58 -12.1% 49 -15.5% 

November 61 58 -4.9% 53 -8.6% 

December 59 59 0.0% 54 -8.5% 
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Chapter 2: Public Participation and Engagement 
 
 
I. Engagement Planning 
 
A. Goals for Public Engagement 
WTSC engages with many partners to work toward a goal of zero traffic deaths and serious injuries 
for all Washingtonians. WTSC works with communities to gather input on our highway planning 
process and incorporates that feedback into our program designs. Program managers work with the 
Research and Data Division to examine risk factors for involvement in fatal crashes and identify 
groups and communities that are disproportionately impacted. Data and public input are 
incorporated into program plans and countermeasure strategies. Community engagement results 
inform the WTSC 3HSP through theories of change, selection of countermeasure strategies, program 
development, and project implementation. 
 
WTSC uses engagement findings to support and guide agency and program-specific public 
participation efforts that contribute to programming decisions and funding strategies. The WTSC has 
and will continue to undertake efforts to actively engage communities and receive public input at 
various stages of program development, implementation, and evaluation, as well as long-term 
planning through the 3HSP and Annual Grant Applications. 
 
It is important to better understand and respect community needs. We need to be careful not to add 
additional burdens to already overburdened communities. With the development and adoption of 
data tools and targeted outreach and engagement, including partnerships with community-based 
organizations, we have established a dynamic and ongoing feedback loop with impacted communities 
and individuals with lived experience. This effort helps WTSC focus our programs, resources, and 
efforts in communities and populations where they can have the greatest impact in reversing current 
trends and bringing traffic fatalities closer to Target Zero. 
 
Significant efforts and developments to support public participation and engagement since the 2024 
3HSP was developed include the creation of a Community Engagement Manager (CEM) position at 
WTSC. This involved a budget request for state funds to support the position and to cover the costs of 
stipends and travel support for community members who participate in community engagement 
activities. The proposal was made to the Governor of Washington in September 2023. After the 
request was included in the proposed Governor’s transportation budget (2024-2025 supplemental), 
WTSC worked to educate legislators on the need and secured funding in the supplemental budget in 
the spring of 2024. The new CEM started in August 2024. His role has included community 
engagement planning, training WTSC staff and Target Zero Managers, recruiting Impact Team 
members, and co-facilitating Impact Team meetings. 
 
B. Identification of Affected Communities 
WTSC uses fatal crash data and all data sources described in Chapter 1's “Data and Resources” 
section to identify populations and locations at higher risk of traffic fatalities. Analysis includes 
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understanding if locations and populations are also underinvested and underserved by safe traffic 
infrastructure and other traffic safety programs and measures. 
 
The WTSC Research and Data Division (RADD) has developed dashboards and other data tools for 
staff and public use. Dashboards used to help identify disproportionate impacts include: 

• Traffic Fatalities Dashboard 
• Traffic Fatality Rates 
• Active Transportation User Traffic Fatalities 
• American Indian/Alaska Native Traffic Fatalities and Traffic Fatalities on Tribal Lands 
• Young Drivers (15-24) Involved in Fatal Crashes Dashboard 

 
Multiple sources and methods are combined to identify areas of higher need and disproportionate 
impact, including:  

• FARS fatality data accessed through the dashboards listed above 
• Survey results, including surveys of Community Based Organizations (CBO) and the annual 

statewide survey 
• Target Zero Manager (TZM) regional input 
• U.S. Department of Justice story maps 
• Washington Department of Health disparities maps 
• Geographic and demographic analysis 

 
Using the data sources and methods described above, WTSC identified communities where traffic 
fatalities disproportionately affect residents and where transportation safety challenges may be 
compounded by infrastructure, geographic, or socioeconomic factors. Yakima County and portions of 
King County are examples of areas identified through this analysis. 
 
Yakima County, WA: 
Communities identified through this process include Yakima County, WA, which has a rate of traffic 
fatalities per capita that is nearly double the state rate (14.11 traffic fatalities per 100,000 population 
in Yakima County, compared to the Washington state rate of 7.37 deaths per 100,000 population). 
 
Yakima County is the second largest by area in Washington. The Confederated Tribes and Bands of 
the Yakama Nation own a total of nearly 1.1 million acres of the county’s 2.75 million acres. The 
traffic fatality rate of American Indian and Alaska Native people in Yakima County is 93.65 deaths per 
100,000 population. Yakima County accounts for 30% of all AI/AN fatalities in the state. 
 
Many roadways in this area are county roads or U.S. highways that lack pedestrian or bicyclist 
facilities (sidewalks, crosswalks, bike paths, etc.), therefore, active transportation users are 
particularly vulnerable in many areas of the county. Young drivers also lack access to driver training 
resources compared to their peers in more urbanized areas of the state and those in the Puget Sound 
region and I-5 corridors. The fatality rate for young people, ages 15-24, in Yakima County was 23.27 
deaths per 100,000 population, compared to 10.17 per 100,000 in the state as a whole. 
 

https://wtsc.wa.gov/dashboards/fatalities-dashboard/
https://wtsc.wa.gov/dashboards/traffic-fatality-rates-dashboard/
https://wtsc.wa.gov/dashboards/active-transportation-user-fatalities/
https://wtsc.wa.gov/dashboards/aian-tribal-dashboard/
https://wtsc.wa.gov/dashboards/young-drivers-involved-in-fatal-crashes-dashboard/
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King County and the Seattle Metropolitan Area: 
King County is the largest by population and the county with the largest number of traffic fatalities 
annually. While the county as a whole has a fatality rate that is below the state average (4.95 deaths 
per 100,000 population), there are areas identified with disproportionately higher death rates, 
including portions of the City of Seattle south of Interstate 90 and areas south of Seattle, including 
cities such as Kent, Auburn, Renton, SeaTac, Tukwila, White Center, and areas surrounding Seattle-
Tacoma International Airport.  
 
While these urbanized areas may have more transportation resources, including transit, sidewalks, 
and bike pathways, compared to other areas of the state, the urbanization of smaller cities and 
unincorporated areas have resulted in gaps in infrastructure and a mismatch between roadway 
design, posted speeds, and current uses. Many roadways in this area may be described as “stroads.” 
These are higher speed roadways designed for higher volumes of traffic at higher speeds, but which 
are now also used as neighborhood streets adjacent to housing, shopping, schools, and other 
amenities. Streets are characterized by more access points and higher numbers of active 
transportation users, including pedestrians, bicyclists, and transit users. 

 
II. Engagement Outcomes 
 
A. Engagement Approach and Implementation 
To meet the requirements of the Public Participation & Engagement (PP&E) rules, the WTSC 
developed and convened an Impact Team, which includes members of the general public and 
customers of the agency. The Impact Team now serves as WTSC’s standing public participation group.  
 
Impact Team 
WTSC worked with a community engagement contractor and with community-based organizations to 
do outreach and recruitment of participants for the Impact Team. The WTSC Impact Team convened 
in 2025 and 2026. Engagement activities included: 

• Bi-monthly Impact Team meetings with outreach to members by the facilitator between 
meetings 

• Brief presentations and structured discussion sessions on behavioral traffic safety topics  
• Facilitated conversations with Washington Traffic Safety Commission (WTSC) staff (program 

managers and executives) and Impact Team members 
• Guest speaker sessions providing policy, program, and technical context (with discussion 

centered on participant response rather than presentation content)  
• Open discussion periods where members raised concerns, experiences, and questions  
• Ongoing feedback discussions related to transportation safety programs, communication 

strategies, and community conditions  

These engagement opportunities functioned as a standing advisory forum rather than one-time 
events with different participants. Over time, Impact Team members took a more active role in 
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identifying agenda topics for each meeting, including follow-up on topics that required additional 
information and discussion. 

The engagement approach was designed to include participation from individuals with varied 
transportation experiences and geographic contexts (identified in I.B), including: 

• Residents from rural and urban areas  
• Young adult and family perspectives 
• People with mobility-related transportation needs  
• Individuals who primarily walk, bike, or use transit  
• People with direct experience of traffic incidents  
• Participants with familiarity with community-based organizations and local service systems 

 
The structure emphasized open discussion rather than formal testimony; regular recurring meetings 
to allow trust and familiarity to develop over time; space for lived experience to inform discussion of 
transportation safety issues; and collaboration with familiar public-facing organizations and local 
networks to support participation and communication. 
 
Accessibility measures were taken in various ways. The Impact Teams were held virtually over Zoom 
or Teams to facilitate participation from people from across the state. Materials and presentations 
were also designed to use plain, accessible language. Facilitators also work with staff and other 
presenters in advance to help them deliver information in a clear manner with “plain talk” language. 
Presentation materials and notes are translated into other languages when needed. 
 
During meetings, accessibility-related practices included: 

• Simultaneous translation for individuals who request it 
• Facilitated discussions with opportunities for all participants to speak  
• Structured agenda design with time for open comment  
• Use of iterative meetings rather than single-session consultation  
• Informal discussion format intended to reduce barriers to participation  
• Efforts to support clarity of discussion topics through explanation of technical content by 

WTSC staff when needed 
 

Overview of the Group’s Development 
Early Meetings: Establishing Purpose and Building Understanding 
The earliest meetings focused heavily on orientation and trust-building. Members asked foundational 
questions about: 

• What WTSC does 
• How traffic safety data is collected and used 
• What “programs” actually means 
• How public input influences decisions 
• What role the Impact Team would play 
• Whether the group would have meaningful influence 
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• How participant perspectives would be reflected back accurately 
 
Members wanted clarity about whether the group existed primarily to: 

• Share experiences 
• Provide recommendations 
• Inform policy discussions 
• Inform funding priorities 
• Help shape communications 
• Advise on outreach strategies 

 
Several participants emphasized the importance of transparency and accountability in how public 
feedback would be used. They also wanted to clarify what the group’s role would be. Over time, 
these discussions clarified that the group’s primary purpose was: 

• Listening to public experiences 
• Gathering informed perspectives 
• Improving program design 
• Informing future programming and funding decisions 
• Understanding how safety issues appear in everyday life 
 

As meetings progressed, discussions became increasingly detailed and experience based. 
 
Other Public Engagement 
Whether or not all of these activities meet definitions and requirements of PP&E under 23 USC 402 
b)(1)(B), best practices require that WTSC support meaningful public engagement across programs. 
WTSC has continued to increase our capacity to conduct various engagement opportunities at the 
state and local levels. Additional activities have included adding contract requirements for 17 regional 
Target Zero Managers (TZM) to conduct public engagement as part of their local traffic safety role. 
The WTSC Community Engagement Manager provided significant training, coaching, and consultation 
to the TZMs. These are examples of local engagement activities conducted recently and those 
planned for the near future to help inform priorities and programs. This table highlights engagement 
efforts with parents, young people, and people with disabilities. 
 

Engagement 
Opportunity 

Engagement 
Approach & Design 

(Communities 
reached + design) 

Accessibility 
Measures (Outreach) 

Accessibility 
Measures (During 

Engagement) 

King County 
Disability & Family 
Resource Fair (May 
29, 2025) 

Large inclusive 
resource fair for 
individuals with 
disabilities, 
developmental 
delays, and 
families/caregivers. 

Multi-channel 
outreach via email, 
social media, county 
website, and 
community 
networks. Materials 

ADA-accessible 
venue, multilingual 
translation tools, 
volunteer navigation 
support, 
visual/tactile 
demonstrations, 
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Engagement 
Opportunity 

Engagement 
Approach & Design 

(Communities 
reached + design) 

Accessibility 
Measures (Outreach) 

Accessibility 
Measures (During 

Engagement) 

Designed for multi-
generational and 
multicultural 
participation using 
hands-on child 
passenger safety 
demonstrations, 
adaptive restraint 
systems, and 
CPST1/STAC2 
specialists. 

translated into 8+ 
languages. 

multilingual printed 
materials. 

Seattle Children’s 
Autism Center Safety 
Event (June 7, 2025) 

Sensory-friendly 
safety event for 
families of children 
with autism and 
developmental 
disabilities. Included 
interactive stations 
(helmet fitting, teddy 
bear check-ups, 
adaptive bikes) and 
OT/CPST-led 
demonstrations with 
caregiver interaction. 

Outreach through 
disability networks, 
social media, partner 
organizations. No 
RSVP requirement. 
Targeted flyer 
distribution. 

Sensory-friendly 
design, on-site 
interpreters (Spanish 
+ phone-based 
translation), open-air 
accessible layout, 
spaced stations, 
calming sensory 
zones. 

Teen Driver Safety 
High School Sessions 
(May 2025 series) 

Interactive teen 
driver education 
using scenario-based 
learning, local crash 
data, distraction 
exercises, and 
facilitated discussion 
(“What Would You 
Do?”). Included 
informal feedback 
and perception 
discussion. 

Coordinated through 
school districts and 
teachers; scheduled 
school access 
ensured participation 
of target youth 
population. 

High-contrast visuals, 
verbal + visual 
instruction, printed 
scenarios, facilitated 
discussion designed 
to ensure all 
Washingtonians can 
easily participate. 

 
1 CPST-Child Passenger Safety Technician 
2 STAC-Safe Travel for All Children  
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Engagement 
Opportunity 

Engagement 
Approach & Design 

(Communities 
reached + design) 

Accessibility 
Measures (Outreach) 

Accessibility 
Measures (During 

Engagement) 

140th/132nd Ave SE 
Corridor Community 
Meeting (March 27, 
2025) 

Multi-jurisdiction 
community meeting 
for residents in 
Renton, Kent, 
Auburn, and 
unincorporated King 
County. Included 
agency presentations 
and structured 
community Q&A 
(open mic + written 
notecards). 

No RSVP 
requirement; 
targeted outreach 
along affected 
corridor; coordinated 
public notices across 
jurisdictions. 

ADA-accessible 
school venue, 
microphones, 
presentation visuals, 
open mic + written 
input options to 
support accessibility 
needs. 

Car Seat Check 
Events – CPST 
Engagement (Feb. 22 
& May 18, 2025) 

One-on-one CPST-led 
caregiver 
engagement focused 
on real-time car seat 
installation, 
correction, and 
safety education. 
Included direct 
caregiver questions 
and dialogue about 
child passenger 
safety challenges. 

Public health 
outreach and 
registration systems; 
some events 
included low-income 
eligibility outreach 
and multilingual 
scheduling support. 

Spanish and Chinese 
interpreters at select 
events, hands-on 
instruction in 
personal vehicles, 
ADA-accessible 
venues, visual 
demonstrations 
replacing technical 
instruction. 

Safety City / Youth 
Safety Event – 
Parent Feedback 
Activity (May 10, 
2025)  

Structured youth 
safety event with 
explicit caregiver 
engagement using a 
sticker-based activity 
capturing parent 
concerns about child 
traffic safety (e.g., 
school zone safety, 
neighborhood traffic 
risks). 

Event embedded in 
community youth 
safety programming 
with open public 
participation. 

Interactive station 
design using 
visual/sticker-based 
input method, 
facilitated caregiver 
dialogue during 
station flow. 
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B. Results of Engagement 
Participants included members of the Impact Team, a standing community advisory group consisting 
of individuals with varied backgrounds and transportation experiences. The participant group 
included: 

• Individuals with lived experience related to traffic incidents  
• People who primarily walk, bike, or use transit  
• People with mobility and other transportation access needs  
• Individuals from rural and urban communities  
• Participants engaged with community-based organizations  
• Individuals with interest in transportation safety policy and education  
• Many of the participants are in the focus areas of South King County and Yakima County. 

WTSC staff, Target Zero Managers, and program staff attended as facilitators and technical 
contributors. Guest speakers were also present at some sessions.  

Across the engagement period, the following issues were discussed: 
• Traffic safety behaviors 

• Speeding and normalization of speed-related behavior  
• Distracted driving, particularly phone use  
• Impaired driving, including alcohol and other substances  

 
• Transportation access 

• Availability of transportation options  
• Mobility needs and independence  
• Reliance on transit or alternative transportation in the absence of driving  
• Geographic differences in access (rural vs. urban conditions)  

 
• Public communication and outreach 

• Effectiveness of public education efforts  
• Role of local organizations in communication  
• Need for clearer and more practical messaging  
• Interest in behavior change strategies and public awareness approaches  

 
• Data and program transparency 

• Questions about how traffic safety data is collected and used  
• Interest in understanding how decisions are made  
• Concerns about clarity and interpretation of safety data  
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• System operations and accountability 

• Consistency of enforcement approaches  
• Role of infrastructure decisions in safety outcomes  
• Interest in how programs and policies influence real-world conditions 

 
Across meetings, Impact Team members consistently emphasized that traffic safety is not only an 
enforcement issue, but also a transportation, infrastructure, communication, and public awareness 
issue. 
 
Each meeting agenda focused on one or two topic areas; however, members were free to raise 
additional topics of interest to them during discussions. This is a high-level summary. 

• Active Transportation: Walker and Roller Safety 
Members discussed pedestrian safety as both an infrastructure and road user behavior issue. 
Infrastructure deficits identified included lack of pedestrian protections, inadequate crossings, 
high traffic speeds, risks near transit stops, sidewalk safety and availability, and visibility 
concerns. 
The group generally viewed pedestrians and cyclists as very vulnerable on city streets. One 
expressed interest in ways that cities in the U.S. and elsewhere are or have become more 
pedestrian friendly. 
 
Among the areas of concern raised were: how pedestrians and cyclists can safely navigate 
roundabouts; the quality of bicycle lanes; the visibility of crosswalks; vehicle speeds near 
schools; lighting; and general road design. One member specifically questioned whether there 
are sufficient legal requirements or design standards for pedestrian crossings at roundabouts. 
 
The group also discussed safety concerns around electric bicycles and scooters. Concerns 
included speed, sidewalk conflicts, young people using motorized bikes and scooters, unclear 
rules around e-bike and e-scooter use, and gaps in enforcement. They noted that these 
concerns are example of the fast speed of changes in our transportation which can outpace 
public understanding and government regulation. 
 
Another topic centered around the vulnerability of unhoused individuals. The group heard 
about a local program in TZM Region 6 (Clark and Skamania Counties), which involved the 
(state funded) distribution of safety information and reflective gear to people in programs 
serving unhoused people. This topic gained a lot of interest from the Impact Team members 
who expressed the importance of this type of programming being available throughout 
Washington.  

 
• Transportation Access for People with Mobility Needs 

One member has consistently raised this issue based on his lived experience, which affects 
convenience, safety, and quality of life for people who may have limited mobility related to a 
disability or injury. Generally, access to transportation (specifically, safe transportation) is 
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more limited for people who may not drive and who cannot walk without assistance. The 
availability of alternatives is limited in many areas. Public transit may be limited in terms of 
routes and also the portions of the trip that occur between transit stops and the origin and 
destination of the trip. Even basic issues like sidewalk obstructions or lack of maintenance can 
cause significant barriers to people who have limited mobility or rely upon mobility devices. 

 
• Speed/Speeding 

Speeding became one of the most consistently discussed concerns across meetings. Members 
described speeding as common, socially normal, less recognized or addressed compared to 
impairment, and a growing concern in suburban and rural areas. They viewed speeding as 
particularly dangerous in pedestrian-heavy areas, and they thought that speeding was a 
behavior that requires other approaches and interventions, in addition to enforcement. 
 
Members repeatedly described speeding as a behavior people do not perceive as dangerous. 
One member explained that speeding is often viewed as accidental or minor, unlike impaired 
driving, which many people see as an intentional and clearly dangerous act. 
Another Impact Team member noted that society does not treat speeding with the same 
seriousness as impaired driving. She pointed to weak public messaging, limited awareness 
campaigns, media glamorization of speed, and longstanding normalization. Another member 
discussed how low monetary penalties may limit deterrence and suggested that stronger 
education and accountability systems could help shift behavior. 
 
Members frequently discussed inconsistent enforcement. One stated that enforcement tools 
like cameras reduce speeding, but when enforcement is absent, speeding returns quickly. 
Several members questioned whether road design and infrastructure decisions contribute to 
speeding behavior. Another member specifically questioned whether agencies share 
responsibility when known high-risk areas lack speed reduction measures. 
 
Based on their different locations and transportation needs and habits, members viewed 
speeding risks and problems differently based on geography and road types. One member 
from an urban/suburban area identified freeways as particularly dangerous. Another 
discussed the risks on city streets. Another member focused on the risks of speeding on rural 
roads and in school zones. 
In order to address excessive speed, the Impact Team had a wide-ranging discussion with the 
Speed program manager, which touched on a number of strategies to reduce driver speeding. 
These included youth-focused education and additional outreach to and involvement from 
schools; stronger public messaging; local outreach; messaging that appeals to emotions; and 
public conversations about speeding. The group also endorsed other Safe System approaches, 
including automated enforcement, speed-calming road designs, and improved infrastructure 
for pedestrian travel. 
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• Distracted Driving 

The Impact Team discussed distraction as an unfortunately common behavior that has 
become more normalized with the use of phones and other technology. Participants said they 
notice and observe multiple types of distractions on Washington roads, including constant 
connectivity and phone use while driving, multi-tasking, and mental distractions. People may 
justify these distractions because they may be only short duration, such as responding to a 
text, which they may believe to be harmless. 
 
One member said, “Many people normalize phone use because they believe it only takes a 
moment.” The group agreed that many people who engage in occasional phone use or other 
distractions still view themselves as safe drivers. 
 
Another member commented that there is professional and social pressure around 
productivity and multi-tasking, which encourages people to use commuting and other driving 
time to accomplish other tasks related to work or family. This was a recurring theme that 
some unsafe behaviors are the result of other social expectations. 
 
Group members also felt that there has been inadequate public attention paid to distraction, 
including education and messaging, compared to impaired driving. 

 
• Impaired Driving 

The discussion around impaired driving touched on a number of issues, including the variety 
of impairing substances involved, including alcohol and cannabis, and multi-substance 
impairment. Concerns were raised about fair and equitable enforcement of DUI, the 
availability of transportation alternatives for impaired individuals, and public attitudes toward 
drinking alcohol. 
 
Discussions on this topic were some of the most personal and emotional for some members. 
One member had been struck by a drunk driver while she was in high school and was crossing 
the street in a crosswalk at a four-way stop. She has endured multiple surgeries, long-term 
chronic pain, the need for on-going treatment, financial struggles, and lasting stress from the 
incident. 
 
Members strongly supported approaches that combine accountability with support services. 
Participants emphasized rehabilitation and access to treatment for people with substance use 
disorders. The group emphasized that punishment alone is unlikely to reduce impaired driving 
among repeat offenders. 
 
In terms of fairness, members want to see improvements in enforcement, access to 
supportive services, transportation access, and financial and licensing consequences for 
offenders. A couple of members also raised questions about fairness for people who lack an 
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understanding of impairment or those who may lack family and social support systems. There 
were also questions about commercial licensing and job loss. 
 
Members repeatedly connected impaired driving prevention to transportation access. One 
emphasized the importance of reliable transportation for people with mobility needs. Another 
discussed a fear of driving and interest in transit use. Generally, members voiced a need for 
increased public transit, flexible transportation options, and ride alternatives. Some also 
related these concerns to improved transportation planning and safer transportation systems 
overall. 
At another meeting, the group also discussed pending proposals to lower the per se blood 
alcohol concentration (BAC) limit for driving from 0.08 to 0.05%. Members generally appeared 
open to behavior-change approaches but also raised concerns regarding enforcement 
fairness, public understanding, treatment access, and public education. Participants 
emphasized the need for education before implementation. 

 
Public Participation, Outreach, and Communication 
As members of various communities around the state, Impact Team members also provided input on 
how to improve communication, outreach, and engagement around traffic safety. Members 
identified needs for more information around driver education, licensing, transit access, and child car 
seats. 
 
Members strongly supported working through familiar local organizations and established partners, 
including schools, youth groups, other local organizations, and local advocates. They suggested that 
effective messengers would include parents, schools, youth leaders, and local advocates and 
organizations. They also emphasized the importance of relationship building and public trust, 
dialogue, and storytelling. People are most interested in topics that are relevant to them and their 
local neighborhoods and communities. 
 
The Impact Team generally endorsed positive social norms and messages that reinforce desired 
behaviors over fear-based messaging (e.g., threats of enforcement or graphic information about 
crashes). The group supported approaches that encourage and reward desired behavior, use 
storytelling, and involve family-based messaging. They also expressed an interest in phone 
applications or other ways to “gamify” safe driving through positive feedback or tangible rewards. 

 
General Impact Team Feedback 
Members wanted to ensure that the data and other information shared are transparent and reliable, 
and that it is clear how they are collected. They wanted to know that key decisions, such as 
infrastructure design and investment, enforcement, and policy, are based upon accurate and reliable 
data. 
 
Overall, the Impact Team recognized the behavioral aspect of traffic safety and the influences of 
family, peers, and culture on social norms. They endorsed localized approaches that use trusted 
messengers. There was also a strong emphasis on the built environment and on the many factors that 
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contribute to their lack of safety, including road design and speed management, as well as the lack of 
crosswalks, bike lanes, and transit access. 
 
They strongly emphasized a localized approach, focused on messengers such as local organizations 
and advocates. They also emphasized the importance of communicating in multiple languages. 
Members also strongly emphasized and preferred early education and prevention over enforcement 
alone. 

 
Other public engagement 
This is a summary of additional engagement opportunities that were attended by WTSC-contracted 
Target Zero Managers, including the types of people engaged and the subject matter: 
 

Engagement Opportunity Participants (Who attended 
+ affected communities) 

Issues Covered (Summary of 
topics discussed) 

King County Disability & 
Family Resource Fair (May 
29, 2025) 

Engaged event attendees 
including families of 
individuals with disabilities, 
caregivers, community 
organizations, CPSTs, OT/PT 
providers, multilingual 
community members. 

Child passenger safety for 
children with disabilities, 
adaptive restraint systems, 
caregiver transportation 
challenges, access to 
specialized car seats, language 
barriers in safety education. 

Seattle Children’s Autism 
Center Safety Event (June 7, 
2025) 

Engaged families of children 
with autism and 
developmental disabilities, 
occupational therapists, 
CPSTs, adaptive mobility 
providers, and Seattle 
Children’s staff. 

Booster seat requirements, 
helmet safety, adaptive 
transportation needs, 
sensory-sensitive safety 
learning approaches, and 
demand for more hands-on 
education. 

Teen Driver Safety High 
School Sessions (May 2025 
series) 

Engaged high school 
students (ages ~14–18), 
teachers, and facilitators 
across multiple schools. 

Distracted driving, impaired 
driving (including cannabis 
misconceptions), seat belt 
use, peer influence, 
willingness to intervene in 
unsafe driving, and local crash 
awareness. 

140th/132nd Ave SE 
Corridor Community 
Meeting (March 27, 2025) 

Engaged residents from 
Renton, Kent, Auburn, 
unincorporated King County; 
victim families; engineers; 
law enforcement; 
city/county leadership; 
community members 
affected by corridor crashes. 

Speeding concerns, crash 
impacts, traffic calming 
requests (roundabouts, 
engineering changes), 
enforcement vs. 
infrastructure balance, 
funding constraints, and 
transparency in decision-
making. 
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Engagement Opportunity Participants (Who attended 
+ affected communities) 

Issues Covered (Summary of 
topics discussed) 

Car Seat Check Events – 
CPST Engagement (Feb 22 & 
May 18, 2025) 

Engaged parents and 
caregivers (including 
multilingual and low-income 
families), CPSTs, and public 
health staff. 

Car seat misuse, booster 
transition confusion, correct 
restraint use, access to 
specialized seats, installation 
challenges, and vehicle 
compatibility issues. 

Safety City / Youth Safety 
Event – Parent Feedback 
Activity (May 10, 2025) 
(High confidence inclusion) 

Engaged event attendees, 
including parents/caregivers 
and children in a structured 
safety education flow. 

School zone safety concerns 
(primary), neighborhood 
traffic safety concerns, 
caregiver involvement in 
teaching traffic safety, and 
community safety priorities 
for children. 

Engagement activities at high-attendance events were delivered through booths, 
demonstrations, and informal consultations. Staff engaged attendees through repeated, 
brief, and in some cases in-depth interactions, including safety demonstrations, one-on-one 
technical guidance, and multilingual discussions. These interactions were responsive in 
nature and occurred as community members approached booths or participated in activities. 

Because engagement was designed to be open-access and voluntary, and interactions were 
fluid and event-driven, no standardized system was used to count or log individual contacts 
across all events. For this reason, the number of meaningful interactions is best understood 
as a subset of total attendance. 

This approach reflects the intent of these events: to provide accessible, low-barrier 
opportunities for information sharing, hands-on learning, and community dialogue, 
particularly for families and individuals who may not engage through formal outreach 
channels. 

 
C. Use of Public Input 
The purpose of community feedback is to inform leadership and agency decision-making about the 
types, locations, and content of programs funded by WTSC. The Impact Team endorsed many of the 
programs and approaches currently funded by WTSC. They would like to see more work focus on 
localized education and prevention. 
 
Thus far, we have been gratified that much of the input received has been supportive and that many 
community members endorse and support various programs and approaches supported by WTSC in 
their communities and across the state. 
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WTSC is continuing to identify localized approaches that can be implemented in specific areas of the 
state or with target demographic groups. More programs will involve regional Target Zero Managers, 
local governments, or community-based organizations.  
 
It should also be noted that substantial input from community members falls outside of WTSC’s 
purview. This feedback can be shared with other agencies and professionals involved with traffic 
safety, including traffic engineers, planners, policymakers, and law enforcement. 
 
 
III. Ongoing Engagement Planning 
 
A. Goals for Public Engagement 
Community engagement is a process that develops and evolves over time as connections are made, 
trust is established, and dialogue continues. The activities described above were built upon earlier 
efforts described in the 2024 3HSP. Notably, engagement of community-based organizations in 
earlier rounds was leveraged to reach and engage more individual community members. We have 
also seen Impact Team members recruit people they know to join. Likewise, efforts in the next three 
years will be built and will expand upon the efforts of the last several years. 
 
Goals for 2027-2029 include expanding the Impact Team to increase representation of different 
communities and demographic groups representing the geography of the state. These would include 
additional areas that are more highly populated (and experience a higher percentage of the state’s 
fatal crashes) and more rural areas that experience lower numbers but higher per capita rates of fatal 
crashes. 
 
As the knowledge and understanding of behavioral traffic safety programs increase among Impact 
Team members, they will be increasingly able to make specific program recommendations and 
identify areas of unmet need. Two programs in particular, Speed and Rural Roads, are currently 
planning outreach and engagement activities in rural communities. 
 
As WTSC reviews data each year and considers the funding that is available for various programs, we 
also invite and consider input from a variety of stakeholders, including other state agencies, cities and 
counties, as well as community-based organizations and interested community members. This input 
informs priorities for funding overall, locations for programs that may be more community-focused 
(rather than statewide), and the behavioral traffic safety approaches that are selected. 
 
Overall, we find that community members endorse and support the proactive traffic safety culture 
approach that many of our programs support while also recognizing and prioritizing enforcement 
activities to reduce the highest risk driving behaviors in their communities, including speed, 
impairment, and distraction. 
 
WTSC is also increasing our resources for working with Washington Tribes, adding state funding to 
expand the Tribal Liaison and Tribal Traffic Safety Program Manager position to full-time. This has 
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been an area that has had substantial growth and increased outreach and engagement with the 
federally recognized Tribes in the state. 
 
B. Identification of Affected Communities 
Overall fatality numbers in the state have decreased but the areas with the highest disparities and 
proportion of fatal crashes follow similar patterns as in previous years. Efforts will focus on areas such 
as South Seattle, South King County, Pierce County, and Yakima County. 
 
In terms of demographics, American Indian and Alaska Native populations are disproportionately 
impacted. For reference, the per capita traffic rate for the state during the calendar years 2020-2024 
was 8.72, and the rate for American Indian and Alaska Native people was 37.60 per 100,000 
population. These were the fatality rates of Native American and Alaska Native people in the six 
counties with the highest per capita fatality rates: 
 

County Number of AI/AN 
fatalities (2020-2024) 

AI/AN death rate per 
100,000 population 

Yakima 52 113.19 
Okanagan 11 43.33 
Spokane 12 34.52 
Snohomish 12 29.37 
Pierce 14 29.15 
King 17 28.44 

 
Additional groups that are over-represented include Black (11.69 deaths per 100,000) and Hispanic 
individuals (10.04 deaths per 100,000). The two counties with significant over-representation of Black 
individuals killed are Pierce and King.  
 
For Hispanic individuals, several counties have disproportionately high rates, but some have relatively 
small numbers. These are the counties with higher numbers and rates: 
 

County Number of Hispanic 
fatalities (2020-2024) 

Hispanic death rate per 
100,000 population 

Yakima 101 14.9 
King 92 7.15 
Grant 59 26.13 
Pierce 55 9.27 
Benton 37 14.06 

 
Young people and younger drivers (ages 15-24) are overrepresented across demographic and 
geographic groups. These are the rates by race/ethnicity: 
 

Age group killed: 15-24 years Fatality rate per 100,000 population 
All races/ethnicities 10.17 
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American Indian/Alaska Native 46.96 
Asian or Pacific Islander or Native Hawaiian 6.06 
Black 11.88 
Hispanic 14.24 
Multi-racial 4.83 
White 9.15 

 
C. Planned Engagement Activities and Accessibility 
Community engagement activities are coordinated by the Community Engagement Manager (CEM), 
and he has been providing training and coaching to other WTSC staff and to regional Target Zero 
Managers. The CEM and other WTSC staff will work collaboratively with TZMs, Tribes, community-
based organizations, and regional traffic safety professionals to identify the best ways to engage the 
focus populations in their regions.  

 
Planned engagement activities and methods include a number of activities, including: 

• Ongoing work with the Impact Team 
• Community input and feedback collected at partnered events, not limited to, but including: 

ο Open houses 
ο Community forums 
ο Surveys during community events 
ο Virtual listening sessions 

• Outreach and engagement by the Tribal Liaison with Tribal governments and Tribal traffic 
safety stakeholders who engage their communities 

 
Accessibility is important to remove barriers to engagement and ensure full participation of all 
interested community members. Statewide meetings, including the Impact Team, continue to be held 
virtually to ensure accessibility in all areas of the state without the need to travel long distances. 
Materials are developed to be clear to a public audience and use “plain talk.” Materials, including 
meeting notes, are translated when needed.  
 
For in-person engagement activities, these are typically planned for existing community gatherings at 
their customary locations or planned in venues that are physically accessible to everyone and located 
in places that are accessible by all modes of transportation (as much as possible). Event 
announcements invite potential participants to notify WTSC in advance if they have any disabilities 
that would require accommodations or have any need for materials to be translated or provided in 
alternate formats. 
 
Integration of Public Input 
The Impact Team endorsed many of the programs and approaches currently funded by WTSC. They 
would like to see more work focused on localized education and prevention. 
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The purpose of community feedback is to inform leadership and agency decision-making about the 
types, locations, and content of programs funded by WTSC. Consistent with our plans outlined three 
years ago, the process continues to evolve and to be improved upon. 
 
WTSC continues advancing previously established goals through the ongoing development and use of 
data tools, targeted outreach and engagement strategies, and partnerships with community-based 
organizations. Through this work, we are strengthening an ongoing feedback loop with impacted 
communities and individuals with lived experience. 
 
We are also continuing to improve and formalize mechanisms for gathering and incorporating 
community input into draft 3HSP countermeasures and project implementation decisions. These 
efforts help ensure traffic safety programs and investments are informed by community perspectives 
and focused on the communities and populations most impacted by traffic safety challenges, 
supporting progress toward Target Zero goals. 
 
Thus far, we have been gratified that much of the input received has been supportive and that many 
community members endorse and support various programs and approaches supported by WTSC in 
their communities and across the state. 

 
Below is the general outline and schedule of the process for soliciting, receiving, and incorporating 
public/community input for 2027 – 2029: 

Month Activity 
June Triangulate fatality data, survey responses, and TZM regions to identify 

communities for outreach, engagement, and public input 
July Finalize plan for focus communities (highly impacted and/or low historic 

investment) 
July – November  WTSC staff work with CBOs, TZMs, and other community liaisons to 

gather input from selected communities, ensuring accessibility measures 
are taken. 

November – 
December  

The Community Engagement Manager analyzes and compiles the 
findings into an agency-wide report summarizing community 
perspectives, lived experiences, and traffic safety needs across 
Washington State to inform program planning and countermeasures. 

January – March Ongoing recruitment for Impact Team and prioritization of team focus 
areas. 

January – 
February 

All program managers present draft plans to WTSC staff and receive 
comments and questions. 

January – 
February 

WTSC program managers in selected programs develop plans 
incorporating data and community feedback. 

January – May  Program managers for priority areas meet with the Impact Team to 
discuss program priorities for the following grant year. 

March – May Program managers revise or update program plans, as needed, to reflect 
community input. 
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Chapter 3: Performance Plan 
 
WTSC, WSDOT, Metropolitan Planning Organizations (MPOs), and Regional Transportation Planning 
Organizations. (RTPOs) coordinate the development of targets UC-1 Total Fatalities, UC-2 Total 
Serious Injuries, and UC-3 Fatality Rate. Targets are presented as five-year rolling averages and set on 
the “target zero line”, a straight line to zero in 2030 from the most recent available five-year rolling 
average.  
 
Certification 
 
State 3HSP performance targets are identical to WSDOT targets for common performance measures 
(UC-1 Total Fatalities, UC-2 Total Serious Injuries, and UC-3 Fatality Rate) that will be reported in the 
HSIP Annual Report, as coordinated through the Target Zero plan. Due to annual target updates for 
the HSIP, the FFY 2027 performance targets are identical but will not match the targets for FFY 2028 
and FFY 2029 once WSDOT sets those targets in future years based on updated data. 

Performance Metrics and Targets Summary 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

UC-1 Number of Traffic Fatalities 
Five-Year Rolling Average 

724.4 
2021-2025 Avg 

434.6 
Target Zero 

289.8 
Target Zero 

144.9 
Target Zero 

UC-2 Number of Serious Injuries 
Five-Year Rolling Average 

3,144.4 
2021-2025 Avg 

1,886.6 
Target Zero 

1,257.8 
Target Zero 

628.9 
Target Zero 

UC-3 Fatality Rate per 100M VMT 
Five-Year Rolling Average 

1.22 
2021-2025 Avg 

0.73 
Target Zero 

0.49 
Target Zero 

0.24 
Target Zero 

UC-4 Unrestrained Occupant Fatalities 
Calendar Year (CY) Totals 

122 
2025 CY Total 

122 
Constant 

116 
-3% 

110 
-3% 

UC-5 Alcohol Impaired Driver Involved 
Fatalities [FARS Imputed] 
Calendar Year Totals 

265 
FARS 2023 Final and 
2024 ARF CY Average 

265 
Constant 

265 
Constant 

265 
Constant 

UC-6 Speeding Related Fatalities 
Calendar Year Totals 

220 
2024 and 2025 CY 

Average 

220 
Constant 

212 
-3% 

206 
-3% 

UC-7 Pedestrian Fatalities 
Calendar Year Totals 

143 
2025 CY Total 

143 
Constant 

140 
-2% 

136 
-3% 

SC-1 Bicyclist Fatalities 
Calendar Year Totals 

12 
2025 CY Total 

12 
Constant 

12 
Constant 

11 
-5% 
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Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SC-2 Motorcyclist Fatalities 
Calendar Year Totals 

103 
2025 CY Total 

103 
Constant 

93 
-10% 

88 
-5% 

SC-3 Number of Drivers Ages 20 or 
Younger Involved in Fatal Crashes 
Calendar Year Totals 

82 
2025 CY Total 

82 
Constant 

78 
-5% 

74 
-5% 

*SD-1 Number of fatalities on rural 
roads 
Calendar Year Totals 

255 
2025 CY Total 

255 
Constant 

250 
-2% 

245 
-2% 

SD-2 Unhelmeted Motorcyclist 
Fatalities 
Calendar Year Totals 

8 
2025 CY Total 

0 
-100% 

0 
-100% 

0 
-100% 

SD-3 Distracted/Inattentive Driver 
Involved Fatalities 
Calendar Year Totals 

103 
2025 CY Total 

103 
Constant 

103 
Constant 

103 
Constant 

*SD-4 Number of Drivers Ages 21-24 
Involved in Fatal Crashes 
Calendar Year Totals 

88 
2025 CY Total 

88 
Constant 

86 
-2% 

84 
-2% 

SD-5 American Indian/Alaska Native 
Fatalities 
Calendar Year Totals 

24 
2025 CY Total 

24 
Constant 

20 
-15% 

17 
-15% 

*SD-6 Police Reported/Toxicology 
Confirmed Impaired (by alcohol or 
drugs) Driver Involved Fatalities 
Calendar Year Totals 

370 
2024 CY Total 

370 
Constant 

359 
-3% 

348 
-3% 

*SD-7 Number of Traffic Records 
Strategic Plan Key Objectives 
Completed 
Calendar Year Totals 

0 
2026 Strategic Plan 

1 
Improving 

3 
Improving 

5 
Improving 

B-1 Observed Seat Belt Use 
Calendar Year Rate Estimates 

94.1% 
2025 Estimate 95% 95% 95% 

 
*New or modified performance measures for FFY 2027 – FFY 2029. No Performance Reports. 
2025 Data is preliminary at the time of this report. 
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Performance Target Metric Program Areas Linked to Performance Target 

UC-1 Number of Traffic Fatalities 
Five-year Rolling Average 

Chapter 4.1 – Communications 
Chapter 4.2 – Community Traffic Services 
Chapter 4.3 – Data Collection and Analysis 
Chapter 4.9 – Program Coordination 
Chapter 4.10 – Rural and Crash Response 
Safety 

UC-2 Number of Serious Injuries 
Five-year Rolling Average 

Chapter 4.1 – Communications 
Chapter 4.2 – Community Traffic Services 
Chapter 4.3 – Data Collection and Analysis 
Chapter 4.9 – Program Coordination  

UC-3 Fatality Rate per 100M VMT 
Five-year Rolling Average 

Chapter 4.1 – Communications 
Chapter 4.2 – Community Traffic Services 
Chapter 4.3 – Data Collection and Analysis 
Chapter 4.9 – Program Coordination 
Chapter 4.10 – Rural and Crash Response 
Safety 

UC-4 Unrestrained Occupant Fatalities 
Calendar Year Totals Chapter 4.7 – Occupant Protection 

UC-5 Alcohol Impaired Driver Involved Fatalities 
[FARS Imputed] 
Calendar Year Totals 

Chapter 4.4 – Impaired Driving 

UC-6 Speeding Related Fatalities 
Calendar Year Totals Chapter 4.11 – Speed 

UC-7 Pedestrian Fatalities 
Calendar Year Totals Chapter 4.6 – Nonmotorized Services SC-1 Bicyclist Fatalities 
Calendar Year Totals 
SC-2 Motorcyclist Fatalities 
Calendar Year Totals Chapter 4.5 – Motorcycle Safety 

SC-3 Number of Drivers Ages 20 or Younger 
Involved in Fatal Crashes 
Calendar Year Totals 

Chapter 4.14 – Young Drivers 

SD-1 Number of fatalities on rural roads 
Calendar Year Totals 

Chapter 4.10 – Rural and Crash Response 
Safety 

SD-2 Unhelmeted Motorcyclist Fatalities 
Calendar Year Totals Chapter 4.5 – Motorcycle Safety 

SD-3 Distracted/Inattentive Driver Involved 
Fatalities 
Calendar Year Totals 

Chapter 4.3 – Distracted Driving 

SD-4 Number of Drivers Ages 21-24 Involved in 
Fatal Crashes 
Calendar Year Totals 

Chapter 4.14 – Young Drivers 
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Performance Target Metric Program Areas Linked to Performance Target 
SD-5 American Indian/Alaska Native Fatalities 
Calendar Year Totals Chapter 4.13 – Tribal Traffic Safety 

SD-6 Police Reported/Toxicology Confirmed Drug 
or Alcohol Impaired Driver-Involved Fatalities 
Calendar Year Totals 

Chapter 4.4 – Impaired Driving 

SD-7 Number of Traffic Records Strategic Plan Key 
Objectives Completed 
Calendar Year Totals 

Chapter 4.12 – Traffic Records  

B-1 Observed Seat Belt Use 
Calendar Year Rate Estimates Chapter 4.7 – Occupant Protection 

 
Target Justification for Common Performance Measures UC-1, UC-2, and 
UC-3 
 
The UC-1, UC-2, and UC-3 targets are coordinated with WSDOT and MPOs/RTPOs. The goal in 
Washington’s SHSP is zero fatalities and serious injuries by the year 2030. Overlapping 3HSP and HSIP 
targets are set on the most recent Target Zero line, a line straight to zero in the year 2030 from the 
most recent five-year rolling average; a data-driven approach to performance management of an 
aggressive, time-bound zero goal. This Target Zero approach to statewide performance management 
of traffic injury-related goals is supported by WSDOT, WTSC, WSP, DOL, DOH, HCA, OSPI, and many 
other agency leaders, legislators, and the Governor.  
 
Regardless of how aggressive, even outright unrealistic, these targets may seem, it is important for us 
to set targets reflective of our primary goal, zero traffic fatalities and serious injuries by 2030. After 
all, the target is just a place to point; it is how you get to that point that really matters. YES, we are off 
our target, but this is the very information we need to present to our Legislature, other funders, and 
decision-makers to show that we are not doing enough. Using a purely statistical approach to target 
setting may lead to ever-increasing targets, even if this is the most reliable means of achieving them 
given current performance trends. However, we believe you do not change your target because it is 
hard or because it is subjectively unrealistic, and we are Target ZERO.  
 
The linear trend line of the five-year rolling average is shown on the common performance measure 
charts for progress comparison. This is just one simple way to monitor progress toward Target Zero. It 
is difficult to attribute individual behavior change to specific countermeasures funded under the 
3HSP, or even to the entire 3HSP portfolio, as a direct reduction in fatalities. The 3HSP portfolio is 
more process-based. According to Countermeasures that Work (9th Edition, page 2), we know that if 
we implement a variety of behavioral safety countermeasures, and implement them well, we are 
supporting a strong traffic safety culture; but that is only one small piece of eliminating traffic 
fatalities and serious injuries or even reducing them.  
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While these fatality and serious injury outcome performance measures are required in the 3HSP 
application, many of the 3HSP countermeasures have not been shown to have a significant direct 
reduction in fatalities and injuries, especially once major policy milestones have been implemented, 
such as universal helmet and primary seat belt laws. In contrast, the HSIP infrastructure change 
impact on the safety of all mobility is better established. It is complemented by statistical evaluation 
methods and guidelines (Highway Safety Manual and Crash Modification Factors), which are not 
available for 3HSP countermeasures. For example, WSDOT has developed performance curves as part 
of its HSIP, Washington’s overall approach to infrastructure spending. These performance curves are 
intended to show how, given different investment levels, safety benefits would be achieved.  
 
WSDOT implements the HSIP, and it is WSDOT's efforts across its programs that will have the most 
measurable impact on traffic fatalities and serious injuries. In addition, WSDOT assumes the 
“penalties” for not meeting 3HSP/HSIP performance targets, which were not met this year. However, 
WSDOT already implements the “penalties” because they are good practices, these actions would be 
carried out regardless of whether these performance targets are met or not met. Further, WSDOT 
leadership believes that the SHSP sets the right philosophy, as no loss of life is acceptable. In our 
collective efforts to achieve a safety culture, setting any target that does not lead to Target Zero does 
not send the right message. Imagine telling the public and the Legislature that we set a target to 
achieve the same number of fatal and serious injuries and then ask for additional funding to do so. 
This is not effective, and targets must support the Target Zero goal. 
 
The Commission believes we need to try to reach Target Zero. This has been our goal since 2000, and 
we are not going to give up on our goal now when we still have time to aim toward that target. The 
WTSC alone cannot measure the impact of non-3HSP investments and efforts on fatalities and serious 
injuries. Still, we believe our partners, who are the experts in these areas, say our targets should be 
set on the Target Zero line. Coordinated work is underway to determine future targets as we 
approach 2030 and the end of this target-setting era. We will do everything we can to achieve our 
goals, believing in the philosophy of Target Zero.  
 
UC-1: Number of Traffic Fatalities 
 
Current Safety Level and Targets 
The current safety level is defined as the most recent five-year rolling average (2021-2025 
preliminary), which is 724.4. Targets demonstrating constant or improved performance are compared 
to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

UC-1 Number of Traffic Fatalities 
Five-Year Rolling Average 

615.0 
2021-2025 Average 

434.6 
Target Zero 

289.8 
Target Zero 

144.9 
Target Zero 
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Performance Report 
The Target Zero line on which UC-1 targets are set is a straight line to zero in 2030 from the most 
recent available five-year rolling average at the time the target is set. With recent increasing trends, 
even if there were zero fatalities in 2026, the last year of the performance target, the five-year rolling 
average (589.6) would still exceed the FFY 2026 target of 307.5. 

 
FFY 2026 Performance Report: NOT MET 
 
UC-2: Number of Traffic Serious Injuries 
 
Current Safety Level and Targets 
The current safety level is defined as the most recent five-year rolling average (2021-2025 
preliminary), which is 3,144.6. Targets demonstrating constant or improved performance are 
compared to this baseline. 
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Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

UC-2 Number of Serious Injuries 
Five-Year Rolling Average 

3,144.6 
2021-2025 Avg 

1,886.8 
Target Zero 

1,257.8 
Target Zero 

628.9 
Target Zero 

 

 
 
Performance Report 
The Target Zero line on which C-2 targets are set is a straight line to zero in 2030 from the most 
recent available five-year rolling average at the time the target is set. With recent increasing trends, 
even if there were zero serious injuries in 2026, the last year of the performance target, the five-year 
rolling average (2,560.0) would still exceed the FFY 2026 target of 1,292.9. 
 
FFY 2026 Performance Report: NOT MET 
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UC-3: Fatalities per 100M Vehicle Miles Traveled 
 
Current Safety Level and Targets 
The current safety level is defined as the most recent five-year rolling average (2021-2025 
preliminary), which is 1.220. Targets demonstrating constant or improved performance are compared 
to this baseline. 

 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

UC-3 Fatality Rate per 100M VMT 
Five-Year Rolling Average 

1.22 
2021-2025 Avg 

0.73 
Target Zero 

0.49 
Target Zero 

0.24 
Target Zero 

 

 
 
Performance Report 
The Target Zero line on which C-3 targets are set is a straight line to zero in 2030 from the most 
recent available five-year rolling average at the time the target is set. With recent increasing trends, 
even if there were zero fatalities in 2026, the five-year rolling average would still exceed the FFY 2026 
target of 0.525. 
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FFY 2026 Performance Report: NOT MET 
 
UC-4: Number of Unrestrained Passenger Vehicle Occupant Fatalities 
 
Current Safety Level and Targets 
The safety level is defined as the most recent calendar year data available, which was 122 
unrestrained passenger vehicle occupant fatalities in 2025 (preliminary). Targets demonstrating 
constant or improved performance are compared to this baseline. 

 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

UC-4 Unrestrained Occupant Fatalities 
Calendar Year Totals 

122 
2025 CY Total 

122 
Constant 

116 
-5% 

110 
-5% 
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Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 target was 
set to constant performance based on the 2025 preliminary safety level or 122 unrestrained 
passenger-vehicle occupant fatalities. The FFY 2028-2029 targets were set to improving performance, 
with a five percent decrease in fatalities in 2028 and another five percent decrease in 2029.  
 
Washington has one of the highest seat belt use rates in the country. According to the 2025 Seat Belt 
Use Observation Survey, the seat belt use rate is 94.1%. Despite a sustained high seat belt use rate, 
the number of unrestrained fatalities and serious injuries surged in 2023 reaching ten-year highs. We 
continue to look for ways to reach the minority of the population that does not wear their seat belt 
so we can understand why and look for ways to influence behavior change. Information gathered 
from the statewide survey will be used to help us understand people’s current attitudes about 
wearing their seat belts. We hope to use this information to identify populations and locations where 
we should focus our efforts. 
 
There have been efforts in the child passenger safety program that we expect will lead to a decrease 
in unrestrained deaths among children. The network of certified child passenger safety technicians 
was negatively impacted by the COVID-19 pandemic where the number of certified techs dropped 
from 529 at the end of FFY 2020 to 394 at the end of FFY 2021. The program has made great progress 
in recruiting technicians and by the end of FFY 2025 there were 461 certified technicians. In the last 
month of Quarter 3 in FFY 2026, there are just over 500 certified technicians. Recruitment efforts and 
training opportunities to ensure recertification will continue to be a priority to ensure there are an 
adequate number of technicians to serve the entire state. The replacement of two vacant Target Zero 
Manager (TZM) positions (in Region 12 and Region 13) in spring of 2026 will also have a positive 
impact as they can help recruit people in their local communities to become certified. 
 
The program has also responded to emerging needs such as creating materials in more languages, 
outreach to arriving refugee families, and training for staff who transport children such as 
Department of Children, Youth, and Families, local law enforcement agencies that transport children 
in emergency situations, and agencies that work with children with disabilities. In FFY 2025 and FFY 
2026, several courses have been provided to tribes around the state to increase the number of 
certified child passenger safety technicians available to serve tribal members. Funding has also been 
allocated to ongoing mentoring to ensure the people trained are confident and able to maintain their 
certification in the future. 
 
The Safest Ride Program is an education and awareness effort that has begun to roll out in several 
elementary schools across the state. The aim of the program is to reduce the number of children who 
are moving out of booster seats or into the front seat too soon. FFY 2027 will be the third year of this 
program, and results from a recent campaign in Mason County showed an eight percent increase in 
children correctly riding in the backseat and a 10% increase in proper booster seat use based on 
comparing pre- and post-campaign observations. 
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Other programs outside of the occupant protection program are also expected to increase seat belt 
use and help decrease the number of unrestrained fatalities. Teens in the Driver Seat is being 
adopted in high schools statewide. This project has a component focused on seat belt use. Our 
Communications Program is also planning to update Occupant Protection PSAs in FFY 12027. 

 
Performance Report 
The FFY 2026 target for unrestrained fatalities is 145 (calendar year target). FFY 2024 and 2025 
targets for this measure were met; FFY 2024 target of 154 and 142 actual and FFY 2025 target of 149 
and 122 actual (preliminary). First quarter data for calendar year 2026 show potential further 
reductions in all fatalities, and therefore, the FFY 2026 target of 145 is expected to be met. 
 
FFY 2026 Performance Report: MET 
 
UC-5 Number of Alcohol Impaired Driver Involved Fatalities (FARS 
Imputed) 
 
Current Safety Level and Targets 
The safety level is defined as the average of the most recent final calendar year data available (2023 = 
290) and the current Annual Report File (ARF) estimate (2024 = 239), which is 265 alcohol impaired 
driver-involved fatalities (Imputed). Targets demonstrating constant or improved performance are 
compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2024 
Target 

FFY 2025 
Target 

FFY 2026 
Target 

UC-5 Alcohol Impaired Driver Involved 
Fatalities [FARS Imputed] 
Calendar Year Totals 

265 
2023 FARS Final 

and 2024 FARS ARF 
average 

265 
Constant 

265 
Constant 

265 
Constant 
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Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027-2029 targets 
were set to constant performance because they are based on an imputed statistical method 
influenced by missing data rather than program performance. According to NHTSA, differences 
between years for this measure are not necessarily directly related to a state’s alcohol traffic safety 
program (DOT HS 813 106) and therefore setting anything other than constant targets is meaningless.  

 
Performance Report 
The FFY 2025 and FFY 2026 targets for alcohol impaired driver-involved fatalities (imputed) are 262. It 
is not possible to provide a performance report for this measure, as currently the data available is 
insufficient to evaluate this progress with any confidence. The imputation method is a statistical 
approach for estimating missing information, which results in this measure fluctuating based on data 
completeness and not impaired driving programming. There is no state data comparable to the 
imputed estimates to supplement this performance report. Imputed alcohol information is only used 
for required 3HSP target setting purposes and due to the lack of timeliness and linkage to 
programming this measure remains perpetually in progress. 
 
FFY 2026 Performance Report: IN PROGRESS  
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UC-6: Number of Speeding Related Fatalities 
 
Current Safety Level and Targets 
Preliminary 2025 CFC data shows reductions in speeding-related fatalities outpacing overall traffic 
fatalities leading to cautious interpretation of this one-year reduction trend. Therefore, the current 
safety level is defined as the average of final 2024 CFC data and preliminary 2025 CFC data. Targets 
demonstrating constant or improved performance are compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

UC-6 Speeding Related Fatalities 
Calendar Year Totals 

220 
2024 Final and 

2025 preliminary 
Average 

220 
Constant 

212 
-3% 

206 
-3% 
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Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 target was 
set to constant performance based on the 2024/2025 average safety level. The FFY 2028-2029 targets 
were set to improving performance, with a three percent decrease in fatalities in 2028 and another 
three percent decrease in 2029. 
 
The FFY 2027–2029 targets were established as improving performance targets to reflect both the 
continued severity of traffic safety outcomes in Washington and growing statewide capacity to 
address key contributing risk factors. Washington’s five-year rolling average of fatalities remains 
substantially above the Target Zero trajectory, with speeding, impairment, distraction, and vulnerable 
road user risk continuing to contribute to elevated fatal and serious injury outcomes. At the same 
time, Washington has expanded implementation of coordinated speed management, behavioral, and 
place-based safety strategies under the Safe System Approach, including education, enforcement, 
speed feedback, corridor and Comprehensive Safety Action Plan (CSAP) efforts, and technology-
enabled interventions to address high-risk speeding behavior. Recent performance trends, including 
meeting FFY 2024 and FFY 2025 speeding-related fatality targets and preliminary indications of 
continued reductions in FFY 2026, support a cautious expectation that gradual improvement is 
achievable; therefore, targets for FFY 2028 and FFY 2029 were established to reflect annual three 
percent reductions in fatalities. 

 
Performance Report 
The FFY 2026 target for speeding-related fatalities is 236 (calendar year target). FFY 2024 and 2025 
targets for this measure were met; FFY 2024 target of 251 and 250 actual and FFY 2025 target of 243 
and 189 actual (preliminary). Reductions in speeding-related fatalities have outpaced overall traffic 
fatalities in 2025 leading to cautious interpretation of this reduction trend. First quarter data for 
calendar year 2026 shows potential further reductions in all fatalities, and therefore the FFY 2026 
target of 236 is expected to be met. 

 
FFY 2026 Performance Report: MET 
 
UC-7: Number of Pedestrian Fatalities 
 
Current Safety Level and Targets 
The safety level is defined as the most recent calendar year data available, which was 143 pedestrian 
fatalities in 2025 (preliminary). Targets demonstrating constant or improved performance are 
compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

UC-7 Pedestrian Fatalities 
Calendar Year Totals 

143 
2025 CY Total 

143 
Constant 

140 
-2% 

136 
-3% 
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Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 target was 
set to constant performance based on the 2025 preliminary safety level or 143 pedestrian fatalities. 
The FFY 2028-2029 targets were set to improving performance, with a three percent decrease in 
fatalities in 2028 and another three percent decrease in 2029.  
 
Pedestrian fatalities in Washington increased substantially during the first half of the decade, 
reaching record highs in calendar years 2023 and 2024. Preliminary data indicate pedestrian fatalities 
declined from 154 in 2024 to 143 in 2025, suggesting that the upward trend may be beginning to 
reverse. First-quarter 2026 data show potential further reductions in traffic fatalities, including 
pedestrian fatalities. However, pedestrian deaths remain well above historical levels, and sustained 
progress will require continued implementation of proven safety strategies. 
 
Substance impairment continues to be a significant factor in pedestrian fatalities, with more than half 
of statewide pedestrian fatalities involving pedestrian impairment. Washington also continues to face 
challenges related to mental health conditions, substance use disorders, homelessness, and 
economic instability, all of which are associated with increased pedestrian crash risk and greater 
exposure among vulnerable roadway users. While investments in behavioral health treatment, crisis 
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response services, housing assistance, and related support systems have expanded, these efforts 
require time before measurable impacts on pedestrian fatality trends can be fully realized. 
 
The Cooper Jones Active Transportation Safety Council has advanced recommendations that have 
been adopted by the Washington State Legislature to improve safety for pedestrians and other 
vulnerable roadway users. These actions include expanded authority for local jurisdictions to lower 
speed limits, strengthened due care requirements for drivers, expanded automated traffic safety 
camera enforcement authority, and updates to driver reexamination referral processes following 
crashes. Although these legislative and policy changes provide important tools for improving 
pedestrian safety, implementation and adoption across jurisdictions will take time before statewide 
impacts can be measured. 
 
Washington will continue to support targeted education, outreach, and public information campaigns 
in locations experiencing high numbers of pedestrian and bicyclist fatalities and serious injuries. 
Traffic gardens and other active transportation safety programs are helping teach children safe 
roadway behaviors and encouraging a culture of shared responsibility among all road users. These 
efforts complement engineering, enforcement, and policy initiatives but are expected to have their 
greatest impact over the longer term. 
 
Washington remains committed to a Safe System approach that addresses roadway design, vehicle 
speeds, impairment, enforcement, education, and equitable access to transportation. Given the 
recent decline in pedestrian fatalities following record-high levels and the uncertainty surrounding 
the pace of continued improvement, the FFY 2027 target maintains current performance levels while 
FFY 2028 and FFY 2029 targets reflect modest, data-driven reductions that are both ambitious and 
achievable. 

 
Performance Report 
The FFY 2026 target for pedestrian fatalities is 126 (calendar year target). FFY 2024 and 2025 targets 
for this measure were not met; FFY 2024 target of 133 and 154 actual and FFY 2025 target of 130 and 
143 actual (preliminary). Pedestrian fatalities reached record highs in calendar years 2023 and 2024 
before decreasing in 2025. First quarter data for calendar year 2026 shows potential further 
reductions in all fatalities, and therefore the FFY 2026 target of 126 is in progress. 
 
FFY 2026 Performance Report: IN PROGRESS 
 
 
SC-1 Number of Bicyclist Fatalities 
 
Current Safety Level and Targets 
The safety level is defined as the most recent calendar year data available, which was 12 bicyclist 
fatalities in 2025 (preliminary). Targets demonstrating constant or improved performance are 
compared to this baseline. 
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Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SC-1 Bicyclist Fatalities 
Calendar Year Totals 

12 
2025 CY Total 

12 
Constant 

12 
Constant 

11 
-5% 

 

 
 
Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 and 2028 
targets were set to constant performance based on current safety levels. The FFY 2029 target was set 
to improve performance, with a five percent decrease in fatalities. 
Policies permitting speed enforcement cameras are expanding in areas not available before 2023, 
including school walk zones and near hospitals, which can help reduce speeds in areas frequented by 
pedestrians and bicyclists.  
 
Statewide education and messaging campaigns, along with broader education projects conducted 
through schools, community organizations, and public outreach efforts, will be aimed at increasing 
awareness of pedestrian and bicyclist safety and encouraging safer behaviors among all roadway 
users. These efforts will focus on ‘hot spots’ where there are frequent pedestrian and bicyclist 
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fatalities and serious injuries. Traffic gardens in schools are being used to teach young children how 
to use the roadways safely. There is also growing concern regarding active transportation user 
fatalities involving emerging e-micromobility technologies, including e-bikes and e-scooters, as their 
use continues to increase statewide. Many users, particularly youth and new riders, may be 
unfamiliar with roadway rules, safe operating practices, and interactions with motor vehicles.  
 
Statewide public education efforts will focus on improving awareness of safe riding behaviors, helmet 
use, visibility, and shared roadway responsibilities for all users. In addition, partnerships with schools, 
nonprofits, and community organizations will support education programs aimed at teaching children 
and young adults how to safely operate and interact with e-micromobility devices. These efforts are 
intended to build long-term safety awareness and help reduce fatalities and serious injuries 
associated with emerging transportation technologies. 
 
 While these strategies are expected to contribute to long-term reductions in pedestrian and bicyclist 
fatalities and serious injuries, behavior and infrastructure changes take time to produce measurable 
statewide impacts. As a result, the FFY 2027 and 2028 targets were established to maintain current 
safety performance levels, while the FFY 2029 target reflects an anticipated five percent reduction in 
fatalities as these efforts become more fully implemented and effective. 

 
Performance Report 
The FFY 2026 target for bicyclist fatalities is 10 (calendar year target). FFY 2024 and 2025 targets for 
this measure were not met; FFY 2024 target of 11 and 12 actual and FFY 2025 target of 11 and 12 
actual (preliminary). First quarter data for calendar year 2026 shows potential further reductions in 
all fatalities, and therefore the FFY 2026 target of 10 is in progress. 
 
FFY 2026 Performance Report: IN PROGRESS 
 
SC-2: Number of Motorcyclist Fatalities 
 
Current Safety Level and Targets 
The safety level is defined as the most recent calendar year data available, which was 103 
motorcyclist fatalities in 2025 (preliminary). Targets demonstrating constant or improved 
performance are compared to this baseline. 

 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SC-2 Motorcyclist Fatalities 
Calendar Year Totals 

103 
2025 CY Total 

103 
Constant 

93 
-10% 

88 
-5% 
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Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 target was 
set to constant performance based on current safety levels. The FFY 2028 and 2029 target was set to 
improve performance, with a 10% decrease in fatalities in 2028 and another five percent decrease in 
2029. 
 
In the last five years (2021 through 2025), motorcycles made up only three percent of the registered 
vehicles on Washington’s roads. They accounted for only three percent of the total crashes, but 
motorcyclists were 16% of all traffic fatalities in Washington. In 2023 alone, there were 142 
motorcycle rider fatalities in Washington, the most in a single year in our state’s history. In 2024, we 
saw a 20% reduction with 113 rider fatalities. Preliminary 2025 data show another reduction with 103 
motorcyclist fatalities on Washington’s roads. This is a nine percent reduction from 2024 (113 down 
to 103) and a 27% reduction from 2023 (142 down to 103). While one motorcyclist serious injury or 
fatality is unacceptable, it’s hopeful to see this reduction. 
 
Performance Report 
The FFY 2026 target for motorcyclist fatalities is 92 (calendar year target). FFY 2024 and 2025 targets 
for this measure were not met; FFY 2024 target of 112 and 113 actual and FFY 2025 target of 99 and 
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103 actual (preliminary). Motorcyclist fatalities reached an all-time high in calendar year 2023 before 
decreasing in 2024 and again in 2025. First quarter data for calendar year 2026 shows potential 
further reductions in all fatalities, and therefore the FFY 2026 target of 92 is in progress. 
 
FFY 2026 Performance Report: IN PROGRESS 
 
 
SC-3 Number of Drivers Ages 20 or Younger Involved in Fatal Crashes 
 
Current Safety Level and Targets 
The safety level is defined as the most recent calendar year data available, which was 82 drivers ages 
20 or younger involved in fatal crashes in 2025 (preliminary). Targets demonstrating constant or 
improved performance are compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SC-3 Number of Drivers Ages 20 or 
Younger Involved in Fatal Crashes 
Calendar Year Totals 

82 
2025 CY Total 

82 
Constant 

78 
-5% 

74 
-5% 
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Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 target was 
set to constant performance based on the 2025 (preliminary) safety level. The FFY 2028 and 2029 
targets were set to improving performance, with a five percent decrease in fatalities in 2028 and 
another five percent decrease in 2029. 
 
The FFY 2027–2029 performance targets were set based on the anticipated impacts of House Bill (HB) 
1878, which the Washington State Legislature passed during the 2025 legislative session to 
strengthen young driver education through several key reforms. HB 1878 expands the requirement 
for driver training by gradually phasing in mandatory driver education for new drivers ages 18–21 
over several years, increasing access to high-quality instruction, and reinforcing continued learning 
after licensure. In addition, the bill requires all applicants under age 25 who are seeking an initial 
driver’s license to complete a Work Zone and First Responder Safety course. These policy changes are 
expected to enhance novice driver preparedness, reduce high-risk behaviors among young drivers, 
and contribute to improved safety outcomes over the target period, supporting the establishment of 
constant performance targets for FFY 2027 and incremental improvements in FFY 2028 and FFY 2029. 
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Performance Report 
The FFY 2026 target for drivers aged 20 and younger in fatal crashes is 82 (calendar year target). The 
FFY 2024 target was not met while the FFY 2025 target was met; FFY 2024 target of 87 and 99 actual 
and FFY 2025 target of 84 and 82 actual (preliminary). First quarter data for calendar year 2026 shows 
potential further reductions in all fatalities, and therefore the FFY 2026 target of 82 is expected to be 
met. 

 
FFY 2026 Performance Report: MET 
 
SD-1: Number of Fatalities on Rural Roads. 
 
Current Safety Level and Targets 
The safety level is defined as the most recent calendar year data available, which was 255 fatalities on 
rural roads in 2025 (preliminary). Targets demonstrating constant or improved performance are 
compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SD-1 Number of Fatalities on Rural 
Roads 

255 
2025 CY Total 

255 
Constant 

250 
-2% 

245 
-2% 
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Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 target was 
set to constant performance based on the 2025 preliminary safety level. The FFY 2028 and 2029 
targets were set to improving performance, with a two percent decrease in fatalities in 2028 and 
another two percent decrease in 2029. 
 
As a newly established program, performance measures are still being developed and refined. Recent 
fatality data shows a positive downward trend, supporting our forecast of a modest reduction in 
fatalities over the next three years. Between 2023 and 2025, Washington experienced an 18.5% 
decrease in total traffic fatalities, declining from 809 to 659 deaths. During the same period, rural 
traffic fatalities decreased by 20.8%, from 322 to 255 deaths. Preliminary 2026 data indicate that this 
downward trend may be continuing. Given the similar reduction in rural fatalities relative to the 
statewide decline, we anticipate rural fatal crashes will continue to decrease at a proportional rate 
throughout the forecast period. 
 
Performance Report 
New performance measure beginning in FFY 2027, no target for FFY 2026. No performance report. 
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SD-2: Number of Unhelmeted Motorcyclist Fatalities 
 
Current Safety Level and Targets 
The safety level is defined as the most recent available calendar-year data, which was 8 unhelmeted 
motorcyclist fatalities in 2025 (preliminary). Targets demonstrating constant or improved 
performance are compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SD-2 Unhelmeted Motorcyclist 
Fatalities 
Calendar Year Totals 

8 
2025 CY Total 

0 
-100% 

0 
-100% 

0 
-100% 

 

  

Unhelmeted 
Motorcyclist 
Fatalities 

Total 
Motorcyclist 
Fatalities 

Percent of 
Motorcyclist 
Fatalities 
Unhelmeted 

2016 5 81 6.2% 
2017 6 80 7.5% 
2018 9 80 11.3% 
2019 2 95 2.1% 
2020 11 93 11.8% 
2021 9 92 9.8% 
2022 14 133 10.5% 
2023 16 142 11.3% 
2024 11 113 9.7% 
2025 8 103 7.8% 

 
Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027-2029 targets 
were set to improving performance, with a target of zero unhelmeted motorcyclist fatalities in 2027, 
2028, and 2029. Washington has a law that requires any operator or passenger of a motorcycle, 
motor-driven cycle, or moped to wear a helmet. For this reason, the target for unhelmeted 
motorcyclist fatalities will continue to be zero.  
 
Performance Report 
The FFY 2026 target for unhelmeted motorcyclist fatalities is zero. Unhelmeted motorcyclist fatalities 
have historically been relatively low (<10). However, there was a record-high 16 unhelmeted 
motorcyclist fatalities in calendar year 2023. These fatalities decreased in 2024 and again in 2025. 
Despite the recent decreases, historical trends suggest that the FFY 2026 target of zero will not be 
met. 
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FFY 2026 Performance Report: NOT MET 

 
SD-3: Number of Distracted/Inattentive Driver Involved Fatalities 
 
Current Safety Level and Targets 
The safety level is defined as the most recent calendar year data available, which was 103 
distracted/inattentive driver-involved fatalities in 2025 (preliminary). Targets demonstrating constant 
or improved performance are compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SD-3 Distracted/Inattentive Driver 
Involved Fatalities 
Calendar Year Totals 

103 
2025 CY Total 

103 
Constant 

103 
Constant 

103 
Constant 
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Target Justification 
The FFY 2024-2026 performance targets were set as calendar year targets. The FFY 2027-2029 targets 
were set to constant performance for 2027, 2028, and 2029.  
There are some crossover programming targeting distracted driving. The ‘Teens in the Driver Seat’ 
program includes a distracted driver module to promote focused and attentive driving. Additionally, 
training for focused and attentive driving will be provided through collaboration with the Washington 
Trucking Association and commercial motor vehicle partners. Finally, Washington’s Safe Road 
Challenge helps drivers monitor and improve both speeding and distracted driving behaviors.  
 
Washington has one of the strongest distracted driving laws in the nation. While we expect traffic 
enforcement to continue increasing, there is no significant new programming and therefore the 
targets were set to constant performance. 
 
Performance Report 
The FFY 2026 target for distracted/inattentive driver-involved fatalities is 92 (calendar year target). 
The FFY 2024 and 2025 targets were not met; FFY 2024 target of 98 and 138 actual and FFY 2025 
target of 95 and 103 actual (preliminary). First quarter data for calendar year 2026 shows potential 
further reductions in all fatalities, and therefore the FFY 2026 target of 92 remains in progress. 

 
FFY 2026 Performance Report: IN PROGRESS 
 
SD-4: Number of Drivers Ages 21-24 Involved in Fatal Crashes 
 
Current Safety Level and Targets 
The safety level is defined as the most recent calendar year data available, which was 88 drivers ages 
21-24 involved in fatal crashes in 2025 (preliminary). Targets demonstrating constant or improved 
performance are compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SD-4 Number of Drivers Ages 21-24 
Involved in Fatal Crashes 
Calendar Year Totals 

88 
2025 CY Total 

88 
Constant 

86 
-2% 

84 
-2% 
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Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 target was 
set to constant performance based on the 2025 (preliminary) safety level. The FFY 2028 and 2029 
targets were set to improving performance, with a two percent decrease in fatalities in 2028 and 
another two percent decrease in 2029. 
 
Currently, there are no specific programs designed for drivers aged 21–24, a demographic that is 
difficult to engage as most are not enrolled in school and therefore have limited access to peer 
messaging or driver's education. However, the general strategies implemented to address impaired, 
distracted, or speeding behaviors among all motorists are expected to also have a positive impact on 
this age group.    
 
Performance Report 
New Performance Measure beginning in FFY 2027, no target for FFY 2026.  
 
No performance report. 
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SD-5: American Indian/Alaska Native Fatalities 
 
Current Safety Level and Targets 
The safety level is defined as the most recent calendar year data available, which was 24 American 
Indian/Alaska Native fatalities in 2025 (preliminary). Targets demonstrating constant or improved 
performance are compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SD-5 American Indian/Alaska Native 
Fatalities 
Calendar Year Totals 

24 
2025 CY Total 

24 
Constant 

20 
-15% 

17 
-15% 

 

 
 
Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 target was 
set to constant performance. The FFY 2028 and 2029 targets were set to improving performance with 
a 15% decrease in American Indian/Alaska Native fatalities in 2028 and 2029.  
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Several factors support the expectation of improved safety outcomes during this period. Increased 
resources dedicated to Tribal traffic safety will support expanded Tribal-led planning, increased 
staffing and training capacity, improved access to traffic safety equipment and technology, enhanced 
data collection and analysis, investments in roadway safety planning and infrastructure, strengthened 
enforcement capacity, culturally responsive education and outreach efforts, expanded driver 
education opportunities, and improvements to emergency response systems. 
 
A growing number of Tribes are also partnering to improve traffic safety data collection and analysis. 
Historically, many Tribes have had limited access to timely, comprehensive, and Tribal-specific traffic 
safety data, making it difficult to identify crash trends, prioritize safety concerns, evaluate 
countermeasures, and make data-informed decisions. Through expanded partnerships, data-sharing 
opportunities, traffic safety studies, roadway assessments, and technology-based data collection 
efforts, Tribes will have access to information that has often been unavailable or difficult to obtain. 
These efforts will improve local decision-making, support Tribal data sovereignty, strengthen project 
prioritization, and help direct resources toward the roadway, behavioral, and environmental factors 
contributing most significantly to fatalities and serious injuries. 
 
The performance targets also reflect a strategic shift toward Tribal-led and community-driven 
approaches that recognize Tribal sovereignty, local priorities, and the unique traffic safety challenges 
facing individual Tribal communities. By supporting flexible, culturally relevant strategies and 
strengthening partnerships between Tribes, these efforts are expected to improve the identification 
and implementation of effective countermeasures that address the leading contributors to serious 
injuries and fatalities on Tribal lands. Collectively, these activities are anticipated to contribute to 
measurable reductions in traffic fatalities among American Indian and Alaska Native populations. 
 
Performance Report 
The FFY 2026 target for American Indian/Alaska Native fatalities is 25 (calendar year target). The FFY 
2024 and 2025 targets were met; FFY 2024 target of 34 and 32 actual and FFY 2025 target of 29 and 
24 actual (preliminary). American Indian/Alaska Native fatalities have shown year-over-year 
decreases since a peak of 44 in 2021 during the COVID-19 pandemic. First quarter data for calendar 
year 2026 shows potential further reductions in all fatalities, and therefore the FFY 2026 target of 25 
is expected to be met. 
 
FFY 2026 Performance Report: MET 
 
SD-6: Number of Police Reported or Toxicology Confirmed Drug or Alcohol 
Impaired Driver-Involved Fatalities 
 
Current Safety Level and Targets 
The safety level is defined as the most recent final calendar year data available, which was 370 police 
reported or toxicology confirmed alcohol or drug impaired driver-involved fatalities in 2024. Due to a 
backlog of toxicology reports, preliminary 2025 data is underreported. Targets demonstrating 
constant or improved performance are compared to the 2024 baseline. 
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Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SD-6 Police Reported or Toxicology 
Confirmed Drug or Alcohol Impaired 
Driver-Involved Fatalities 
Calendar Year Totals 

370 
2024 CY Total 

370 
Constant 

359 
-3% 

348 
-3% 

 

 
 
Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. The FFY 2027 target was 
set to constant performance based on current safety levels. The FFY 2028 and 2029 targets were set 
to improving performance, with a three percent decrease in fatalities in 2028 and 2029.  
 
The improving performance for FFY 2028-2029 is based on anticipated influential legislation to reduce 
the blood alcohol concentration (BAC) limit to 0.05. Additionally, efforts are ramping up to recruit and 
retain Washington State Patrol troopers who are vital to traffic patrols and high visibility enforcement 
which can influence behavior and decisions to drive while impaired. The Washington State Patrol also 
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opened a second state toxicology laboratory that will address the backlog of DUI forensic evidence 
and provide more timely toxicology results for DUI adjudication. 
 
Performance Report 
New performance measure beginning in FFY 2027, no target for FFY 2026.  
 
No performance report. 
 
SD-7: Number of Traffic Records Strategic Plan Key Objectives Completed 
 
Current Safety Level and Targets 
The safety level is defined as the baseline year of the newest Traffic Records Strategic Plan, which is 
2027. Key objectives are identified with each strategic plan update every three years, and therefore 
with a new strategic plan starting in 2027, there are zero key objectives completed. Targets 
demonstrating constant or improved performance are compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

SD-7 Number of Traffic Records 
Strategic Plan Key Objectives 
Completed 
Calendar Year Totals 

0 
2026 Strategic Plan 

Key Objectives 

1 
Improving 

3 
Improving 

5 
Improving 

 
Target Justification 
The FFY 2027-2029 performance targets were set as calendar year targets. Progress toward 
completion of key objectives are tracked twice per year. Performance reports for key objectives are 
available here https://wtsc.wa.gov/safe-driving/traffic-records/strategic-plan/. The Traffic Records 
Governance Council will identify new key objectives for the strategic plan covering years 2027-2029. 
We anticipate completing at least one key objective by the end of 2027, with two more being 
completed each subsequent year.  
 
Performance Report 
New Performance Measure beginning in FFY 2027, no target for FFY 2026.  
 
No performance report. 

  

https://wtsc.wa.gov/safe-driving/traffic-records/strategic-plan/
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B1: Observed seat belt use rate for front seat passenger vehicle occupants 
 
Current Safety Level and Targets 
The safety level is defined as the most recent seat belt use rate available, which was 94.1% in 2025. 
Targets demonstrating constant or improved performance are compared to this baseline. 
 

Performance Metric Current Safety 
Level/Baseline 

FFY 2027 
Target 

FFY 2028 
Target 

FFY 2029 
Target 

B-1 Observed Seat Belt Use 
Calendar Year Rate Estimates 

94.1% 
2025 Estimate 95% 95% 95% 

 

 
 
Target Justification 
Washington's seat belt use rate goal is to achieve and maintain a rate of >95%. Washington has one 
of the highest seat belt use rates in the nation, but our rate has hovered just below 95% for the past 
several years. The 95% goal is consistent with previous years targets. 
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Performance Report 
Seat belt observation surveys are conducted in June of each year so at the time of this report the 
2026 estimate is not available. The target remains “in progress” until the 2026 survey data becomes 
available. 
 
FFY 2026 Performance Report: IN PROGRESS 
 
FFY 2026 Target Performance Report for Discontinued Performance Measures  
• Performance Report: FFY 2026 APM-3 Police Reported or Toxicology Confirmed Alcohol 

Impaired Driver-Involved Fatalities 
 
This performance measure is discontinued in FFY 2027, replaced with SD-6 Police Reported or 
Toxicology Confirmed Drug or Alcohol Impaired Driver-Involved Fatalities to monitor impaired 
from both alcohol and drugs. The FFY 2026 target for Police Reported or Toxicology Confirmed 
Alcohol Impaired Driver-Involved Fatalities is 181 (2026 calendar year target). FFY 2024 and 2025 
targets for this measure were met; FFY 2024 target of 192 and 173 actual and FFY 2025 target of 
186 and 164 actual (preliminary). First quarter data for calendar year 2026 shows potential 
further reductions in all fatalities, and therefore the FFY 2026 target of 181 is expected to be met. 
 
FFY 2026 Performance Report: MET 
 

• Performance Report: FFY 2026 APM-4 Number of Driver Ages 21-25 Involved in Fatal Crashes 
 
This performance measure is discontinued in FFY 2027, replaced with SD-4 Number of Drivers 
ages 21-24 Involved in Fatal Crashes to align with state young driver performance measures and 
definitions. The FFY 2026 target for the Number of Drivers ages 21-25 is 115 (2026 calendar year 
target). FFY 2024 and 2025 targets for this measure were met; FFY 2024 target of 115 and 105 
actual and FFY 2025 target of 115 and 104 actual (preliminary). First quarter data for calendar 
year 2026 shows potential further reductions in all fatalities, and therefore the FFY 2026 target of 
115 is expected to be met. 
 
FFY 2026 Performance Report: MET 

 
 

  



Ch. 4_4.1: Communication 

68 | P a g e  
 

Chapter 4: Countermeasure Strategy for Programming 
Funds 
 
 
4.1: Communications 
 
Problem Identification 

Traffic fatalities and serious injuries in Washington are driven by high-risk behaviors such as 
impaired driving, speeding, distraction, and lack of seat belt use. These “fatal four” are involved in 
more than 3 out of 4 fatalities in Washington. These behaviors are influenced by prevailing 
attitudes, beliefs, and social norms that can reduce perceived danger and weaken adherence to 
traffic safety laws. Put simply, road users may under-estimate the risks of these behaviors while 
over-estimating any perceived benefit. The persistence of these factors demonstrates a need for 
strategic communications that address not only awareness but also the underlying perceptions 
that contribute to risky driving, while complementing enforcement efforts to promote safer 
behaviors. 
 
Summary of Crash and Other Consequences Data  
Fatal and serious injury crashes in Washington continue to be significantly associated with 
behavioral risk factors, including impaired driving, speeding, distraction, and lack of seat belt use. 
These factors remain consistent contributors to the most severe crash outcomes across the state. 
The ongoing presence of these behaviors in crash data highlights the importance of sustained, 
behavior-focused interventions to reduce fatalities and serious injuries as part of the Safe System 
Approach (SSA). 
 
Summary of Behaviors and Beliefs  
Driver behaviors such as speeding, impaired driving, distracted driving, and seat belt non-use are 
influenced by underlying beliefs and social norms, including acceptance of risk-taking, perceived 
low likelihood of enforcement, perceived benefits, and normalization of unsafe behaviors. Many 
drivers underestimate the consequences of these behaviors or overestimate their ability to avoid 
harm, contributing to continued engagement in high-risk driving. 
 
Systemic Problems/Gaps  
• Persistent social norms that tolerate or normalize risky driving behaviors, such as automobile 

advertising that highlights vehicle speed and acceleration.  
• Misperceptions about enforcement presence and consequences. 
• Limited reach or effectiveness of messaging among high-risk and priority populations  
• Inconsistent integration of communications with enforcement and community-based 

strategies.  
• Barriers to accessing culturally relevant and linguistically appropriate messaging.  
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Opportunities 
• Expand use of data-driven, audience-specific messaging strategies. 
• Strengthen integration of communications with high-visibility enforcement campaigns.  
• Leverage digital and social media platforms to reach high-risk populations.  
• Increase partnerships with community organizations to improve message relevance and trust.  
• Utilize evaluation and performance data to refine and improve campaign effectiveness.  

 
Performance Measures  

• UC-1: Number of Traffic Fatalities  
• UC-2: Number of Traffic Serious Injuries  
• UC-3: Fatalities per 100M Vehicle Miles Traveled  

 
Countermeasure Strategies 

1. Culture Change 
2. Program Coordination 

 
Countermeasure Strategy #1: Culture Change 

Definition: Culture change refers to efforts to influence social norms, attitudes, and beliefs 
related to roadway safety in order to reduce acceptance of high-risk driving behaviors and 
increase protective traffic safety norms and compliance with traffic safety laws.  
 
Application: WTSC implements culture change through coordinated communications campaigns 
that use paid, earned, and digital media to shift public attitudes, increase the perceived risk of 
unsafe behaviors, and support enforcement efforts targeting impaired driving, speeding, 
distracted driving, and seat belt use. Creative assets should be refreshed frequently to prevent 
them from becoming overused and less effective, and adjust messaging as behaviors and beliefs 
change. 
 
This will also include efforts to inform/educate families about the risks of leaving a child or 
unattended passenger in a vehicle after the vehicle motor is deactivated by the operator. These 
efforts will be led through the state’s CPS Program Delivery and Target Zero Managers projects. 
 

Countermeasure(s): 
1. High-Visibility Enforcement Communications  

Justification: 
Countermeasures That Work: A Highway Safety Countermeasure Guide for State Highway 
Safety Offices, 11th Edition, 2023 (NHTSA, Report No. DOT HS 813 490).  
Specific supporting countermeasures include:  
• Alcohol-Impaired Driving, Enforcement: High-Visibility Saturation Patrols, 4-Stars (CTW) 
• Seat Belts and Child Restraints, Enforcement: Short-Term, High-Visibility Seat Belt Law 

Enforcement, 5-Stars (CTW) 
• Speeding and Speed Management, Enforcement: High-Visibility Enforcement.  
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2. Mass Media Campaigns  
Justification: 
• Alcohol- and Drug-Impaired-Driving Countermeasures: Mass-Media Campaigns, 3-Stars 

(CTW) 
• Alcohol- and Drug-Impaired-Driving Countermeasures: Community-Based Programs 

(Schools, Employers, Community Coalitions & Traffic Safety Programs)  
• Speeding and Speed Management: Communications and Outreach Supporting 

Enforcement, 3-Stars (CTW) 
• Distracted Driving: Communications and Outreach on Distracted Driving, 1-Star (CTW) 
• Campaigns increase awareness and influence attitudes and behaviors related to traffic 

safety.  
• Supported by research showing effectiveness in improving seat belt use, reducing 

impaired driving, and influencing speed behaviors.  
 
Countermeasure Strategy Link to Performance Targets:  

Fatal and serious injury crashes in Washington are strongly associated with behavioral risk factors, 
including impaired driving, speeding, distraction, and lack of seat belt use. These behaviors are 
influenced by social norms, beliefs, and attitudes about roadway safety. 
 
WTSC uses coordinated communications, paid media, earned media, and digital outreach to 
influence public attitudes and increase awareness of traffic safety laws and risks. These efforts are 
designed to reinforce enforcement campaigns and encourage safer driving behaviors. 
Communications campaigns, particularly when paired with enforcement, can increase compliance 
with traffic safety laws and reduce risky driving behaviors. By influencing the attitudes and 
behaviors that contribute to high-risk driving, this strategy supports reductions in crashes 
resulting in fatalities and serious injuries, helping Washington make progress toward its traffic 
safety performance targets. 
 

Consideration Used to Select Projects:  
Projects are selected based on analysis of crash data, identification of high-risk behaviors and 
populations, and opportunities to reach priority audiences. Considerations include geographic 
areas with higher crash rates, disproportionately impacted communities, effectiveness of past 
campaigns, stakeholder input, and alignment with NHTSA uniform guidelines and evidence-based 
practices.  
 
WTSC used supplemental and carry-forward funds to significantly increase public education 
campaign reach and exposure in response to traffic fatality increases observed during and after 
the COVID-19 pandemic. High-visibility enforcement efforts also increased significantly as law 
enforcement capacity recovered. By publicizing the increases in fatal crashes through reports, 
press releases, and public presentations, WTSC also garnered additional earned media attention 
and responded by providing relevant data, historical context, and recommendations to improve 
roadway safety. Increased media attention raised awareness of traffic safety among the public 
and among policymakers who have acted to increase traffic safety efforts. These combined efforts 
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may have contributed to the significant decreases in fatalities we have seen since 2023, as 
fatalities in Washington reached a 33-year high. 

 
Countermeasure Strategy #2: Program Coordination  

Description: Communications program coordination focuses on organizing and supporting traffic 
safety efforts through communications activities, providing resources and tools, and ensuring 
campaigns are delivered consistently and effectively throughout Washington.  
 
Application: WTSC supports program coordination by working with Target Zero Managers (TZMs) 
and the TZM Communications Lead to implement community-level communications aligned with 
statewide campaigns. This includes administering media mini-grants for locally tailored outreach, 
coordinating with community-based organizations to support engagement in priority 
communities, and providing the tools, platforms, and technical resources necessary to develop, 
deliver, and support communications efforts across the state with communications support funds 
and website maintenance.  

 
Countermeasure(s):  

1. TZM Communications Support  
Justification: 
• NHTSA Uniform Guidelines: Traffic Enforcement Services, Guideline No. 15: 

Communication Program 
• NHTSA Uniform Guidelines: Speed Management, Guideline No. 19: Communication 

Program 
• Washington Strategic Highway Safety Plan, Target Zero 2019: The Target Zero Manager 

Program supports local traffic safety coordination through regional coalitions, stakeholder 
recruitment, traffic safety needs assessments, awareness of traffic safety data and 
priorities, community engagement, Positive Community Norms messaging, and reporting 
of program activity and outcomes. TZM Communications Support advances this approach 
by helping TZMs communicate with local partners, media, stakeholders, and communities 
in a way that is consistent, strategic, data-informed, and responsive to regional needs. 

 
2. WTSC Communications Support  

Justification: 
• NHTSA Uniform Guidelines: Traffic Enforcement Services, Guideline No. 15: 

Communication Program 
• NHTSA Uniform Guidelines: Speed Management, Guideline No. 19: Communication 

Program 
 

3. Community Engagement  
Justification: 
• NHTSA Uniform Guidelines for State Highway Safety Programs.  Section: Communication 

Program of Uniform Guideline 1 through 21. 
• Washington Strategic Highway Safety Plan, Target Zero 2019: 
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o MCC.1. Increase awareness of inclusion of all populations in a project area by traffic 
safety agencies and partners.  

o MCC.2. Increase the quality of traffic safety educational materials and the quantity of 
languages it is available in.  

o MCC.3. Increase data collection of population demographics.  
o MCC.4. Increase the inclusion of all populations in all projects. 

 
Countermeasure Strategy Link to Performance Targets 

This strategy supports reductions in UC-1 (traffic fatalities), UC-2 (serious injuries), and UC-3 
(fatalities per 100 million vehicle miles traveled) by improving the coordination, consistency, and 
reach of communications efforts. By strengthening local implementation, aligning statewide and 
regional messaging, and supporting the tools needed to deliver effective campaigns, this strategy 
enhances efforts to influence high-risk driving behaviors and reduce fatal and serious injury 
crashes.  

 
Consideration Used to Select Projects: 

Projects are selected based on their ability to strengthen coordination and improve the 
effectiveness of communications efforts statewide. Considerations include alignment with traffic 
safety priorities, regional crash data and identified high-risk behaviors, the ability to reach priority 
populations, and opportunities to support locally driven efforts through TZMs. Additional factors 
include the need for tools and infrastructure that enhance program delivery, evaluation, and 
accessibility, as well as input from stakeholders and consistency with NHTSA guidelines and 
evidence-based practices.  

 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Culture Change NHTSA 402; 405b OP High; 405d Impaired 
Driving Mid; 405e Distracted Driving;  

$8,642,500 

Program Coordination NHTSA 402; 405b OP High; 405d Impaired 
Driving Low 

$1,780,000 

Total $10,422,500 
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4.2: Community Traffic Services 
 
Problem Identification 

Despite high overall awareness and some positive trends, high-risk driving behaviors, specifically 
impaired driving, speeding, distracted driving, and inconsistent seat belt use, remain common in 
Washington State and continue to contribute to the majority of traffic fatalities and serious 
injuries. Addressing these behaviors through coordinated local program efforts, enhanced 
enforcement, and community engagement is critical to reducing traffic deaths and improving 
roadway safety. 
 
Death and serious injuries are unacceptable. A Safe System Approach prioritizes eliminating 
crashes that result in death and serious injury.  
 
Summary of Crash and Other Consequences Data  
Washington has a goal of zero deaths and serious injuries on Washington roads, which have 
increased rapidly since 2020, reaching the highest numbers since 1990 and peaking at 809 fatalities 
in 2023 before finally declining 10% in 2024. Active transportation and Motorcyclist fatalities remain 
at historical highs. While total fatalities decreased in 2024, fatal crashes involving drivers ages 16-17, 
older drivers ages 70 and above, and distracted drivers increased in 2024. 
 
This data chart shows the total 
number of traffic fatalities in 
Washington for 2022 through 2024, 
including factors like impaired driver 
involved, speeding involved, 
distracted, unrestrained, 
motorcyclists, active transportation 
users, and age groups. 
 
Recent Washington traffic safety 
data show that a small number of 
high-risk behaviors continue to drive 
the most severe crashes. Excessive 
speed remains a leading factor, with 
247 deaths in 2024 involving 
speeding, about 34% of all traffic 
fatalities. Impairment frequently 
overlaps with speeding; 
approximately 62% of speed-related fatalities also involved an impaired driver, underscoring the 
compounded risk of these behaviors. Fatal crashes involving distracted drivers have also remained 
elevated through 2023 and 2024. While fatalities among unrestrained occupants declined in 2024, 
failure to wear a seat belt continues to significantly increase crash severity and the likelihood of 
death. In addition, pedestrians and bicyclists make up a disproportionate share of serious injuries 
and fatalities, highlighting ongoing risks for vulnerable road users on Washington roadways 
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Summary of Behaviors and Beliefs  
The Washington Traffic Safety Commission (WTSC) sponsored a statewide Traffic Safety Survey in 
each of the past three years (2023-2025) to understand 
more about drivers’ attitudes and behaviors towards safety 
of the traveling public and help WTSC inform new initiatives 
to reduce traffic fatalities and serious injuries. In those three 
years we received 33,118 survey responses. The survey can 
be found here: https://wtsc.wa.gov/statewide-survey/. 
 
This research aims to inform statewide planning and 
evaluation of traffic safety programs. This data can be 
filtered by region, and the information will help our regional 
TZMs and law enforcement agencies understand the beliefs 
and behaviors of the people in the communities that they 
are working with. 
 
Below is a summary of the statewide survey findings for the 
last three years (2023-2025) covering road usage patterns, 
perceived roadway risks, community beliefs, and pedestrian 
and cyclist experiences on public roads.  
 
2023-2025 statewide Traffic Safety Survey results 
shows how people perceive the dangers of drivers 
or passengers not wearing seat belts and drivers 
holding and talking on cell phones. 
 
It’s alarming that only 68.5% of people surveyed 
feel that wearing a seat belt is important. Over 
30% of respondents believe that not wearing a 
seat belt is only slightly or moderately dangerous.  
 
About one-third (32.8%) of respondents feel that 
drivers holding and talking on cell phones is only 
moderately or not at all dangerous.  
 
These data charts from the 2023-2025 statewide Traffic Safety Survey results show how people 
perceive the dangers of drivers typing or interacting with cell phones, speeding 10 mph or more 

 

https://wtsc.wa.gov/statewide-survey/
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over  speed limit, and driving shortly after consuming 
alcohol and/or cannabis and/or prescription or over-
the-counter drugs with side effects. 
 
It’s alarming that about half the respondents think 
it’s dangerous to drive after consuming one drink of 
alcohol. When asked about driving within an hour 
after consuming two or more drinks of alcohol, only 
70% think it’s dangerous. Only about 62% of 
respondents feel it’s dangerous to drive within an 
hour after consuming cannabis or prescription or 
over-the-counter drugs with side effects.  
 
This data chart from the 2023-2025 statewide survey 
results shows how often people wear a seat belt 
when a few miles from home, many miles from 
home, and in the back seat of a vehicle. 

 
It’s hopeful that around 93% of respondents 
always wear a seat belt whether a few miles 
or many miles from home. It’s concerning how 
that number drops slightly when riding in the 
back seat of a vehicle. 
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Systemic Problems/Gaps  
• Fragmented Local Coordination and Capacity 

Many communities lack the sustained capacity and cross-sector coordination needed to 
implement comprehensive traffic safety strategies. Enforcement, education, and community 
engagement efforts are often planned and delivered independently, limiting alignment, 
efficiency, and overall impact. 

• Limited Use of Data to Target Risk and Resources 
Although statewide crash and behavior data are available, many local jurisdictions face 
challenges accessing, interpreting, or applying data to guide decision-making. As a result, 
traffic safety resources are not always focused on the highest-risk behaviors, locations, or 
populations. 

• Inconsistent Enforcement and Prevention Efforts 
Staffing constraints, competing priorities, and reliance on short-term funding contribute to 
uneven enforcement coverage and limited prevention activities. This inconsistency reduces 
the perceived certainty of enforcement and weakens efforts to deter high-risk behaviors such 
as speeding, impaired driving, and distracted driving. 

• Gaps in Community Engagement and Safe System Integration 
Local traffic safety services do not consistently reflect Safe System principles or effectively 
engage communities most impacted by traffic crashes. Traditional approaches may over-
emphasize individual behavior change while underutilizing community partnerships, shared 
responsibility, and systemic strategies to reduce crash severity and harm. 
 

Opportunities:  
This program represents a significant opportunity to reduce serious injuries and fatalities in 
Washington State by applying a Safe System approach to address the most prevalent and 
preventable traffic safety risk behaviors, impaired driving, speeding, distracted driving, and 
inconsistent seat belt use. Persistent high-risk behaviors and elevated crash impacts demonstrate 
the need for coordinated locally driven action that aligns enforcement, education, and 
community partners using data-driven strategies informed by WTSC dashboards and local crash 
and behavior data. Targeted enforcement focused on high-risk behaviors and locations, 
particularly speed management and impaired and distracted driving, offers a proven opportunity 
to reduce both the likelihood and severity of crashes. Complementary community engagement 
and education efforts provide an opportunity to reinforce safer road user behaviors, strengthen 
community ownership, and promote shared responsibility for safety. Ongoing evaluation using 
statewide surveys and crash data will allow strategies to be refined over time, maximizing impact 
and advancing Washington’s goal of zero traffic deaths. 

 
Performance Measures 

• UC-1: Number of Traffic Fatalities 
• UC-2: Number of Traffic Serious Injuries 
• UC-3: Fatalities per 100M Vehicle Miles Traveled 
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Countermeasure Strategies 
1. Program Coordination 
2. Enforcement 

 
Countermeasure Strategy #1:  Program Coordination 

Definition: Program Coordination refers to the planning, management, and collaborative 
infrastructure required to design, implement, monitor, and continuously improve traffic safety 
initiatives. This countermeasure strategy supports systems, people, and processes that enable 
traffic safety efforts to function. 
 
Application: We will implement this by funding a coordinated network of regional traffic safety 
coordinators known as Target Zero Managers (TZMs). TZMs guide local traffic safety coalitions 
and coordinate other local traffic safety efforts. Fourteen of the 17 regions are hosted by local 
government agencies and the remaining three are independent contractors. The WTSC will 
continue to provide state and federal funding to sustain this program.  

 
Countermeasure(s):   

1. Target Zero Managers 
Justification: 
The TZM Scope of Work has three required strategies that TZMs must support to ensure they 
are implemented in all regions for statewide coverage. These strategies are supported in 
Countermeasures That Work: 
• Child Passenger Safety 

o Programs for Older Children, 3-Stars (CTW) 
o Child Restraint Inspection Stations 3-Stars (CTW) 
o Programs for Increasing Child Restraint and Booster Seat Use, 42-Stars (CTW) 

• High Visibility Enforcement 
o Short-Term, High Visibility Seat Belt Law Enforcement, 5-Stars (CTW) 
o Alcohol-Impaired Driving High-Visibility Saturation Patrols, 4-Stars (CTW) 
o Speeding and Speed Management High-Visibility Enforcement, 4-Stars (CTW) 
o High Visibility Cell Phone Enforcement, 4-Stars (CTW) 

• Teens in the Driver Seat 
o Highway Safety Program Guideline No. 4: Driver Education; March 2009 

• IV. Driver Education and Training Program 
o Peer-to-Peer Teen Traffic Safety Education: Fischer, P. (2019, March). Peer-to-peer 

teen traffic safety program guide (Report No. DOT HS 812 631). Washington, DC: 
National Highway Traffic Safety Administration. 

 
Countermeasure Strategy Link to Performance Targets:  

The program coordination strategy supports progress toward reducing the number of traffic 
fatalities, the number of serious injuries, and the fatality rate per 100 million vehicle miles 
traveled by strengthening the infrastructure that enables statewide and regional traffic safety 
efforts to function effectively. Through coordinated planning, training, and partnership 
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development, programs such as the Target Zero Manager (TZM) network, regional traffic safety 
task forces, and law enforcement liaison support help align local, regional, and state partners 
around shared priorities and evidence-based strategies. 
 
Target Zero Managers supports the use of local crash data to identify priority risk factors, 
implement targeted interventions such as high-visibility enforcement and community outreach, 
and evaluate effectiveness at the local level. In addition, coordinated training and professional 
development for law enforcement, emergency medical services, and other traffic safety partners 
improve the consistency and effectiveness of enforcement, response, and prevention efforts 
across the state. 
 
By strengthening partnerships, improving coordination among traffic safety stakeholders, and 
supporting data-driven implementation of proven countermeasures, this strategy enhances the 
overall effectiveness of Washington’s traffic safety system and contributes to reductions in traffic 
fatalities, serious injuries, and the fatality rate per 100 million vehicle miles traveled. 

 
Consideration Used to Select Projects:  

• This countermeasure was designed following a careful analysis of statewide and local 
circumstances, constraints, and opportunities in a manner considered well suited to address 
the problems and focus populations identified. A theory of change was created to describe 
the mechanism by which change would occur and all pertinent assumptions were included in 
that analysis. 

• WTSC divided the state into 17 regions, based largely on population size. Each region has one 
regional traffic safety coordinator (Target Zero Manager), with the exception of King County, 
which has multiple coordinators due to its extreme size.  

• Target Zero Managers use WTSC and other data to evaluate local conditions and collaborate 
with local traffic safety partners to determine approaches to respond to traffic safety 
concerns.  

 
Countermeasure Strategy #2: Enforcement  

Description: Enforcement refers to countermeasures delivered to or through law enforcement 
agencies to increase the certainty, visibility, and effectiveness of traffic law compliance. This 
countermeasure strategy encompasses enforcement activities, officer training, and equipment 
and technology that strengthen officers’ ability to detect, deter, and respond to traffic safety 
violations, including collision-causing offenses. 
 
Application: We will implement this through HVE, a statewide network of Law Enforcement 
Liaisons (LELs), and the ongoing professional development of law enforcement officers to increase 
their skillset in traffic enforcement strategies and related issues.  
 
HVE includes the enforcement of high-priority driving violations, combined with public awareness 
of that enforcement. HVE is a national model of education and media followed by enforcement as 
a deterrent to collision-causing driving behaviors. The WTSC will fund local law enforcement 
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agencies to conduct HVE patrols coordinated by their regional coalitions. The WTSC will also 
support the Washington State Patrol to conduct HVE patrols. 
 
The LEL program includes one statewide LEL along with a selection of region-based LELs 
throughout the state.  Due to reduced funding, there will be a limited number of local LELs 
contracted with WTSC for the next funding period.  
 
Law enforcement professional development provides traffic safety minded officers with training 
to increase enforcement skills as well as skills that support their professional growth in their 
respective departments.  The long-term outcome of this is for more law enforcement leaders who 
understand and prioritize traffic safety.  
 

Countermeasure(s):  
1. High Visibility Enforcement (HVE) 

Justification: 
Countermeasures that Work: A Highway Safety Countermeasures Guide for State Highway 
Safety Officers, 11th Edition 
o Chapter 1: Alcohol-Impaired Driving, High-Visibility Saturation Patrols, 5-Stars (CTW) 
o Chapter 1: Alcohol-Impaired Driving, Integrated Enforcement, 3-Stars (CTW) 
o Chapter 2: Drug-Impaired Driving, Enforcement of Drug-Impaired Driving, 3-Stars (CTW) 
o Chapter 3: Seat Belts and Child Restraints, Short Term, High-Visibility Child Passenger 

Safety Law Enforcement, 5-Stars (CTW) 
o Chapter 4: Speeding and Speed Management, High-Visibility Enforcement, 4-Stars (CTW) 
o Chapter 9: Pedestrian Safety, High-Visibility Enforcement at Pedestrian Crossings 

 
2. Law Enforcement Liaison (LEL) Program: 

Justification: 
Highway Safety Program Guideline No. 15: Traffic Enforcement Services; November 2006 

• I. Program Management 
• III. Training 
• IV. Traffic Law Enforcement 
• V. Communication Program 

 
3. Law Enforcement Support and Professional Development 

Justification: 
Countermeasures that Work: A Highway Safety Countermeasures Guide for State Highway 
Safety Officers, 11th Edition 
o Chapter 1: Alcohol-Impaired Driving, High-Visibility Saturation Patrols, 5-Stars (CTW) 
o Chapter 1: Alcohol-Impaired Driving, Integrated Enforcement, 3-Stars (CTW) 
o Chapter 1: Alcohol-Impaired Driving, Alcohol Ignition Interlocks, 5-Stars (CTW) 
o Chapter 2: Drug-Impaired Driving, Enforcement of Drug-Impaired Driving, 3-Stars (CTW) 
o Chapter 3: Seat Belts and Child Restraints, Short Term, High-Visibility Child Passenger 

Safety Law Enforcement, 5-Stars (CTW) 
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o Chapter 4: Speeding and Speed Management, Speed Safety Camera Enforcement, 5-Stars 
(CTW) 

o Chapter 4: Speeding and Speed Management, High-Visibility Enforcement, 4-Stars (CTW) 
o Chapter 9: Pedestrian Safety, High-Visibility Enforcement at Pedestrian Crossings 

 
Countermeasure Strategy Link to Performance Targets: 

• High Visibility Enforcement (HVE):  
This countermeasure strategy influences road users by deterring dangerous driving behaviors 
through a heightened perception of law enforcement presence.  

 
HVE is designed to create deterrence through the increased expectation of a 
citation/fine/arrest, and the heightened presence of law enforcement. It also stops offending 
drivers at the point of offense. This countermeasure works by preventing dangerous driving 
behaviors and stopping those who still choose to engage in them.  
 
HVE has been a proven countermeasure for many years. This countermeasure, taken together 
with its components, is a best practice recognized by NHTSA. Through this strategy, 
partnerships at the state and local level are engaged to show communities that dangerous 
driving behaviors will not be tolerated. When drivers believe they will be stopped for driving 
dangerously, they will refrain from engaging in these behaviors. This strategy influences the 
general driving public. 

 
• Law Enforcement Liaison Program and Support and Professional Development: 

This countermeasure is intended to support law enforcement partners in Washington through 
a range of activities and projects to increase their capacity to effectively address traffic safety 
problems in their communities, including existing activities (such as supporting a network of 
law enforcement liaisons) as well as new endeavors. In 2021 and 2022, WTSC worked with the 
Washington Association of Sheriffs and Police Chiefs Traffic Safety Committee Co-Chairs in 
creating a traffic safety-focused subcommittee. That sub-committee provided 
recommendations to the WTSC. The recommendations included the need for traffic safety-
specific professional development and technical training to law enforcement current and 
future leaders, including law enforcement liaisons.  
 
This countermeasure provides resources and opportunities for law enforcement officers who 
are leaders in traffic safety, giving them knowledge, skills, and tools to support the 
prioritization of traffic safety within their department.  It also provides them with 
opportunities to learn about current traffic safety issues in the state and nation, and solutions 
created to address them.  
 
In Washington, as in many other states in the nation, law enforcement agencies are 
experiencing extraordinary challenges to their profession. Staffing and political pressures have 
resulted in traffic enforcement taking a backseat to other issues. This countermeasure aims to 
reinvigorate support for traffic enforcement across the law enforcement spectrum: from 
officers to command staff and from small to large departments. 
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Consideration Used to Select Projects:  

• Target Zero Managers: WTSC staff evaluated each of the 17 regional Target Zero coalitions 
based on implementation of the current Scope of Work, progress toward performance 
objectives, coalition effectiveness, organizational capacity, and available federal funding. 
These evaluations informed the selection of the 12 regions funded for FFY 2027. 

• High Visibility Enforcement: Representatives from local law enforcement agencies in each of 
Washington's 17 WTSC regions contributed to the project selection through the submission of 
problem identification statements. WTSC also considered each agency's capacity to 
participate in national, state, and local High Visibility Enforcement campaigns, as well as 
previous participation, funding utilization, and enforcement performance data when 
determining funding distribution. 

• Law Enforcement Support and Professional Development: WTSC identified project priorities in 
consultation with the Traffic Safety Committee of the Washington Association of Sheriffs and 
Police Chiefs (WASPC), local and statewide Law Enforcement Liaisons, and other law 
enforcement partners. WTSC also incorporated recommendations from internal staff and 
members of the Washington Impaired Driving Advisory Council and the Speed Management 
Advisory Cooperative. Input from these groups informed the selection of projects supporting 
statewide law enforcement liaison activities, traffic safety training, leadership development, 
and implementation of traffic safety initiatives. 

 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Enforcement NHTSA 402; 405e Distracted Driving 
405d Impaired Driving Mid; 164 Transfer 
Funds 

$7,965,000 
 

Program Coordination 
 

NHTSA 402; 405d Impaired Driving Low $5,934,861 
 

Total $13,899,861 
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4.3: Data Collection and Analysis 
 
Problem Identification 

Traffic safety data collection and analysis are one of the foundations of effective traffic safety 
programming and evaluation. Traffic safety professionals cannot make data-driven decisions 
without access to high-quality data and analysis that is complete, accurate, and timely. While the 
traffic records program focuses on improving the quality of traditional traffic records systems, 
these systems alone do not provide sufficient information to fully identify traffic safety problems, 
understand contributing risk factors, or evaluate the effectiveness of countermeasures. Data must 
be analyzed, interpreted, and translated into usable information that can guide decision-making.  
 
Traditional and other traffic safety data are inherently complex and are fragmented across 
multiple data systems and disciplines, including crash records, hospital and injury surveillance 
data, behavioral surveys, and emerging data sources. Each of these systems contributes a 
different perspective on traffic safety outcomes and risk factors. Traditional traffic records 
systems still need data analysis to translate complex data into meaningful information (i.e. 
epidemiological studies, problem identification, evaluation). Furthermore, traditional traffic 
records systems are limited and therefore additional data collection efforts are needed to better 
understand behaviors and emerging issues (i.e. surveys). To be useful, this data must be 
consistently defined and measured over time so that meaningful trends can be identified and 
interpreted. The Data Collection and Analysis program addresses this need and provides 
foundational support to identify and prioritize traffic safety problems; establishes data-driven 
performance targets; helps direct resources towards the highest-risk behaviors, populations, and 
locations; develops and selects appropriate countermeasure strategies; and evaluates program 
implementation and outcomes. 
 
Data and analysis partnerships play a critical role in collecting, integrating, and interpreting these 
data sources. Collaboration with academic researchers and multidisciplinary experts helps 
strengthen analytical approaches, expand the range of available data, and ensure that findings 
are translated into actionable insights. Ultimately, the goal of traffic safety data and analysis is to 
provide partners with reliable information that support evidence-based programs and policies 
aimed at reducing traffic fatalities and serious injuries. 
 
The Data Collection and Analysis program therefore serves as foundational support for 
Washington’s traffic safety efforts. The Data Collection and Analysis program provides the 
evidence necessary to identify the factors contributing to fatalities and serious injuries, establish 
and monitor performance targets, direct resources toward the greatest risks, and evaluate 
whether countermeasures are producing their intended effects. Through this role, the program 
supports statewide progress toward reducing the number of traffic fatalities and serious injuries 
on Washington roads. 
 
Summary of Crash and Other Consequences Data 
Traffic safety research relies on multiple data systems to understand both crash outcomes and 
the broader consequences of traffic injuries. These systems include crash data, hospital and 



Ch. 4_4.3: Data Collection and Analysis 

83 | P a g e  
 

emergency department records, and other injury surveillance sources that provide insight into the 
severity and circumstances of traffic-related injuries. 
 
Because these data systems are developed and maintained by different agencies for different 
purposes, they must be interpreted carefully and used in complementary ways. Consistent 
performance measures and standardized definitions are essential to ensure that trends can be 
monitored over time and that comparisons across jurisdictions or programs are meaningful. 
 
Research efforts often integrate multiple data sources or apply different analytical methodologies 
to examine traffic safety problems from new perspectives. These efforts may produce new 
findings that expand our understanding of traffic safety risks, or they may reinforce existing 
evidence about the effectiveness of specific interventions or policies. Together, these analyses 
help build a stronger evidence base for traffic safety decision-making. 
 
Summary of Behaviors and Beliefs  
While crash and injury data describe the outcomes of traffic safety problems, surveys and 
behavioral research help explain the attitudes, beliefs, and behaviors that contribute to those 
outcomes. Behavioral data provide important insight into short- and intermediate-term outcomes 
associated with traffic safety programs designed to influence driver behavior. 
Survey research can help identify emerging behavioral trends, measure public awareness of traffic 
safety campaigns, and assess the extent to which individuals adopt safer driving practices. These 
data are essential for understanding the pathways between education and enforcement 
programs and long-term reductions in traffic fatalities and serious injuries. 
 
By linking behavioral insights with crash and injury outcomes, traffic safety professionals can 
better evaluate whether programs are influencing the intended behaviors and determine where 
additional interventions or policy changes may be needed. 
 
Systemic Problems/Gaps  
Data systems are often developed independently and may use different standards, definitions, or 
collection methods, which can limit the ability to combine and analyze information across 
sources. In addition, emerging data sources and analytical methods are not always fully integrated 
into existing research and evaluation frameworks. 
 
There are also ongoing needs to strengthen evaluation of traffic safety policies and regulations to 
ensure that they are achieving the intended outcomes. In some cases, gaps remain in 
understanding the relationships between behaviors, environmental factors, and crash outcomes, 
highlighting the need for continued research and collaboration across disciplines. 

 
Opportunities  
Emerging data sources and technologies offer the potential to provide new insights into traffic 
safety problems and risk factors. Advanced analytical tools, including machine learning and 
artificial intelligence, may help identify patterns and relationships that are not easily detected 
through traditional approaches. 
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Improving data standardization and integration across systems can also enhance the ability to 
conduct comprehensive analyses and develop more complete understandings of traffic safety 
trends. In addition, continued evaluation of policies and regulations can ensure that programs 
remain effective and responsive to changing conditions. 
 
Expanding partnerships with universities and multidisciplinary research organizations presents 
another important opportunity. These collaborations can introduce new perspectives, 
methodologies, and expertise that strengthen the overall evidence base for traffic safety 
programming. 

 
Performance Measures 

• UC-1: Number of Traffic Fatalities 
• UC-2: Number of Traffic Serious Injuries 
• UC-3: Fatalities per 100M Vehicle Miles Traveled 

 
Countermeasure Strategies 

1. Traffic Safety Data 
 
Countermeasure Strategy #1: Traffic Safety Data 

Definition:  
Traffic Safety Data refers to the collection, integration, analysis, and use of data to identify risk, 
target interventions, monitor performance, and evaluate the effectiveness of traffic safety 
strategies. This countermeasure strategy includes improving data quality, implementing and 
maintaining data systems, conducting analysis and research, and supporting analytical tools that 
inform decision-making. 
 
Application:  
The countermeasure strategy will be implemented in the program by partnering with universities 
and research organizations to support projects related to conducting data analysis and research, 
and supporting analytical tools that inform decision-making. 
 

Countermeasure(s):   
1. Collect and Analyze Survey Data 

Justification: 
• Survey Recommendations for the NHTSA-GHSA Working Group: Final Report. 2009. 

Preusser Research Group. 
• Public Awareness Survey Recommendations of the NHTSA-GHSA Working Group. 2010. 

NHTSA. Traffic Tech Technology Transfer Series No. 397 
• 23 C.F.R. Part 1340 

2. Conduct Research and Analysis 
Justification: 
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• NHTSA’s Uniform Guidelines for State Highway Safety Programs, Guideline No. 10: Traffic 
Records. 
 

Countermeasure Strategy Link to Performance Targets:  
The Traffic Safety Data countermeasure strategy provides the analytical foundation necessary to 
understand, address, and monitor the factors contributing to traffic fatalities, serious injuries and 
the fatality rate per 100 million vehicle miles traveled. The collection and analysis of crash, injury, 
behavioral, survey, and other traffic safety data help identify high-risk behaviors, populations, 
locations, and emerging trends. This information enables traffic safety partners to select 
appropriate countermeasures, direct resources toward the greatest demonstrated risks, and 
adjust strategies as conditions change. 
 
Survey data and behavioral research further support these efforts by measuring the attitudes, 
beliefs, and self-reported behaviors that may precede changes in fatal and serious-injury 
outcomes. These data provide indicators of whether education, enforcement, policy, and other 
traffic safety strategies are influencing intended populations and behaviors. Research 
partnerships, analytical tools, and emerging data sources may also provide additional insight into 
risks that are not fully captured in traditional traffic records systems. 
 
While these activities funded under this strategy do not directly change road user behavior, they 
strengthen the quality, timeliness, and use of the evidence that guides Washington’s broader 
traffic safety program. By improving problem identification, countermeasure selection, resource 
allocation, performance monitoring, and evaluation, the Traffic Safety Data countermeasure 
strategy contributes to more effective statewide efforts to reduce traffic fatalities, traffic serious 
injuries, and the fatality rate per 100 million vehicle miles traveled. 
 

Consideration Used to Select Projects:  
Projects funded under this countermeasure support efforts to strengthen traffic safety research, 
data analysis, and behavioral measurement. Activities may include applied research using traffic 
records data, analytical tools and software, testing and evaluation of emerging data sources such 
as telematics, and collection of observational and survey data. 
 
Projects are selected based on their alignment with WTSC strategic priorities, the extent to which 
they address critical traffic safety data or research gaps, the feasibility of completing the work 
within the proposed timeline and budget, and the likelihood that the results will produce 
actionable information to support traffic safety program planning, policy development, and 
evaluation. 
 
In addition to research projects conducted through partnerships with universities and other 
research organizations, WTSC supports statewide data collection efforts. These include the 
required statewide observational survey of front seat passenger vehicle occupant seat belt use for 
Section 405(b) funding, additional observational studies of key traffic safety behaviors, and an 
annual statewide survey measuring self-reported traffic safety attitudes, knowledge, and 
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behaviors. Survey and research results are used to monitor behavioral trends, evaluate program 
effectiveness, and inform traffic safety strategies aimed at reducing fatalities and serious injuries. 
 
Research partners are required to produce technical reports and accessible summaries to ensure 
findings are communicated effectively to policymakers, traffic safety practitioners, and the public. 
 
 

Federal Fund Description 
Countermeasure Strategy Federal Funding Source:  Estimated 3-Year 

Allocation: 
Traffic Safety Data NHTSA 402; 405d Impaired Driving Mid; 405e 

Distracted Driving 
$2,391,000 

Total $2,391,000 
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4.4: Distracted Driving 
 
Problem Identification 

Distracted driving continues to contribute to severe crash outcomes in Washington despite 
sustained statewide education, enforcement, and policy efforts. WTSC fatal crash data indicate 
that 103 people were killed in distracted-driver-involved crashes in 2025, a decrease from 138 
fatalities in 2024. This reduction is encouraging and may reflect the combined effects of ongoing 
prevention, enforcement, and public awareness efforts. However, distraction remained a 
contributing factor in 16% of fatal crashes last year, demonstrating that driver inattention 
continues to pose a significant roadway safety challenge. 
 
Findings from the 2024 WTSC Distracted Driver Observation Survey further indicate that 
observable distraction remains present on Washington roadways despite longstanding distracted 
driving laws and education campaigns. Together, crash, observational, survey, and telematics data 
suggest that the remaining safety problem extends beyond handheld cellphone use alone and 
increasingly reflects a broader pattern of cognitive, visual, and manual distractions that are more 
difficult to observe, measure, and address. 
 
Distracted driving also frequently occurs in combination with other high-risk behaviors. In 2025, 
one in ten fatal distracted-driver-involved crashes also involved speeding, reinforcing findings 
from telematics, school-zone speed studies, and other behavioral research that risky driving 
behaviors often occur in clusters rather than in isolation. These findings support the need for 
integrated strategies that address distraction as part of a broader culture of safe driving, rather 
than as a single behavior. 
 
Crash severity is compounded when distraction co-occurs with unsafe speed. Cambridge Mobile 
Telematics (CMT) and national crash severity analyses demonstrate that distracted drivers are less 
likely to brake in time, resulting in higher impact speeds and greater crash forces. Even modest 
increases in impact speed substantially increase the risk of fatalities, making distraction on rural 
highways, state routes, and long-distance commuter corridors especially consequential. CMT 
research found that 34% of crashes occur within one minute of a distraction event, and phone-
motion events occurring above 50 mph continue to rise as a severe crash risk indicator. 
 
New telematics data demonstrates that traditional fixed-location observation methods likely 
capture only a fraction of true distraction exposure. WTSC’s 2025 telematics legislative report, 
using CMT trip data, found that in June 2023, more than 25% of over six million trips on 
Washington roads included at least one phone-related distraction event, far exceeding the five to 
nine percent range measured in roadside observational surveys. This higher-resolution trip-based 
data provides stronger evidence that distraction remains a widespread crash risk, particularly on 
longer trips and in rural travel corridors.  
 
Washington has several strong foundational countermeasures already in place, including a 
primary distracted driving law, a graduated driver licensing law, and annual participation in 
national high-visibility enforcement campaigns on distracted driving. These strategies likely 
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contributed to the decline in observed handheld distraction following enactment of the law. 
However, persistent fatal and serious injury outcomes suggest that the remaining distracted 
driving problem is increasingly concentrated among drivers and trip contexts less responsive to 
awareness messaging alone, including high-mileage drivers, rural corridor travel, and device 
interactions occurring at higher speeds. 
 
This implementation gap is also evident in the adoption of workplace policies. Although WTSC 
maintains an online employer toolkit to support the development and review of workplace 
distracted driving policies, the use of these resources remains extremely limited. Minimal 
employer engagement suggests that the risk of work-related distraction may persist not because 
evidence-based resources are unavailable, but because current dissemination and motivation 
strategies have not effectively reached employers, fleet managers, or organizations with driving-
intensive workforces. 
 
Minimal utilization of existing workplace policy resources may also suggest that employer 
leadership, human resources, and risk managers may not yet view distracted driving as an 
operational safety culture issue, despite evidence that work-related communication demands 
contribute to device interaction during trips. 
 
Existing legal and enforcement countermeasures appear to have reduced observable handheld 
use among drivers most responsive to deterrence and awareness. The remaining distracted 
driving problem increasingly reflects drivers and institutions whose beliefs, norms, and operating 
expectations are less affected by traditional campaign messaging alone. 
 
Summary of Crash and Other Consequences Data 
Emerging telematics data provides a more comprehensive picture of distracted driving risk than 
traditional crash reporting alone, revealing that non-fatal crash exposure and near-crash 
conditions are substantially more widespread than fatality data suggests. 
 
CMT shows that distracted driving behavior is high-frequency and persistent across Washington 
trips. The 2025 Washington State Driver Behavior Analysis Update found that approximately 25% 
of trips included at least one phone-based distraction event, consistent with 2023 levels despite 
ongoing enforcement and education efforts.  
 
This trip-based exposure far exceeds rates observed through roadside surveys and indicates that 
distraction remains embedded in routine driving behavior. Telematics data also show that 
distraction occurs across multiple roadway types, including those with vulnerable road users, and 
frequently co-occurs with other high-risk behaviors, such as speeding and hard braking.  
 
Importantly, telematics captures behavioral precursors to crashes, including: 
• phone motion (active device use)  
• speeding events  
• hard braking and sudden maneuvers  
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These indicators are strongly associated with crash likelihood and severity. National research 
using similar telematics data has found that drivers using their phones are 240% more likely to be 
involved in a crash, highlighting the direct relationship between observed behavior and crash risk. 
 
Washington’s application of telematics data has also revealed that the prevalence of actual 
distraction may be two to three times higher than observational estimates, suggesting that 
traditional data sources underrepresent the scale of the problem.  
 
Beyond frequency, telematics data reinforces that risky behaviors cluster and interact, rather than 
occurring independently. The 2025 CMT analysis identified patterns of compound risk, in which 
distraction occurs alongside speeding and abrupt driving behaviors, particularly during longer 
trips and in varied roadway environments.  
 
Together, these findings indicate that distracted driving contributes not only to fatal crashes, but 
also to a much larger burden of non-fatal crashes, near crashes, and high-risk driving events, 
many of which are not fully captured in traditional traffic records. 
 
Summary of Behaviors and Beliefs  
Drivers frequently exhibit a belief in their own exceptionality, assuming that rules and risks that 
apply to others do not apply to them. In the context of distraction, this manifests as 
overconfidence in multitasking while driving, leading to phone use, eating, or other in-vehicle 
tasks despite evidence of impaired reaction time. For speeding, perceived skill and vehicle control 
contribute to routine violations of posted limits, particularly when drivers compare themselves 
favorably to others. When distraction and unsafe speeds are combined, this perceived 
exceptionality compounds, creating a cluster of high-risk behaviors in which drivers 
underestimate the multiplicative risk of crashes, near-misses, and severe outcomes. Across these 
behaviors, drivers’ overconfidence and misjudgment of risk reinforce each other, making 
voluntary behavior change unlikely without targeted interventions addressing both the behavior 
and the underlying belief in personal immunity. 
 
WTSC’s statewide survey continues to show that traffic safety culture is shaped not only by 
individual choices, but also by family and employer rules, perceived enforcement, social 
expectations, and bystander intervention norms. Across these domains, distracted driving 
remains a behavior that many drivers recognize as dangerous but continue to normalize under 
specific conditions, particularly during familiar trips, work-related travel, and lower-density 
roadway environments. 
 
Despite strong awareness of the dangers of distracted driving, behavioral and institutional 
indicators suggest that Washington’s remaining distracted driving problem is increasingly driven 
by an implementation gap between what drivers, employers, and organizations say they value 
and the safeguards they actually adopt. 
 
AAA’s most recent Traffic Safety Culture Index reinforces this contradiction. Nationally, 97% of 
drivers say they scroll social media. At the same time, driving is very dangerous; 94% say texting 
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or emailing is dangerous, yet 28% still report sending texts or emails, and 37% report reading 
them while driving. This disconnect between knowledge and action suggests that the principal 
barrier is no longer awareness but the persistence of habit, rationalization, and low expectations 
of immediate consequences. 

 
One of the most useful insights from AAA’s five driver profiles is that distracted driving often 
appears within broader unsafe driving styles rather than as an isolated behavior. The five 
profiles—Safe Drivers, Distracted Drivers, Speeding Drivers, Distracted and Aggressive Drivers, 
and Most Dangerous Drivers—show that many drivers who engage in distraction also engage in 
speeding, close following, aggressive maneuvers, and other high-risk behaviors. 
 
AAA’s driver profiles show distraction often coexists with speeding, aggression, and close 
following among higher-risk drivers. Washington field studies now provide direct contextual 
evidence of this same clustering pattern across school zones, urban arterials, and county 
corridors. 
 
The WTSC’s statewide 2022–2023 Driver Speeding in School Zones study found that most drivers 
exceeded the 20-mph limit, with a notable share traveling 26 mph or greater, particularly during 
morning school travel periods. The same brief found that school zones with flashing beacons or 
speed feedback signs reduced speeding somewhat, yet a substantial proportion of drivers still 
traveled well above the safe threshold.  
 
This finding is highly relevant to distraction because school zones demand simultaneous speed 
control, visual scanning for children, compliance with signage, and heightened attention to 
uncertainty. When drivers fail to control speed in these environments, it strongly suggests 
broader failures in hazard anticipation, situational attention, and willingness to comply with 
multiple safety expectations simultaneously. In other words, the same drivers who normalize 
speeding in the highest pedestrian-risk settings may also be the drivers most likely to rationalize 
“quick phone checks,” rolling stops, or other divided-attention behaviors. 

 
The 2024 Pierce County Smart Signs pilot demonstrated that speeding, cell phone use, and seat 
belt non-use can be detected and addressed concurrently within the same travel corridors, 
providing direct field evidence that risky driver behaviors cluster in shared roadway environments 
rather than occurring in isolation. 

 
Systemic Problems/Gaps  
Washington’s observational and technology pilot data suggest that the remaining safety problem 
is less about isolated distracted driving decisions and more about a broader pattern of clustered 
norm violations, particularly speeding, distraction, and seat belt restraint non-use. These 
behaviors frequently co-occur within shared roadway environments and are commonly 
associated with time pressure, familiar-route travel, and work or school commute contexts. 
 
Crash data in Washington frequently attributes distraction-related crashes to unspecified causes, 
which may reflect limitations in post-crash reporting rather than the absence of specific 
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distraction behaviors such as device use. This creates a gap between observed and actual 
distraction exposure, as supported by survey and telematics data. However, this limitation also 
presents an opportunity to integrate emerging data sources and system-level approaches to 
better identify, understand, and address distraction as a contributing factor across multiple crash 
types, particularly those involving unsafe speeds. 

 
Opportunities:  
Washington State has an opportunity to strengthen the effectiveness of its traffic safety efforts by 
advancing a more coordinated, system-level approach to behavior change that integrates High 
Visibility Enforcement (HVE), Speed Management, and Focused Driving strategies. Current efforts 
across these program areas have demonstrated success in raising awareness, improving 
compliance, and reducing certain high-risk behaviors. However, emerging data, including 
telematics, observational studies, and pilot projects, indicate that the remaining safety problem is 
increasingly characterized by frequent, co-occurring risky behaviors (e.g., speeding, distraction, 
impairment, and seat belt restraint non-use) that are not fully addressed through single-focus 
interventions. 
 
This presents an opportunity to move beyond parallel program delivery toward a connected 
behavior change system that links enforcement, real-time behavior detection, and positive 
reinforcement into a continuous feedback loop. Under this approach, enforcement interactions—
particularly warnings issued during HVE or corridor-based patrols—can serve as critical behavioral 
interruption points, where drivers are most receptive to reconsidering their actions. 
 
One potential strategy is to develop a low-burden, driver-facing engagement tool that can be  
deployed at the point of enforcement. For example, law enforcement officers could distribute a 
rack card with a QR code directing drivers to a brief, mobile-friendly “focused driving check-in.” 
Rather than providing traditional informational content, this interaction would prompt self-
reflection on recent driving behavior (e.g., speed choice, phone use, attention during routine 
trips) and reinforce safer norms. Participation could be incentivized through integration with the 
Safe Roads Challenge, allowing drivers to earn additional entries into reward drawings for 
completing the check-in and engaging with safer driving commitments. 
 
This approach represents a form of programmatic cross-collaboration, aligning: 
• High visibility enforcement as the point of interruption and credibility  
• Speed Management as the system-level framework addressing roadway context and risk 

conditions  
• Focused Driving initiatives as the behavioral and cultural reinforcement mechanism  
 
By connecting these elements, Washington can shift from a model in which enforcement, 
messaging, and incentives operate independently to one in which they function as mutually 
reinforcing components of a unified strategy. 
 
In addition, this integrated approach can be informed by telematics and pilot data to target high-
risk corridors and populations, particularly in rural areas where longer trip distances and higher 
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speeds increase the consequences of distraction. Planned rural community dialogue workshops 
will further inform how these strategies can be adapted to local contexts and community norms. 
 
This opportunity does not require the creation of entirely new programs, but rather the 
intentional alignment of existing efforts to better address the conditions under which risky 
behaviors occur simultaneously. By leveraging enforcement encounters as engagement 
opportunities and reinforcing behavior change through ongoing incentives and social norm 
strategies, Washington can enhance its ability to reduce both distracted driving and unsafe speed 
as interconnected contributors to fatal and serious injury crashes. 

 
Performance Measures 

• SD-3: Number of distracted/inattentive driver involved fatalities. 
 
Countermeasure Strategies 

1. Culture Change 
2. Enforcement 

 
Countermeasure Strategy #1:    Culture Change 

Definition: Culture Change encompasses countermeasures that influence public beliefs, social 
norms, and expectations around traffic safety. This countermeasure strategy focuses on creating 
an environment in which safe behaviors are understood, valued, and socially reinforced by 
increasing awareness, shifting attitudes, and supporting voluntary compliance. 
 
Application: Traffic safety culture refers to the shared beliefs, values, norms, and everyday 
practices that shape how individuals and communities approach safety on the road. In the context 
of distracted driving, this culture is reflected in how drivers perceive attention, multitasking, and 
personal responsibility while operating a vehicle, as well as how these behaviors are reinforced or 
discouraged by social, workplace, and community expectations. 
 
The culture change strategy for focused driving will be implemented as a coordinated set of 
reinforcing interventions designed to shift social norms, expectations, and perceived acceptability 
of distracted and unsafe driving behaviors across multiple roadway contexts. Rather than relying 
on a single campaign or message, this strategy operationalizes culture change through repeated 
exposure to consistent expectations delivered across enforcement, community engagement, and 
incentive-based systems. 
 
Within this strategy, incentive-based systems are used as one component of a broader behavior 
change approach rather than as a stand-alone intervention. Through the Safe Roads Challenge, 
participants receive positive reinforcement for demonstrating safer driving behaviors, including 
focused, attentive driving. Incentives are donated by external sponsors and partners and are not 
purchased with Section 402 or other federal highway safety grant funds. Federal highway safety 
funds support implementation, communication, and evaluation of the Safe Roads Challenge. 
Incentives are intended to increase initial participation, encourage repeated engagement, and 
reinforce desired behaviors over time, while complementary communication, community 
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engagement, and enforcement strategies strengthen social norms supporting focused driving. 
While incentives encourage initial engagement, sustained reductions in distracted driving are 
expected to result from the gradual reinforcement of social norms, habits, and expectations that 
support focused driving rather than from incentives alone. 
 
This strategy recognizes that distraction is not limited to a single behavior such as cell phone use 
but is part of a broader pattern of competing priorities and divided attention that often co-occurs 
with other risks such as speeding. Therefore, culture change efforts are designed to: 

• Reduce the social acceptability of multitasking while driving.  
• Increase awareness of how everyday habits contribute to risk.  
• Reinforce shared expectations across peer groups, families, workplaces, and communities.  
• Support drivers in adopting practical strategies to maintain focus. 

 
Over time, these efforts aim to establish a norm in which driving is treated as a primary task 
requiring full attention, and where both individuals and institutions actively support conditions 
that make focused driving the default behavior. 

 
Countermeasure(s):   

1. Communications on Outreach and Distracted Driving 
Justification: 
• Michaud TL, Estabrooks PA, You W, Ern J, Scoggins D, Gonzales K, King KM, Dai H, Su D. 

Effectiveness of incentives to improve the reach of health promotion programs- a 
systematic review and meta-analysis. Prev Med. 2022 Sep;162:107141. doi: 
10.1016/j.ypmed.2022.107141. Epub 2022 Jul 6. PMID: 35809822 

• Michie, S., van Stralen, M.M., & West, R. (2011). The Behavior Change Wheel: A New 
Method for Characterizing and Designing Behavior Change Interventions. Implementation 
Science, 6, 42. 

• OECD/International Transport Forum. (2022). The Safe System Approach in Action. 
2. Electronic Technology for Parental/Guardian Monitoring, 3-Stars (CTW) 

 
Countermeasure Strategy Link to Performance Targets:  

The Culture Change countermeasure strategy supports progress toward reducing distracted 
driving involved fatalities by implementing interventions that shift social norms around distracted 
driving and reinforce attentive driving as the expected behavior. Mass media campaigns, parental 
monitoring technologies, and peer-to-peer education initiatives provide repeated and consistent 
messaging that increases awareness of distraction risks, discourages multitasking while driving, 
and strengthens community expectations for focused driving behavior. By reinforcing the 
expectation that attentive driving is a shared responsibility across families, peer groups, 
workplaces, and communities, these interventions aim to promote sustained behavior change 
and reduce distraction-related fatal crashes.  
 
This culture change strategy is closely aligned with the speed management culture change 
approach, reflecting evidence that distracted and inattentive driving frequently co-occurs with 
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unsafe speeds and contributes to crash severity. Rather than addressing these behaviors in 
isolation, Washington’s approach emphasizes a shared norm of “focused and appropriate-speed 
driving,” recognizing that safe travel requires both full attention and safe speed choice. By 
reinforcing consistent expectations across programs, messaging, and interventions, this 
integrated approach is intended to influence multiple high-risk behaviors simultaneously and 
strengthen overall traffic safety culture. 

 
Consideration Used to Select Projects:  

During the FFY27-29 Highway Safety Plan period, WTSC will select projects that demonstrate the 
greatest potential to reduce distracted driving-related fatalities and serious injuries while 
supporting statewide traffic safety culture change. Project selection will be guided by a data-
driven and community-informed review process that considers the following: 
• Demonstrate partnerships with local organizations, such as Tribal Nations, employers, schools, 

law enforcement, public health, transportation agencies, or other community partners, that 
support sustained community engagement and expand the project's reach. 

• Preference will be given to projects that leverage multiple WTSC program areas through 
coordinated implementation (e.g., focused driving, speed management, occupant protection, 
or high-visibility enforcement) to address co-occurring high-risk driving behaviors. 

• Use of evidence-based, evidence-informed, or promising strategies that align with 
Countermeasures That Work, the Safe System Approach, or other recognized highway safety 
guidance. 

• Alignment with priority populations, roadway environments, or geographic areas experiencing 
disproportionate fatal and serious injury risk, including rural communities and locations 
identified through crash, behavioral, telematics, or other transportation safety data. 
Consistent with Washington's Crash Prevention Zone framework (RCW 46.63.220), preference 
may be given to projects that address documented high-risk corridors or locations where 
distraction, speeding, and other dangerous driving behaviors contribute to elevated crash risk. 
Preference may also be given to projects that address locations or populations where multiple 
high-risk driving behaviors co-occur. 

• Evidence that proposed activities address behavioral, environmental, or system factors 
contributing to distracted driving, including the interaction of distraction with speeding, 
restraint use, or other high-risk driving behaviors. 

• Integration of complementary strategies across education, communications, enforcement, 
technology, engineering, workplace policies, community engagement, or other sectors to 
reinforce focused driving behaviors. 

 
Countermeasure Strategy #2:    Enforcement 

Definition: Enforcement refers to countermeasures delivered to or through law enforcement 
agencies to increase the certainty, visibility, and effectiveness of traffic law compliance. This 
countermeasure strategy encompasses enforcement activities, officer training, and supporting 
equipment and technology that strengthen agencies’ capacity to detect, deter, and respond to 
traffic safety violations. 
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Application: We will implement this through HVE. HVE includes the enforcement of high-priority 
driving violations in combination with public awareness of this enforcement. It is a deterrent to 
the targeted behaviors. The WTSC will fund local law enforcement agencies to carry out HVE 
patrols coordinated by their regional task forces. The WTSC will also support the Washington 
State Patrol to carry out HVE patrols. 
 

Countermeasure(s):   
1. High-Visibility Cell Phone Enforcement 

Justification:  
• 4-Stars (CTW) 

2. Communications on Outreach and Distracted Driving 
Justification:  
• 2-Stars (CTW) 
• Michie, S., Atkins, L., & West, R. (2014). The Behavior Change Wheel: A Guide to Designing 

Interventions.  
• OECD/International Transport Forum. (2022). The Safe System Approach in Action. 

 
Countermeasure Strategy Link to Performance Targets:  

This countermeasure strategy influences road users through a combination of deterrence, 
communication, and positive reinforcement to reduce high-risk driving behaviors, including 
unsafe speeds and distracted driving. High Visibility Enforcement (HVE) remains a central 
component, designed to deter dangerous behaviors by increasing the perceived likelihood of 
being stopped, cited, or arrested. The visible presence of law enforcement not only interrupts 
unsafe behavior at the point of offense but also reinforces the expectation that dangerous driving 
will not be tolerated. 
 
This strategy is strengthened through coordinated communications and outreach efforts, which 
amplify enforcement visibility and reinforce consistent messages about safe, focused, and 
appropriate-speed driving. When drivers are aware of enforcement and understand the risks and 
consequences of their behavior, they are more likely to modify their actions. 
In addition to deterrence-based approaches, this strategy incorporates the Safe Roads Challenge, 
a positive reinforcement model that engages drivers in adopting and maintaining safer driving 
behaviors. Through voluntary participation, incentives, and repeated engagement, the Safe Roads 
Challenge reinforces social norms that prioritize full attention and safe speed choice. This 
approach complements enforcement by encouraging behavior change among drivers who may be 
less responsive to deterrence alone and supports longer-term habit formation. 
 
Together, these elements create a comprehensive behavior influence system: 

• HVE increases perceived risk of consequences and stops unsafe behavior in real time  
• Communications reinforce awareness, expectations, and social norms  
• The Safe Roads Challenge rewards and sustains positive behavior change over time  
 

Through this integrated approach, partnerships at the state and local level are leveraged to 
demonstrate that dangerous driving behaviors are both enforced against and socially 
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unacceptable, while safe driving behaviors are increasingly expected and reinforced. By 
influencing both the perceived risk of enforcement and the social acceptability of behavior, this 
strategy is intended to reduce the frequency of high-risk driving behaviors and contribute to 
reductions in fatalities and serious injuries. 
 

Consideration Used to Select Projects:  
At the time of development of this 2027-29 3HSP, no specific projects have been identified for the 
Federal Fiscal Year 2027 under this countermeasure strategy. However, the WTSC anticipates 
adding projects in the future as traffic safety priorities are refined and funding opportunities are 
identified. 
 
Future project selection and program investments will be guided by a data-driven and 
community-informed process that prioritizes impacted populations, communities, and roadway 
environments experiencing disproportionate distraction-related risk. Selection criteria will 
include: 

 
• NHTSA’s Uniform Guidelines, Guideline No. 15: Traffic Enforcement Services, Section IV Traffic 

Law Enforcement.  
• Feedback from local, regional, and statewide public engagement efforts  
• Opportunities to deploy layered and mutually reinforcing countermeasures across 

engineering, enforcement, communications, technology, and policy  
• Alignment with the Safe System Approach, particularly within the Safer People realm, while 

leveraging actions across all system partners 
• Potential to address traffic safety culture, including social norms, perceived risk of being held 

accountable for distracted driving, and community expectations around safe travel behavior 
 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Culture Change 405e Distracted Driving $750,000 
Total $750,000 
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4.5: Impaired Driving 
 
Problem Identification 

Washington continues to face a serious impaired driving problem. Traffic fatalities increased 
sharply beginning in 2020 and reached 809 deaths in 2023, the highest level in more than 30 
years. Although fatalities declined slightly in 2024, they remain well above pre-pandemic levels. 
Impaired driving is the leading contributing factor in fatal crashes, involved in nearly half of all 
traffic deaths statewide. 

The impaired driving environment has become increasingly complex due to changes in alcohol 
availability, cannabis legalization, and growing poly-substance use. Drivers impaired by a 
combination of alcohol and drugs are now the most common impaired drivers involved in fatal 
crashes. Impaired driving is also closely linked to other high-risk behaviors, including speeding, 
failure to wear seat belts, and other unsafe driving actions that increase crash severity and the 
likelihood of death or serious injury. 

The impacts of impaired driving are not experienced equally across Washington. American 
Indian and Alaska Native communities experience the highest rates of impairment-related traffic 
deaths, while rural communities face additional challenges related to transportation options, 
roadway conditions, and access to prevention and treatment services. Younger drivers and some 
racial and ethnic groups also report higher rates of impaired driving. 

Efforts to address impaired driving are further complicated by challenges within the systems 
responsible for prevention, enforcement, adjudication, treatment, and data collection. Law 
enforcement staffing shortages, toxicology testing delays, court system constraints, and data 
quality issues reduce the effectiveness of enforcement and accountability efforts. In addition, 
many repeat impaired drivers have underlying substance use or mental health needs that are 
not consistently addressed through traditional enforcement approaches alone. 

Together, these factors demonstrate that impaired driving is both a public safety and public 
health challenge that requires a coordinated, statewide response. Continued progress will 
depend on strengthening enforcement and accountability systems, expanding prevention and 
treatment efforts, improving data and toxicology systems, and supporting partnerships among 
transportation, public health, law enforcement, Tribal governments, and community 
organizations. 

 
Summary of Crash and Other Consequences Data 
In 2023, Washington State experienced the deadliest year on its roads since 1997. The trajectory 
of this rise in fatalities reflects a broader trend of increasing impairment-related crashes and 
compounding issues in law enforcement, medical, and judicial systems. This uptick in fatal crashes 
is deeply intertwined with impaired driving, law enforcement challenges, and policy changes.  
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A Decade of Increasing Traffic Fatalities 
The rise in fatalities has been both sharp and persistent: 
• 2015 saw a drastic 19% increase in traffic fatalities, the largest single-year jump since data 

collection began in 1968. 
• Following this spike, fatalities stabilized between 2015 and 2019. 
• In 2020, despite pandemic-related reductions in traffic volume, fatalities climbed six 

percent, from 538 to 574. 
• The situation worsened in 2021-2023 when fatalities surged by 20%, from 674 in 2021 to 

809 in 2023, the highest number since 1990. This five-year increase represents the most 
rapid rise in traffic fatalities recorded in Washington State's history. 

• While traffic fatalities have decreased by nine percent, from 2023 to 2024, traffic fatalities 
have still not returned to pre-pandemic levels and are still 33% higher than in 2019.    

 
Alcohol Sales: Initiative 1183 privatized liquor sales and distribution in Washington, with public 
sales beginning March 1, 2012. By 2021, there were 18,473 licensed alcohol retail establishments. 
House Bill 1480, passed in 2021, allowed liquor-licensed bars, restaurants, distilleries, wineries, 
and caterers to temporarily offer curbside pickup and delivery of alcohol. 
 
Cannabis Legalization: Initiative 502 legalized the production, possession, delivery, and 
distribution of cannabis for non-medical use. The first retail cannabis stores opened on July 8, 
2014. As of 2025, Washington has 449 active or pending licensed cannabis retailers. 
These major policy initiatives may have potentially contributed to rising rates of impaired driving 
by increasing access, availability, and acceptance of impairing substances. 
 
The Economic and Societal Impact of Impaired Driving 
In 2024, impaired drivers were involved in approximately 349 fatal crashes. The impact of these 
fatalities is substantial: 

• Direct costs exceed $735 million. 
• Comprehensive societal costs surpass $4.9 billion, encompassing emergency response, 

hospital care, lost productivity, legal proceedings, and the long-term emotional and 
financial toll on victims' families. 

 
Beyond the financial burden, these crashes place an enormous strain on the state’s toxicology 
labs, court systems, and law enforcement. The increasing number of DUI cases has led to delays in 
processing, with the Washington State Patrol's Toxicology Lab experiencing a backlog of cases and 
delays in testing results, currently averaging well over one year. This delay compromises 
enforcement and potentially allows impaired drivers to remain on the road without the 
conditions of the court or administrative sanctions. 
 
Impaired Driving: A Persistent Risk Factor 
Impaired driving due to alcohol or other drugs remains the number one risk factor in fatal 
crashes, accounting for approximately 47% of all fatalities annually. Key demographics and trends 
include: 
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• Drivers aged 18-30 account for one-third of impaired drivers in fatal crashes, while those 
aged 31-40 make up nearly a quarter. Together, these age groups represent over half of all 
impaired drivers in fatal crashes. 

• Males are overrepresented, constituting 77% of impaired drivers involved in fatal crashes. 
 

Impaired drivers also engage in other high-risk behaviors: 
• Speeding is involved in 42% of fatal crashes when impairment is present, compared to 21% 

when impairment is not a factor. 
• Seat belt use is another concerning issue. Seventy-four percent of unrestrained fatally 

injured drivers were impaired. 
 

Further, motorcycle fatalities are notably overrepresented among impaired drivers. In 2024, 66% 
of all motorcycle fatalities involved impairment, and more than half of these fatalities also 
involved speeding. Additionally, one in five impaired drivers involved in fatal crashes in 
Washington State is a motorcyclist.  

 
Pedestrians (Active Transportation Users) 
Pedestrian fatalities have nearly doubled, increasing by 99% between 2014 and 2023. Although 
pedestrian fatalities decreased slightly (four percent) from 2023 to 2024, the proportion of 
impairment-related fatalities are increasing, and they remain at record-high levels. Impairment 
plays a significant factor in pedestrian fatalities with:  

• 59% of all pedestrian fatalities in 2024 involved an impaired pedestrian – an increase of 
seven percent from 2023.  

• Eight percent of pedestrian fatalities involved an impaired driver. 
• American Indian/Alaskan Native (AI/AN) pedestrians: Of all AI/AN pedestrian fatalities, 

91% involved an impaired person, the highest impairment rate for any demographic 
group.   

• Black pedestrian fatalities: 75% involved an impaired pedestrian, an increase of 25% from 
2023. 

• Hispanic pedestrian fatalities: 42% involved an impaired pedestrian. 
 
These statistics reinforce the need for comprehensive pedestrian safety initiatives, particularly in 
communities disproportionately affected by impaired driving and pedestrian fatalities. Fatal crash 
reviews find that, in many instances, locations where impaired pedestrians are killed also lack 
sidewalks, marked crosswalks, or other safe pathways or crossings near the location of the crash. 

 
Disparities in Impaired Driving Fatalities  
Traffic fatalities have risen across all racial and ethnic groups, but the rate of increase varies 
significantly. While White individuals experience the highest total number of fatalities, 
Asian/Pacific Islander and Black populations have seen the fastest increases, and American Indian 
and Alaska Native (AI/AN) populations continue to face the highest fatality rate per 100,000 
people. 

• White fatalities accounted for 65% of impaired driver-involved fatalities in 2024. 
• Hispanic fatalities decreased by 21% from 2023 to 2024 but remain 31% higher than 2019. 
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• Black fatalities involving an impaired driver quadrupled, from 5 in 2019 to 23 in 2024. 
• AI/AN fatalities involving an impaired driver peaked at a 10-year high of 27 in 2021, before 

decreasing to 17 in 2023 and 16 in 2024. 
 

These trends highlight the urgent need for prioritized safety interventions to reduce impaired 
driving-related deaths across all communities. 
 
American Indian and Alaska Native (AI/AN) Population 
AI/AN individuals are at the highest risk of fatal traffic crashes, with traffic death rates three to 
four times higher per 100,000 population than other racial groups. Impairment plays a major role 
in these fatalities and is five times higher than other races in Washington State. From 2019-2024: 

• 72% of AI/AN traffic fatalities involved an impaired driver or impaired pedestrian. (Either 
driver or walker/roller. Note: this refers to the identity of the person who was killed and 
may not refer to the identity of the person who was impaired). 

• 82% of fatally injured female AI/AN drivers were impaired, a significantly higher rate than 
other racial groups. 

• 80% of fatally injured AI/AN male drivers were impaired. 
• AI/AN women are disproportionately impacted, making up 50% of impaired driving 

fatalities, compared to 27% of women in other racial groups. 
• Low seat belt use increases risk: 40% of fatally impaired AI/AN drivers were unrestrained 

at the time of the crash. 
 

Additional information regarding strategies, partnerships, priorities, and culturally responsive 
approaches specific to American Indian and Alaska Native communities can be found in the Tribal 
Program Plan. 
 
The Complexities of DUI Offenders 
According to the Journal of Consulting and Clinical Psychology, DUI offenders with dual diagnosis 
disorders (substance use disorder and mental health issues) are more likely to reoffend. 
Traditional punitive approaches and many substance use disorder (SUD) treatment programs 
often fail to address the root causes of impaired driving. Specifically: 

• Arrests and punishment do little to deter impaired driving, as many offenders have already 
driven impaired hundreds or thousands of times before their arrest. 

• SUD treatment programs often overlook the psychological factors that contribute to both 
substance use and mental illness, leading to ineffective rehabilitation for those with dual 
diagnoses. 

• 45% of repeat DUI offenders have mental health disorders in addition to alcohol use or 
drug use disorders. 
 

The increase in polydrug impaired drivers is another complex and concerning trend. Drivers under 
the influence of two or more substances (such as alcohol and cannabis) have become the most 
common type involved in fatal crashes since 2012. From 2020-2023, the number of poly-impaired 
drivers involved in fatal crashes increased by 34%. From 2023-2024 there was a modest 12% 
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decrease in polydrug impaired drivers involved in fatal crashes, but fatality numbers continue to 
remain at near all-time highs.  
 
Cannabis Use and Its Compounding Effects 
Cannabis use remains a significant factor in impaired driving, with delta-9-tetrahydrocannabinol 
(THC)-positive drivers consistently accounting for about 11% of all fatal crashes since 2021. The 
number of delta-9 THC-positive drivers in fatal crashes increased by six percent in 2022 and again 
by three percent in 2023 before decreasing by four percent in 2024. 
 
Key findings on THC-positive drivers involved in fatal crashes: 

• 80% were also positive for alcohol or other drugs. 
• 44% were speeding, 36% were not wearing seat belts, and 14% were distracted. 
• 29% were between the ages of 16 and 25; 14% were ages 15-20 years old. 
• Most THC-positive drivers involved in fatal crashes (81%) were male. 
 

The relationship between impaired driving and rural youth is also notable. A 2022 survey showed 
that rural youth in Washington are statistically more likely than urban youth to both use cannabis 
and ride in a car with an impaired driver.  Research also indicates that communities with a higher 
density of cannabis retail outlets tend to experience increased rates of youth cannabis use, 
highlighting the importance of considering retail environment impacts in prevention strategies. 
 
The Challenges of Enforcement 
Impaired driving continues to strain law enforcement agencies, even as public support for DUI 
enforcement remains strong. In 2024, 84% of Washington residents supported DUI enforcement; 
however, DUI arrests declined by 19% from 2019 to 2023. 
 
The decline in arrests is largely due to the decline in law enforcement officers on the road during 
the same period from the already low staffing levels in the state: 

• Washington ranked last nationally in law enforcement staffing in 2025, with approximately 
136–137 officers per 100,000 residents.  

• This rate remains well below the national average of approximately 230–250 officers per 
100,000 residents.  

• Staffing levels have remained relatively flat in recent years, with minimal change in per-
capita officer availability despite ongoing recruitment and retention challenges. 

 
These staffing challenges make it increasingly difficult to prevent impaired driving, apprehend 
offenders, and ensure prosecution. 
 
Public confidence in DUI prosecution also remains low. In 2025, only 40% of Washington Traffic 
Safety Statewide Survey respondents believed a DUI arrest would be “very likely” to lead to 
prosecution, though this marks a slight improvement from 2024. Addressing these concerns will 
require enhanced enforcement efforts, resource allocation, and judicial support to improve DUI 
accountability and roadway safety. 
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Tackling a Growing Crisis 
Addressing the growing issue of impaired driving and reducing fatalities on Washington’s roads 
requires a coordinated effort from all sectors involved in DUI prevention. Strong partnerships 
among law enforcement, treatment programs, community organizations, and policymakers are 
essential to prioritizing the elimination of impaired driving. 
 
Challenges within the criminal justice system such as delays in case processing and a backlog in 
toxicology testing must be addressed to enhance deterrence and intervention efforts. These 
systemic issues hinder the ability to hold offenders accountable and weaken overall prevention 
strategies. 
 
By strengthening local community readiness, fostering collaboration among stakeholders, and 
implementing reforms within the criminal justice system, we can develop more effective 
approaches to reducing impaired driving. Through a comprehensive and unified effort, we can 
reverse the alarming rise in fatalities and improve road safety for all. 

 
Summary of Behaviors and Beliefs  
The 2025 Washington Traffic Safety Commission (WTSC) Statewide Survey provides key insights 
into impaired driving behaviors, public perceptions, and the effectiveness of enforcement efforts. 
While the vast majority of drivers do not engage in impaired driving, public concern remains high. 

• Self-reported impaired driving within the previous year: 
o Six percent admitted driving under the influence of alcohol. 
o Six percent reported driving under the influence of cannabis. 

• Community perceptions: 
o 78% believe alcohol-impaired driving occurs at least "sometimes" in their 

communities. 
o 70% believe the same about cannabis-impaired driving. 

• Support for enforcement: 
o 85% support enforcement of DUI laws for alcohol. 
o 79% support enforcement for cannabis. 

• Likelihood of apprehension: 
o Only 46% believe an alcohol-impaired driver is at least moderately likely to be caught. 
o Only 47% believe the same for cannabis-impaired drivers. 

• Declining confidence in prosecution: 
o Only 67% believe an impaired driver arrested by law enforcement is at least 

moderately likely to be prosecuted. 
 

These data reveal a significant disconnect between community perceptions, enforcement 
support, and confidence in the legal system’s handling of impaired driving. The findings 
underscore the need to enhance enforcement visibility, rebuild community trust in legal 
outcomes, and bridge gaps in the perceived effectiveness of enforcement efforts. 
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Demographics and Trends in Impaired Driving Behaviors and Beliefs 
Certain demographics report higher rates of impaired driving. Younger drivers, particularly 
those aged 18-24, have the highest self-reported rates of cannabis-impaired driving, with eight 
percent admitting to driving under the influence in the past year. The rate increases to 10% 
when including drivers aged 25-34. Despite these higher rates of self-reported cannabis-
impaired driving, counties that have implemented positive community norms messaging 
around impaired driving have seen positive results. In King, Pierce, and Snohomish Counties 
where “Most Steer Clear” campaign messages run; we have seen a reduction in the level of 
self-reported cannabis-impaired driving rates for younger drivers aged 18-34 from 10% in 
2023 to six percent in 2024.  

• Racial and ethnic disparities: 
o Younger Black and Hispanic respondents aged 18-24 report the highest rates of 

cannabis-impaired driving at just over 12%. 
o Black respondents also had the highest overall rates of self-reported alcohol and 

cannabis-impaired driving at 11%. 
 

Systemic Problems/Gaps  
• Limited sober transportation options, particularly in rural areas (Culture Change) 

The prevalence of both impaired driving and fatalities of impaired pedestrians and bicyclists is 
evidence of the lack of sober transportation options in many areas of the state, including 
transit, ride share, and taxis. 

• Impaired driving is a triple threat (Culture Change)  
Impaired drivers are also far more likely to speed, increasing the likelihood and severity of a 
crash, and far less likely to use seat belts or other safety equipment, increasing the likelihood 
of fatal or serious injury. 

• Limited enforcement capacity reduces deterrence (Enforcement) 
Staffing shortages and low officer per capita rates limit proactive patrols, DUI detection, and 
sustained high visibility enforcement, contributing to declining DUI arrests and a reduced 
perceived risk of being stopped. 

• Gaps in addressing polydrug impairment (Enforcement / Adjudication and Prevention) 
The increasing complexity of poly substance impaired driving cases continues to challenge 
existing detection, investigation, toxicology, and prosecution systems as impairment trends 
evolve. 

• Toxicology and forensic gaps weaken prosecution (Traffic Safety Data / Adjudication and 
Prevention) 
Delayed or missed blood draws and extended toxicology turnaround times reduce case 
effectiveness and delay accountability. 

• Court system delays and limited adjudication capacity (Adjudication and Prevention) 
Backlogs and inefficiencies in case processing delay outcomes and reduce the effectiveness of 
DUI prosecution as a deterrent. 

• Low public confidence in enforcement and prosecution (Culture Change / Adjudication and 
Prevention) 
Perceptions that impaired drivers are unlikely to be caught or prosecuted weaken system 
credibility and deterrence. 



Ch. 4_4.5: Impaired Driving 

104 | P a g e  
 

•  Systems are not structured to address repeat offenders with complex needs (Adjudication 
and Prevention) 
A high percentage of repeat DUI offenders have co-occurring substance use and mental health 
disorders, yet systems lack coordinated, long term intervention approaches. 

• Overreliance on punitive approaches limits behavior change (Adjudication and Prevention) 
Traditional enforcement and sanctions alone do not address underlying causes of impaired 
driving, particularly for high-risk individuals. 

• Gaps in compliance and monitoring of DUI sanctions (Adjudication and Prevention) 
Instances of required ignition interlock devices not being installed highlight weaknesses in 
monitoring and compliance systems. 

• Data and crash investigation gaps limit system effectiveness (Traffic Safety Data / 
Enforcement) 
Inconsistent data collection, lack of formal speed analysis, and incomplete crash investigations 
limit understanding of crash dynamics and contributing factors. 

• Traffic records data quality issues (Traffic Safety Data) 
Errors and incomplete reporting in PTCR and ADR systems reduce data reliability and limit the 
ability to accurately identify trends and evaluate interventions. 

• Fragmentation across systems reduces coordination and impact (Traffic Safety Data) 
Limited coordination between law enforcement, toxicology, courts, treatment providers, 
licensing, and community programs weakens the overall system response. 

• Disparities in outcomes reflect inequitable system design (Program Coordination / Culture 
Change) 
American Indian and Alaska Native individuals and other overrepresented populations 
experience higher rates of impaired driving fatalities, indicating gaps in culturally responsive 
prevention, treatment, and system engagement. 

• Limited integration of Tribal and community led approaches (Program Coordination) 
Current approaches do not consistently incorporate Tribal knowledge, local leadership, and 
community driven strategies. 

• Increased access to impairing substances without system adaptation (Program Coordination 
/ Culture Change) 
Expansion of alcohol, cannabis, and legal psychoactive substances (ex: kratom, nitrous oxide) 
availability has increased exposure to risk without proportional changes in prevention, 
enforcement, and system capacity. 

• Increasing complexity of impairment beyond alcohol (Program Coordination / Enforcement) 
The rise in cannabis and poly substance use has shifted impairment patterns beyond 
traditional alcohol focused systems, requiring adaptation across enforcement, education, and 
adjudication. 

• Prevention strategies are not effectively reaching youth and young adults (Culture Change) 
Higher rates of impaired driving among younger populations, particularly cannabis related, 
indicate gaps in targeted messaging and early intervention. 

• Rural roadway and environmental risk factors increase severity (Program Coordination / 
Culture Change) 
Rural roads with limited lighting, higher speeds, and challenging geometry increase crash risk 
and severity, compounded by limited transportation alternatives. 
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• High-risk behaviors co-occurring with impairment are not fully addressed (Program 
Coordination) 
Speeding, low seat belt use, and risky driving behaviors frequently co-occur with impairment 
but are not consistently addressed as part of a comprehensive strategy. 

• Pedestrian impairment is an under addressed factor (Program Coordination / Culture 
Change) 
A significant portion of pedestrian fatalities involve impairment, indicating a gap in prevention 
strategies that address both drivers and vulnerable road users. 

• Expand and sustain high visibility enforcement and DUI patrols (Enforcement) 
Increase funding and support for local and state law enforcement to rebuild DUI arrest levels 
and strengthen deterrence through visible, consistent enforcement. 

• Invest in officer training and tools for polydrug impairment detection (Enforcement / 
Adjudication and Prevention) 
Expand Advanced Roadside Impaired Driving Enforcement (ARIDE) and Drug Recognition 
Expert (DRE) capacity and provide updated training and resources to improve detection and 
case development for multi substance impairment. 

• Increase focus on speed as a co-occurring risk factor (Enforcement) 
Expand speed management strategies, including enforcement, education, and engineering, 
recognizing the strong link between speeding and impaired driving. 

• Improve toxicology, phlebotomy, and forensic systems (Adjudication and Prevention / Post-
Crash Care) 
Invest in lab capacity, staffing, timely blood draws, and forensic processes to reduce delays 
and strengthen evidence for prosecution. 

• Strengthen crash investigation and data systems (Traffic Safety Data) 
Expand Event Data Recorder (black box) data collection, standardized speed analysis, and 
crash reconstruction capacity to improve understanding of crash dynamics and inform 
prevention strategies. 

• Enhance data quality, integration, and use for decision making (Traffic Safety Data) 
Improve accuracy and timeliness of PTCR and ADR systems and strengthen data sharing across 
partners to better identify trends and evaluate outcomes. 
Improve timely DUI crash data sharing with Washington State Liquor and Cannabis Board 
(Traffic Safety Data) 

• Strengthen DUI adjudication through training and system coordination (Adjudication and 
Prevention) 
Provide targeted training for prosecutors, judges, and law enforcement to improve case 
outcomes and consistency across jurisdictions. 

• Expand and strengthen therapeutic court and treatment-based interventions (Adjudication 
and Prevention) 
Support DUI courts and other models that address substance use and mental health together, 
particularly for repeat offenders. 

• Integrate behavioral health and substance use treatment into DUI response (Adjudication 
and Prevention) 
Promote coordinated, long-term interventions that address underlying causes of impaired 
driving beyond punitive measures. 



Ch. 4_4.5: Impaired Driving 

106 | P a g e  
 

• Improve compliance and monitoring systems for DUI sanctions (Adjudication and Prevention) 
Strengthen systems to ensure ignition interlock and other court ordered requirements are 
implemented and monitored effectively. 

• Enhance public confidence through transparency and communication (Adjudication and 
Prevention) 
Increase visibility of enforcement and prosecution outcomes to reinforce deterrence and 
rebuild trust in the system. 

• Enhance prevention efforts targeting youth and young adults (Adjudication and Prevention) 
Expand community norms and education strategies focused on cannabis, alcohol, and 
speeding among younger drivers. 

• Address the changing substance use environment through education and policy alignment 
(Culture Change) 
Align prevention, enforcement, and messaging with increased availability of alcohol and 
cannabis. 

• Invest in culturally responsive and community led strategies (Culture Change) 
Support Tribal and community-based programs that reflect local needs, values, and 
leadership. 

• Strengthen partnerships with Washington State Liquor and Cannabis Board and licensees 
through education and prevention (Culture Change / Enforcement) 
Develop and expand education and engagement with alcohol and cannabis license holders to 
prevent overservice and impaired driving. This includes training, outreach, and collaboration 
with LCB to reinforce responsible service practices and awareness of impairment risks. 

• Strengthen partnerships with Tribal governments, rural communities, and underserved 
populations (Culture Change) 
Expand engagement, improve access to funding, and support collaborative planning to ensure 
solutions are locally driven and sustainable. 

• Expand rural focused strategies (Culture Change) 
Invest in transportation alternatives, safe ride options, and infrastructure improvements to 
reduce impaired driving risk in rural communities. 

• Improve system integration and cross-sector coordination (Program Coordination) 
Strengthen collaboration between law enforcement, courts, toxicology labs, treatment 
providers, and community organizations to create a more seamless system response. 

• Address impaired pedestrian risk through targeted strategies (Culture Change /) 
Develop prevention and education efforts that address impairment among pedestrians, 
particularly in high-risk communities. 

 
Performance Measures  

• UC-5: Number of fatalities involving a driver or motorcycle operator with a BAC over the limit 
(imputed).  

• SD-6: Police reported/toxicology confirmed impaired driver involved fatalities.  
 

Countermeasure Strategies 
1. Enforcement 
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2. Adjudication and Prevention 
 

Countermeasure Strategy #1: Enforcement 
Definition: Enforcement refers to countermeasures delivered to or through law enforcement 
agencies to increase the certainty, visibility, and effectiveness of traffic law compliance. This 
strategy encompasses enforcement activities, officer training, and supporting equipment and 
technology that strengthen agencies’ capacity to detect, deter, and respond to traffic safety 
violations. 

 
Application:  
WTSC will support the City of Seattle, the City of Spokane, and the Washington State Patrol 
(WSP), the stewards of Washington’s impaired driving training program, by supporting law 
enforcement’s Drug Recognition Expert (DRE) and Advanced Roadside Impaired Driving 
Enforcement (ARIDE) training programs, as well as dedicated stakeholder and community 
outreach efforts. WTSC will also deploy law enforcement officers dedicated to DUI enforcement. 
This will be implemented by funding full-time DUI enforcement officers in communities with high 
rates of impaired driving fatalities. 

 
Countermeasure(s):   

1. Enforcement of Drug-Impaired Driving;  
• 3-Stars (CTW) 

2. High Visibility Saturation Patrols  
• 4-Stars (CTW) 

3. Integrated Enforcement  
• 3-Stars (CTW) 

4. Program Evaluation and Data  
• Uniform Guideline 8, VI, Program Evaluation and Data.  

 
Countermeasure Strategy Link to Performance Targets:  

This countermeasure strategy supports reductions in impaired driving fatalities by increasing the 
likelihood that impaired drivers are detected, stopped, and removed from the roadway. This 
strategy focuses on strengthening the visibility, consistency, and effectiveness of enforcement to 
increase both the perceived and actual risk of arrest. 

 
Efforts under this strategy enhance law enforcement capacity to identify and respond to 
impairment, including emerging trends such as drug- and poly-substance use, while supporting 
sustained and targeted enforcement presence in locations and time periods with the highest risk. 
These activities are designed to improve detection capabilities, increase enforcement contacts 
with impaired drivers, and create a broader deterrent effect across the driving population. These 
efforts increase deterrence, improve the removal of impaired drivers from the roadway, and 
contribute to sustained reductions in impaired driving involved fatalities. 
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Consideration Used to Select Projects:  
Enforcement (a combination of four prior countermeasures found under four prior 
countermeasure strategies: 1) Enforcement of Drug Impaired Driving, 2) Integrated Enforcement, 
3) HVE, and 4) Sustained Enforcement) 
• Fatality Analysis Reporting System (FARS) data 
• Engagement with DUI courts and partner/stakeholder input 
• Highway Safety Program Guideline No. 15, Section 3 Training - Traffic Enforcement Services 
• Engagement from the law enforcement community to increase access to training to enhance 

efficiency and competency around DUI enforcement   
 
Countermeasure Strategy #2: Adjudication and Prevention 

Description: Adjudication and Prevention encompass countermeasures that influence behavior 
through evidence-based interventions or the justice system. This countermeasure strategy 
encompasses efforts that promote safety before violations occur, intervene with individuals 
identified through enforcement or screening as being at elevated risk, and reduce recidivism and 
harm among those who have committed serious or repeat traffic offenses. 

 
Application: WTSC will support a comprehensive impaired-driving prevention strategy by funding 
and expanding DUI courts, supporting court and offender monitoring, removing financial barriers 
for electronic home monitoring, and funding Traffic Safety Resource Prosecutors, toxicology lab 
services, and judicial outreach. Efforts will also include ignition interlock compliance monitoring, 
Screening, Brief Intervention, and Referral to Treatment (SBIRT) training through the University of 
Washington, and positive community norms campaigns focused on reducing cannabis-impaired 
driving among young drivers. In addition, WTSC will fund a statewide paid media campaign to 
increase deterrence and support a collaborative initiative addressing impaired pedestrian safety 
among college-age students, including education on walking, e-bike, and scooter safety.  
 

Countermeasure(s):  
1. Court Monitoring 

• c 
2. DWI Courts 

• 4-Stars (CTW) 
3. DWI Offender Monitoring 

• 4-Stars (CTW) 
4. Communication and Outreach 

• Mass Media Campaign, 4-Stars (CTW) 
5. Positive Community Norms 

• National Academies of Sciences, Engineering, and Medicine. 2018. A Strategic Approach to 
Transforming Traffic Safety Culture to Reduce Deaths and Injuries. Washington, DC: The 
National Academies Press. https://www.nap.edu/catalog/25286/a-strategic-approach-to-
transforming-traffic-safety-culture-to-reduce-deaths-and-injuries 
Ward, N.J., Schell, W., Kelley-Baker, T., Otto, J., & Finley, K. (2018). Developing a 
theoretical foundation to change road user behavior and improve traffic safety: Driving 

https://www.nap.edu/catalog/25286/a-strategic-approach-to-transforming-traffic-safety-culture-to-reduce-deaths-and-injuries
https://www.nap.edu/catalog/25286/a-strategic-approach-to-transforming-traffic-safety-culture-to-reduce-deaths-and-injuries
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under the influence of cannabis (DUIC). Traffic Injury Prevention. 
https://doi.org/10.1080/15389588.2018.1425548 

6. Screening, Brief Intervention, and Referral to Treatment 
• Using SBIRT (Screen, Brief Intervention, and Referral Treatment) Training to Reduce the 

Stigmatization of Substance Use Disorders Among Students and Practitioners - PMC 
(nih.gov) 

7. Alcohol Ignition Interlocks 
• 5-Stars (CTW) 

8. Toxicology Testing Support 
• Uniform Guidelines for State Highway Safety Programs, Guideline No. 8: Impaired Driving 

Section III. 
9. Traffic Safety Resource Prosecutors 

• Uniform Guidelines for State Highway Safety Programs, Guideline No. 8: Impaired Driving. 
Section III.D Prosecution. 

10. Adjudication 
• Uniform Guidelines for State Highway Safety Programs, Guideline No. 8: Impaired Driving. 

Section III.E Adjudication. 
 
Countermeasure Strategy Link to Performance Targets: 

This countermeasure strategy reduces impaired driving fatalities by addressing risky behavior at 
multiple points: before it occurs, when it is identified, and after an offense. This strategy 
integrates prevention-focused approaches with judicial system responses to reduce both initial 
and repeat impaired driving. 

 
Efforts under this strategy strengthen adjudication processes and supervision of high-risk 
individuals to reduce repeat offenses, while also expanding prevention approaches that intervene 
earlier in the trajectory of substance use and impaired driving. Prevention activities focus on 
increasing awareness of impairment risks, shifting social norms, and integrating screening and 
brief intervention practices to identify and address risky substance use before it results in a crash 
or arrest. These approaches are particularly important for reaching populations at elevated risk 
and reducing disparities in impaired driving outcomes. This strategy also strengthens the 
effectiveness and consistency of adjudication processes, enhances monitoring and supervision of 
individuals at high-risk, and expands access to interventions that address underlying substance 
use behaviors. These activities reduce barriers to compliance and support more timely and certain 
consequences for impaired driving offenses. Collectively, these efforts reduce recidivism, increase 
compliance with sanctions, and prevent impaired driving behavior, contributing to sustained 
reductions in impaired driving involved fatalities. 

 
Consideration Used to Select Projects:  

In selecting projects for funding, WTSC considers stakeholder input, traffic safety priorities, and 
identified system needs to ensure investments address the most significant opportunities for 
improving traffic safety outcomes. Engagement with the Washington Impaired Driving Advisory 
Council (WIDAC), law enforcement champions, probation officers, prosecutors, and treatment 

https://doi.org/10.1080/15389588.2018.1425548
https://pmc.ncbi.nlm.nih.gov/articles/PMC9850124/
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providers identified a need to increase access to training, education, and other practices that 
enhance efficiency, competency, and the implementation of best practices in adjudication and 
impaired driving prevention strategies. Stakeholder feedback, combined with available traffic 
safety data and an assessment of statewide needs, informs the selection of projects designed to 
strengthen the impaired driving program. 

 
Federal Fund Description 

Countermeasure 
Strategy 

Federal Funding Source: Estimated 3-Year 
Allocation: 

Adjudication and 
Prevention 

405g Nonmotorized Safety; 405d Impaired 
Driving Mid; 405d 24 7 Sobriety; 164 
Transfer Funds 

$7,124,569 
 
 

Enforcement 405d Impaired Driving Mid; 405d 24 7 
Sobriety; 164 Transfer Funds 

$5,413,254 
 

Total $12,537,823 
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4.6: Motorcycle Safety 
 
Problem Identification 

Motorcyclists face a much higher risk of being seriously injured or killed in crashes than other 
road users. Although motorcycles make up only three percent of registered vehicles and are 
involved in just three percent of crashes in Washington, motorcyclists accounted for 16% of all 
traffic deaths from 2021–2025, with 584 fatalities. In 2023, Washington recorded a record-high 
142 motorcyclist deaths. Fatalities declined to 113 in 2024 and an estimated 105 in 2025, but 
motorcycle crashes remain a major traffic safety concern. 
 
Motorcyclists are especially vulnerable because they lack the protection provided by seat belts, 
airbags, or a vehicle frame. Data from 2015–2024 show that many fatal motorcycle crashes 
involved risky behaviors such as impaired riding, speeding, distracted driving, and failure to yield. 
Licensing is also a concern. Over the past decade, 35% of motorcyclists killed in crashes were not 
properly licensed, did not have a motorcycle endorsement, or had an unknown license status. 
Among Washington residents killed in motorcycle crashes, 40% were not legally licensed, 
increasing to 54% in 2024. 
 
More than half (53%) of motorcycle fatalities occurred on weekends, and fatal crashes were most 
common in heavily populated counties such as King, Pierce, Snohomish, Clark, and Spokane. Many 
riders involved in fatal crashes also had previous traffic violations, indicating a pattern of risky 
riding behavior. 
 
These trends highlight the need for continued motorcycle safety efforts focused on rider training, 
proper licensing, sober riding, safe speeds, protective gear, and public awareness. Washington’s 
Motorcycle Safety Program uses data-driven strategies and the Safe System Approach to reduce 
fatalities and serious injuries by improving rider behavior, road safety, vehicle safety, speed 
management, and post-crash care. Continued monitoring of crash and licensing data is essential 
to identify risks and guide effective safety measures. 
 
Concern: Vulnerable Road Users 
Motorcycle riders are vulnerable road users and over-represented in crashes resulting in serious 
injuries and fatalities. Compared to other types of motor vehicles, a motorcycle offers the rider 
very little protection. Motorcycle riders don’t have crash protection of a steel cage, seat belts, air 
bags, and other modern safety features. In the last five years (2021 through 2025), motorcycles 
made up only three percent of the registered vehicles on Washington’s roads. They accounted for 
only three percent of the total crashes, but motorcyclists were 16% of all traffic fatalities (584 of 
3,605) in Washington. In 2023 alone, there were 142 motorcycle rider fatalities in Washington, 
the most in a single year in our state’s history. In 2024 we saw a 20% reduction with 113 rider 
fatalities. 
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Hope: Reduction in Fatalities 
Preliminary 2025 data show another reduction with 103 motorcyclist fatalities on Washington’s 
roads. This is a nine percent reduction from 2024 (113 down to 103) and a 27% reduction from 
2023 (142 down to 103). While one motorcyclist serious injury or fatality is unacceptable, it’s 
hopeful to see this reduction. 
 
Motorcycle crashes are preventable. WTSC’s Motorcycle Safety Program Plan is a vision to reduce 
roadway fatalities and serious injuries by training and empowering motorcycle riders, partners, 
and grantees to apply the Positive Culture Framework and the Safe System Approach.  
The Safe System Approach has been adopted by the WTSC and our Commission agencies as a 
proven and effective way to address risks that result from our enormous and complex 
transportation system. It is a holistic and comprehensive approach to prevent crashes and 
minimize the severity of crashes and the harm caused to those involved when crashes do occur.  
 
Washington’s Motorcycle Safety Program Plan supports the Safe Systems Approach by addressing 
all five key objectives: safer people, safer roads, safer vehicles, safer speeds, and post-crash care, 
to reduce rider injuries and fatalities. We emphasize proactive, multi-layered protections, 
focusing on rider training, vehicle technology (like ABS), infrastructure improvements, and 
protective gear to prevent crashes and minimize injury severity. Safety is proactive; Responsibility 
for safe travel is shared by motorcyclists and all other motorists; Humans are vulnerable; Humans 
make mistakes; Encouraging safer speeds; Safer (and trained) people; Deaths and serious injuries 
are unacceptable. 
 
Summary of Crash and Other Consequences Data 
All projects in our Motorcycle Safety Program are data driven. Many riders involved in motorcycle 
crashes, regardless of severity or other vehicle involvement, were found to have taken specific 



Ch. 4_4.6: Motorcycle Safety 

113 | P a g e  
 

actions that contributed to the crash. In the last 10 years (2015-2024) there were 984 
motorcyclist fatalities, with 39% of those occurring in the last three years (2022-2024). Of these 
motorcyclist fatalities in these 10 years: 
 
These data charts show causing factors in fatal motorcycle crashes in Washington from 2015 

through 2024. Causation factors shown are any impaired driver-involved, any speeding driver-
involved, any distracted driver-involved, and any driver failed to yield. 
• 35% of motorcyclists who died in crashes in the last 10 years didn’t have a valid motorcycle 

license endorsement, didn’t have a driver license, or had an unknown license status (342 of 
984). Some of these fatalities were non-Washington residents. DOL reports that of the 
Washington residents who died in a motorcycle crash in the last 10 years, 40% were not 
legally licensed. In 2024 alone, this number increased to 54%. 

 
• 53% occurred on Friday, Saturday, or Sunday. 
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• Most fatal crashes occurred on roads with posted speed limits of 30–40 mph (407 fatalities), 

followed by 45–55 mph (282 fatalities). Together, these speed ranges accounted for the 
majority of fatalities, while fewer occurred on roads with lower or higher speed limits. 
 

 
 

• Most fatal crashes occurred on state routes (276 fatalities), county roads (267 fatalities), and 
city streets (232 fatalities). Together, these road types accounted for the majority of fatalities, 
while fewer occurred on interstates and U.S. highways. 
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The counties with the highest number of motorcyclist fatalities correlated with the most 
populated areas and most travelled roads in our state including King, Pierce, Snohomish, Clark, 
and Spokane counties.  
 
Adding to the challenge is the notable proportion of these riders had a history of prior offenses, 
indicating potential patterns of risky behavior. This highlights the importance of addressing rider 
behavior through education, training, and awareness campaigns to enhance overall motorcycle 
safety in Washington.  
 
We work with Washington’s Department of Licensing (DOL) to review rider licensing, training, and 
registration information. We review the frequency and causation factors of motorcycle crashes. 
We obtain user data from our social media and website accounts to learn more about the rider 
community and reach and frequency of our messages. We use this data to guide our projects and 
evaluate their effectiveness throughout the year.  
 
Washington promotes effective evaluation by: 
• Analyzing Police Traffic Collision Reports (PTCR) and data dashboards to learn of motorcycle 

crash causation factors. In April of 2025 we completed a Fatality Case Review where a team of 
more than 15 subject matter experts reviewed and discussed 10 motorcyclist fatalities. This 
confirmed the importance of program activities promoting license endorsements, training, 
safe speeds, and sober riding. 

• Encouraging, supporting, and training localities in process, impact, and outcome evaluation of 
local programs 

• Conducting and publicizing statewide surveys of public knowledge and attitudes about 
motorcycle safety 

• Maintaining awareness of trends in motorcycle crashes 
• Evaluating the use of program resources and the effectiveness of existing countermeasures 

for the general public and high-risk population 
• Supporting the collection of accurate motorcycle vehicle miles traveled (VMT) data 
• Ensuring that evaluation results are used to identify problems, plan new programs and 

improve existing programs 
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Summary of Behaviors and Beliefs  
The Washington Traffic Safety Commission sponsored a statewide Traffic Safety Survey in each of the 
past three years (2023-2025) to understand more about drivers’ attitudes and behaviors towards 
safety of the traveling public and help WTSC inform new initiatives to reduce traffic fatalities and 
serious injuries. In those three years we received 33,118 survey responses. 
https://wtsc.wa.gov/statewide-survey/  
 
There were 11,595 respondents to the latest Statewide Survey in 2025. Of those respondents, 11% 
reported driving a motorcycle in the past five years.  

 

 

https://wtsc.wa.gov/statewide-survey/
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Most serious injury and fatal motorcycle crashes are caused by rider error and choices. Impairment, 
excessive speeds, speeding too fast for conditions, following too closely, and loss of lane control or 
running off the road are the leading causes of these crashes.  
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On average, Washington’s weather is wet and cold for about six months per year, and we see very 
few motorcycles on the road in the fall and winter. As a result, most motorcyclists in Washington 
only ride about six months per year. Even then it’s mostly recreational, which means some evenings 
after work and on weekends. This can cause a rider’s skills to diminish and their motorcycle to need 
additional maintenance. 

 
Systemic Problems/Gaps  
We will focus on countermeasures that influence all riders to ride sober, training, ride legally 
endorsed, and reduce their speed. 

 
Motorcycle Training: 
Safe road users play a critical role in the ecosystem of our roadways. Skilled, trained and endorsed 
motorcyclists are less likely to be involved in serious injury or fatal collisions. In 2024, 101 of the 113 
motorcyclist fatalities on Washington’s roads were known Washington residents. Of those 101 
riders, 72 had no training on record. Trends indicate that training can reduce skills-based crashes, 
but traffic safety practitioners must also focus on improving behavior and decision-making to 
further reduce fatality and serious injury crashes. Over a lifetime of riding, static training events, 
taken only one or two times, will only go so far. Current Washington law only requires motorcycle 
rider training for people younger than 18 years old. This law was updated and by 2031 all riders up 
to age 22 will need to complete training to get a motorcycle license endorsement. A proactive traffic 
safety culture involves taking a wholistic approach to a rider’s lifetime that can change results. 
 

Opportunities Training:  
The need to increase the number of motorcycle riders who complete beginner and advanced rider 
training is essential to reducing crashes. Data shows that riders who complete training are involved in 
fewer serious injury and fatal crashes. We will pursue opportunities to encourage more advanced 
training as riders progress in their skills.  
 
Motorcycle Registrations: 
As of June 30, 2025, DOL reported 194,155 motorcycle registrations. Washington has seen a 
reduction in the number of registered motorcycles in each of the last five years.  
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Motorcycle License Endorsements: 
At the end of calendar year 2025, DOL reported 415,638 motorcycle license endorsements in 
Washington. In 2020 there were 431,882 endorsements, and we’ve experienced a decline annually 
in the last several years.    
 
A motorcycle license endorsement is required in Washington to legally operate a motorcycle. 
Currently, motorcycles may be purchased and registered in Washington without a valid motorcycle 
endorsement.  DOL data showed that 20% of motorcycles in Washington are registered to individuals 
without a motorcycle license endorsement.  
 
The decline in the number of endorsed riders is concerning because we know some people are still 
operating a motorcycle without a legal license endorsement. Some are riding without a valid driver's 
license at all.  
 
The steady decrease in endorsements is also concerning, as this is the source of funding for DOL’s 
Motorcycle Safety Program to pay subsidies to assist people in paying to attend rider training 
schools. 
 
Opportunities: Motorcycle License Endorsement  
In 2020, DOL made significant changes to Washington’s motorcycle testing and endorsement process 
and requirements. The testing requirements to get a motorcycle endorsement in 49 other states will 
only get riders a permit in Washington. Of the 133 motorcyclist fatalities in 2022, there were 118 
riders with a Washington driver's license (the other riders had licenses from other states). DOL 
knows that of those 118 riders licensed in Washington, it was split equally between endorsed and 
unendorsed riders. But of the 59 endorsed riders, 50 of them received their license endorsement 
prior to the testing changes. We hope that Washington’s stronger testing and endorsement process 
will result in endorsed riders who have more knowledge and better skills upon first earning their 
license endorsement. 
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Washington’s Motorcycle Impound Law: 
In Washington State, RCW 46.55.113 (h) states a police officer can order the impound of a 
motorcycle upon determining that a person is operating a motor vehicle without a specially 
endorsed driver’s license.  
 
Anecdotally, law enforcement officers alerted us to a growing belief among some riders that they 
can ride without a license endorsement and won’t get caught, or that the law won’t be enforced. 
Often a rider without a valid motorcycle license is operating a motorcycle that’s not registered to 
them. This tells us that they often borrowed motorcycles and are riding with very little skill or 
experience. This is an opportunity to encourage the importance of riding with a license 
endorsement, promote Washington’s Motorcycle Impound Law, and encourage law enforcement 
officers to impound all motorcycles operated by an unendorsed rider. We hear from law 
enforcement officers that agencies don’t always have the staff or resources to tow a motorcycle. We 
are working with the Criminal Justice Training Commission (CJTC), WA Association of Sheriffs and 
Police Chiefs (WASPC), and WSP to educate officers on the importance of riders having a license 
endorsement and the effectiveness of impounding a motorcycle when ridden illegally.  
 
In 2024, DOL conducted a postcard mailing and social media campaign. As a result, we observed a 
10% decrease in unendorsed motorcycle owners in the state. This campaign led to 970 riders getting 
training and 1,616 adding an endorsement, while another 3,083 moved out of state. We will 
continue to reach motorcyclists who don’t have a legal license endorsement on record. 

 
Opportunities: Washington’s Motorcycle Impound Law 
We are focusing on all motor vehicle operators, including motorcycle riders and all other motorists. 
We will focus messages to all riders promoting beginner and advanced training, safe speeds, sober 
riding, and protective gear. We will also focus messages on increasing motorist awa 

 
Focus Age Groups: 
One focus population includes riders 18-34 years old who mostly ride sport bikes. They accounted 
for 350 of the 984 (36%) fatalities. There is an opportunity to market safe riding messages in our 
young driver and Safe Roads Challenge messaging.  
 
There is also an older population of riders 50-69 who primarily ride larger cruiser motorcycles. 
They accounted for 311 of the 984 (32%) fatalities. These riders may have operated a motorcycle 
when they were younger. They stopped riding for many years to concentrate on their careers and 
raising families. Then later in life they purchase another motorcycle. Or some people decide to 
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purchase a motorcycle and start riding for the first time at age 40+. We are conducting outreach 
and education to those riders around the importance of beginner and advanced rider training.  

 
Performance Measures 

• SC-2: Number of motorcyclist fatalities 
• SD-2: Number of unhelmeted motorcyclist fatalities 

 
Countermeasure Strategies  

1. Culture Change 
 
Countermeasure Strategy #1: Culture Change 

Definition: Culture Change encompasses countermeasures that influence public beliefs, social 
norms, and expectations around traffic safety. This countermeasure strategy focuses on creating 
an environment in which safe behaviors are understood, valued, and socially reinforced by 
increasing awareness, shifting attitudes, and supporting voluntary compliance. 
 
Application: WTSC will use funding to promote motorist awareness of motorcycles, and outreach and 
education to motorcycle riders regarding the importance of beginner and advanced training.  

 
Countermeasure(s):   

1. Communication (promoting the following activities:)  
Justification 



Ch. 4_4.6: Motorcycle Safety 

122 | P a g e  
 

• Recommendations from the 2017 NHTSA Washington State Motorcycle Safety Program 
Assessment 

• November 2006 NHTSA Uniform Guidelines for State Highway Safety Programs. Highway 
Safety Program Guideline Number 3: Motorcycle Safety- 
• II. Motorcycle Personal Protective Equipment 
• III. Motorcycle Operator Licensing 
• IV. Motorcycle Rider Education and Training 
• V. Motorcycle Operation Under the Influence of Alcohol or Other Drugs  
• IX. Motorcycle Rider Conspicuity and Motorist Awareness Programs  
• XI. Program Evaluation and Data 
• November 2006 Speeding and Speed Management (NHTSA Uniform Guidelines for State 

Highway Safety Programs. Highway Safety Program Guideline Number 19) 

 
Countermeasure Strategy Link to Performance Targets 

The Culture Change countermeasure strategy supports reductions in motorcyclist fatalities by 
influencing rider and driver behaviors, attitudes, and social norms related to motorcycle safety. 
This strategy focuses on increasing awareness, improving decision-making, and promoting safer 
interactions between motorcyclists and other road users. These approaches aim to shift norms 
and expectations around motorcycle safety, making safe behaviors more visible, accepted, and 
routine among both riders and the driving public. These efforts improve rider preparedness, 
increase protective behaviors such as helmet use, and reduce risky interactions on the roadway, 
contributing to sustained reductions in motorcyclist fatalities. 

 
Consideration Used to Select Projects: 

Public engagement with riders and other motorists, statewide crash data from WTSC dashboards 
and the DOL Crash Portal, findings from Fatal Case Reviews, input from Washington Motorcycle 
Safety Education Advisory Board, Washington’s Statewide Survey, NHTSA Region 10 Motorcycle 
Safety Program meetings, National Agenda on Motorcycle Safety (NAMS), NHTSA-facilitated state 
motorcycle safety program assessments, and NHTSA Countermeasures That Work.  

 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Culture Change 405f Motorcycle Programs $358,500 
Total $358,500 
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4.7: Nonmotorized 
 
Problem Identification 

Active transportation users, including pedestrians, bicyclists, people using mobility devices, and 
emerging e-micromobility users, continue to experience a disproportionate share of traffic 
fatalities and serious injuries in Washington. Recent trends show increasing pedestrian deaths 
and serious injuries, rising bicyclist injuries, persistent demographic and geographic disparities, 
and ongoing safety challenges related to speed, visibility, roadway design, impairment, and 
infrastructure gaps. Findings from crash data and fatal case reviews indicate that these outcomes 
are driven by a combination of human behavior, vehicle characteristics, land-use patterns, and 
systemic transportation factors. Together, these trends demonstrate the need for a 
comprehensive approach to improving safety for active transportation users and reducing the risk 
of fatal and serious injury crashes statewide. 
 
Summary of Crash and Other Consequences Data 
Active transportation users (ATUs), including people walking, rolling, and bicycling, remain at 
disproportionately high-risk of fatal and serious injury on Washington State roadways compared 
with motor vehicle occupants. Between 2020 and 2024, motor vehicle-involved crashes resulted 
in an estimated combined 14,066 Active Transportation User (ATU) fatalities and injuries, 
including 775 fatalities and 2,728 serious injuries. Pedestrians account for the majority of severe 
outcomes: pedestrian fatalities increased 44% (from 110 in 2020 to 158 in 2024), and serious 
injuries increased 55% (from 303 to 470). Bicyclist fatalities remained relatively stable at 
approximately 15 per year, but serious injuries increased 80%, reflecting both rising exposure and 
the limited physical protection afforded to bicyclists. 
 
Pedestrian Fatalities by Year, 2020-2024 

 

Figure 1Pedestrian fatalities increased 44% (from 110 in 2020 to 158 in 2024). 
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Overall, ATU fatalities and serious injuries are geographically concentrated. Urban counties—King, 
Pierce, Snohomish, and Clark experience the highest absolute numbers of severe outcomes, 
concentrated in cities such as Seattle, Spokane, Tacoma, Kent, Everett, and Vancouver. Rural 
counties, including Grant, Yakima, Spokane, and Grays Harbor, exhibit the highest per-capita ATU 
fatality rates, reflecting factors such as lower population density, limited or discontinuous active 
transportation infrastructure, higher operating speeds, and reduced roadway lighting. These 
patterns highlight that risk is context-specific, requiring interventions tailored to both 
environmental conditions and roadway user behaviors. 
 
Active transportation user fatalities from 2020–2024 show clear demographic patterns by age, 
sex, and race/ethnicity. Deaths were most concentrated among adults ages 30–44, who 
accounted for over a quarter of all fatalities (28%), with a secondary concentration among adults 
ages 60–64 (10%). Males comprised the majority of those killed, representing 70% of fatalities 
during this period. Racial and ethnic patterns also differ from Washington’s overall population 
distribution. While White individuals make up a share of ATU fatalities like the proportion of state 
residents, Black and American Indian/Alaska Native individuals are disproportionately 
represented in fatality counts relative to their population shares. In contrast, Asian/Pacific 
Islander, Hispanic, and multiracial individuals are underrepresented compared to their presence 
in the statewide population. Together, these patterns point to persistent inequities in exposure to 
traffic risk and in safety outcomes across Washington communities. 
 
Active Transportation User Fatalities by Year, 2020-2025 (WTSC data dashboards, 
www.wtsc.wa.gov) 
 

 
WTSC dashboard analyses indicate that between 2020 and 2024, seven out of ten ATU fatalities 
occurred during nighttime or low-visibility conditions, even in areas with lighting. Fatalities also 
peak from September through January, when Washington experiences less daylight. Reduced 
visibility interacts with driver and ATU behavior, increasing the likelihood of severe outcomes. 

 
Pedestrian and Personal Mobility Device Breakdown (2020-2024, WTSC Data Dashboards) 
Pedestrian (including those using personal mobility devices) fatalities from 2020–2024 show 
consistent demographic and situational patterns. Deaths were most concentrated among adults 
ages 30–44, with particularly high counts in the 30–34 (73), 35–39 (56), and 40–44 (67) age 
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ranges. Older adults were also heavily represented, especially those ages 60–64 (70) and 65–69 
(48), indicating elevated risk at both mid-life and older ages. Males comprised the majority, 
accounting for 480 deaths, compared to 223 females and a small number with unknown sex. 
 
Racial and ethnic patterns reveal disparities relative to population distribution. White individuals 
accounted for the largest number of fatalities (427), followed by Hispanic (79), Black (53), 
Asian/Pacific Islander (49), and American Indian/Alaska Native individuals (47). When considered 
alongside statewide population demographics, Black and American Indian/Alaska Native 
individuals remain disproportionately represented among fatalities, while Asian/Pacific Islander 
and Hispanic individuals account for a smaller share of fatalities relative to the population. 
 
Crash circumstances further characterize risk. In most fatalities, the striking vehicle was an SUV 
(169) or a passenger car (262). Incidents most often occurred on roadways outside marked 
crosswalks (474), with substantially fewer deaths at marked crosswalks at intersections (83). A 
large share occurred in dark lighting conditions, either dark-lighted (323) or dark-not lighted 
(165)—exceeding those in daylight (158). Driver behaviors such as failure to yield right-of-way 
(315 cases), improper crossing situations (220), and ATUs being in the roadway improperly (150) 
were frequently documented. Driver impairment was noted in 12% of cases, and driver 
distraction in 15%, while ATU impairment was recorded in a much larger share (44%). 
 
Together, these patterns indicate that fatalities among pedestrians are shaped by a combination 
of demographic vulnerability (age), racial inequities, roadway design and crossing context, 
nighttime visibility conditions, and both drivers' and pedestrians’ behavioral factors. 
 
Pedalcyclist Breakdown (WTSC Data Dashboard, 2020-2024) 
Pedalcyclist fatalities display distinct demographic and crash-pattern characteristics. Fatalities 
were most concentrated among middle-aged and older adults, particularly those ages 55–59 (8 
deaths) and 60–64 (8 deaths), with additional elevated counts among 40–44 (7), 45–49 (6), 50–54 
(6), 70–74 (6), and 75–79 (6). Younger age groups were represented far less frequently. Males 
comprised the overwhelming majority of those killed (62), compared to females (5). 
 
Racial and ethnic patterns show that White cyclists accounted for the majority of deaths (55), 
with smaller counts among Hispanic (6), Asian/Pacific Islander (2), and single fatalities recorded 
among Black, American Indian/Alaska Native, Multiracial, and Other/Unknown individuals. While 
White cyclists represent the largest share numerically, these distributions should be interpreted 
alongside statewide population and exposure patterns to assess disproportionality. 
 
Crash circumstances further clarify risk factors. Most fatal crashes involved passenger cars (26) 
and SUVs (13) as the striking vehicle, followed by medium/heavy trucks (11) and light pick-up 
trucks (10). Fatalities most often occurred on the roadway outside marked crosswalks (30) or at 
non-intersection marked crossings (23), with relatively few occurring in marked crosswalks at 
intersections (3). Lighting conditions differed from pedestrian patterns, with most occurring in 
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daylight (41), and the remainder in dark-lighted (16) and dark-not lighted (7) conditions. 
 
Behavioral factors show that driver impairment and distraction were each noted in about 10% of 
crashes, and speeding was reported in a small minority of cases. In contrast, cyclist impairment 
was recorded in over half of fatalities (35 cases, 52%), and cyclist distraction in 12%. Nearly all 
cases involved the cyclist being documented as “in the roadway improperly” (66 cases), while 
failure to yield right-of-way by the driver was noted in 23 cases (34%). 
 
These findings indicate that pedalcyclist fatalities are strongly concentrated among male, mid-
older adults, frequently involve motor vehicles in standard travel lanes, rather than crossing 
contexts, occur often in daylight conditions, and are associated with a combination of vehicle 
interaction dynamics and behavioral factors, including notable prevalence of cyclist impairment. 
 
E-Micromobility 
The rapid expansion of e-micromobility has outpaced roadway design, operational guidance, and 
safety planning, resulting in environments that do not safely accommodate the speed, 
acceleration, weight, and maneuverability characteristics of e-bikes and e-scooters. E-
micromobility refers to small, lightweight, electric-powered transportation devices designed for 
personal, short-distance, low-speed travel in urban areas. These vehicles include e-bikes, e-
scooters, e-skateboards, and hoverboards, often supporting last-mile connectivity and sustainable 
transport initiatives.  
 
In Washington State, the rapid adoption of e-micromobility devices, including electric scooters, e-
bikes, and other small electric vehicles, has highlighted a critical safety concern tied to the 
education of both riders and drivers of traditional motor vehicles. Many riders lack formal training 
on safe operation, traffic rules, and hazard awareness specific to these devices, while drivers are 
often unfamiliar with how to anticipate or share the road with them.  
 
In Washington State, shared e-micromobility has grown substantially as an emerging 
transportation alternative, particularly in urban areas. In Seattle, the Seattle Department of 
Transportation reports that shared scooter and bike programs have expanded rapidly, with 
annual trips increasing sharply over recent years and the city recording over 10 million shared 
bike and scooter rides in 2025, a 60 % increase from the prior year, as well as continued growth in 
fleet size and protected cycling infrastructure to support safe use and connectivity with transit. 
Smaller cities are also embracing these services: Spokane’s WheelShare program, operated by 
Lime under a city contract, has provided sustained shared e-scooter and e-bike service since 2019, 
with nearly 370,000 trips and more than 500,000 miles logged in 2024, used for shopping, 
commuting, and local travel, and the city continues to extend this mobility option in 2026. 
Pullman and other municipalities are initiating or planning shared device pilots, and cities like 
Bellevue are updating micromobility codes to support safe integration with other road users. 
  
These developments reflect a statewide trend of expanding e-micromobility deployment, 
increased usage across varied urban contexts, and proactive policy engagement to enhance 
nonmotorized transportation choices. As an emerging technology, e-micromobility is subject to 
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evolving statutes and local ordinances related to device classification, sidewalk and roadway use, 
speed limits, and right-of-way. These rules are often inconsistently applied and poorly 
communicated across jurisdictions, resulting in confusion, unpredictable interactions, and 
increased crash risk. The lack of shared understanding places undue responsibility on individual 
users rather than being supported by a clear and self-explaining transportation system. 
 
Crash patterns in Washington further reflect systemic shortcomings rather than isolated behavior. 
E-micromobility injuries frequently involve single-user crashes associated with roadway defects, 
surface conditions, and abrupt transitions between facility types, with elevated risk during 
nighttime and low-light conditions. Without intentional integration of e-micromobility into 
Washington State’s Safe System and Vision Zero efforts, including improved education for all road 
users, infrastructure adaptation, and clearer regulatory alignment, these emerging modes risk 
increasing injury risk and reinforcing existing inequities faced by active transportation users. 
 
Summary of 2025 Fatal Case Review Findings 
The 2025 FCR cycle included analyses of the following fatal crash groupings: 

• Pedestrian fatalities in Kent (2022–2023) 
• Pedestrian fatalities in Spokane and Spokane Valley (2023) 
• Nighttime pedestrian fatalities on 35–45 mph roadways in South King County (2022–2023) 
• Statewide pedalcyclist fatalities (2024) 

 
Key Contributing Factors Identified 
Road Users 

• Pedestrian impairment was present in approximately half of reviewed cases. 
• A recurring high-risk pattern involved impairment, dark clothing, and midblock roadway 

presence at night. 
• Structural vulnerabilities, including houselessness, mental health crises, disabilities or low 

vision, and substance use disorders, increased exposure to unsafe walking conditions. 
• Young or newly licensed drivers were involved in multiple fatal crashes, with speeding and 

distraction commonly cited as contributing factors. 
• Nighttime pedestrian hit-and-run fatalities increased notably in South King County, 

representing a substantial share of long-term totals in this category. 
• A key systemic gap is the limited and inconsistent education of both e-micromobility riders 

and motor vehicle drivers regarding the laws governing e-micromobility use.  
 

Land Use and Exposure 
• Fatal crashes clustered along multi-lane arterial roadways embedded within residential 

and commercial areas, or “Stroads,” a term coined in 2011 by American civil engineer and 
urban planner Charles Marohn as a portmanteau of street and road. It describes a 
roadway that: 
o Lacks the pedestrian-friendly design of a street,  such as low-speed limits, narrow 

lanes, sidewalks, and traffic calming features. 
o Lacks the high-speed efficiency of a road,  such as limited entrances/exits, no parking, 
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and strict separation of pedestrians and vehicles. 
o Instead, it has wide lanes, high speed limits, and many driveways or intersections that 

connect to commercial areas, strip malls, and other automobile-oriented businesses 
• Many incidents occurred near transit stops or within short distances of victims’ homes, 

indicating that routine daily travel often requires navigating high-speed corridors. 
 

Vehicle Characteristics 
• Sport utility vehicles and pickup trucks were frequently involved in fatal crashes. 
• Higher front-end vehicle profiles and larger blind zones contributed to increased injury 

severity and reduced driver detection of vulnerable road users. 
• Case narratives indicate visibility limitations related to vehicle design, including A-pillar 

occlusion, particularly under low-light conditions. 
 

Speed Environment 
• Routine speeding, on average approximately 10 mph above posted limits, was commonly 

documented. 
• Many fatal crashes occurred on roadways posted at 35–45 mph, a speed range associated 

with a low probability of pedestrian or bicyclist survival when struck. 
 

Roadway Design 
• Corridors often featured four to eight travel lanes, long distances between marked 

crossings, and limited or absent midblock crossing opportunities. 
• Pedestrian and bicycle facilities were frequently absent, incomplete, or discontinuous; 

where present, infrastructure often prioritized pedestrian access over bicyclist safety. 
• Street lighting was commonly insufficient to ensure consistent visibility of people outside 

vehicles. 
• Large intersections sometimes included complex or conflicting signal phasing, including 

permissive right-turn-on-red movements. 
 

Post-Crash Systems and Data Quality 
• Delays in emergency notification were documented in some incidents. 
• Incomplete toxicology testing limited understanding of impairment-related factors. 
• Driver license reexaminations following fatal crashes were inconsistently documented. 
• Misclassification of crash severity (e.g., serious injury versus fatal) affected data reliability 

and trend analysis. 
 

The 2025 Fatal Case Reviews (FCRs) provide qualitative insight into persistent and systemic risk 
factors contributing to pedestrian, bicyclist, and other active transportation user (ATU) fatalities 
in Washington State. The reviews examined selected fatal crashes to identify recurring patterns 
and modifiable system failures. Although the findings are not statistically generalizable, they 
consistently illustrate how behavioral, environmental, and systemic conditions interact to 
produce fatal outcomes. 
 
Across reviewed cases, crash severity was shaped by the interaction of human factors, such as 
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substance impairment, distraction, and unsafe crossing or riding behaviors, with roadway design, 
traffic operations, and speed environments.  

• More than half of ATU fatalities involved pedestrians or bicyclists impaired by alcohol, 
drugs, or a combination of substances. Methamphetamine was detected in most cases 
examined.  

 
Fatal crashes frequently coincided with the following factors: 

• Speed 
• Intersection conflicts,  
• Motorist lane departures, and  
• Failure of ATUs to yield or cross safely.  

 
These patterns underscore that fatal outcomes rarely result from isolated or intentional risk-
taking; rather, they emerge when routine human error occurs within environments that offer 
little margin for survival. 
 
Fatal crashes consistently occurred in contexts where exposure to high-speed traffic is structurally 
embedded, particularly along urban and suburban arterials posted at 35–45 mph. Roadway 
design, land-use patterns, vehicle characteristics, and limited visibility combine to create 
conditions in which minor errors by drivers or ATUs result in fatal injuries. Vulnerable populations 
are disproportionately exposed due to housing instability, health conditions, mobility limitations, 
and reliance on walking, bicycling, or transit. Persistent gaps in data quality and post-crash 
procedures further constrain opportunities for accountability and prevention. 
 
Summary of Behaviors and Beliefs 
The Washington Traffic Safety Commission (WTSC) conducts an annual Statewide Survey to 
understand road user behaviors, risk perceptions, and safety culture across the state. The 2025 
survey collected 11,513 responses from a representative sample of adults, weighed to match 
Washington’s population demographics.  

 
Use of Public Roads: Nonmotorized Travel 

SECTION A. Behaviors 
1. Bicycling on Public Roads 
Question: How often do you ride a bicycle on public roads? 

 
From 2023 through 2025, responses regarding bicycling on public roads show modest changes 
within an overall pattern that the survey’s Key Findings describe as generally steady. Most 
respondents each year reported that they never ride a bicycle on public roads, and this 
proportion increased slightly across the three-year period (56.6% in 2023, 58.6% in 2024, and 
59.8% in 2025). 
 
Riding “a few times a year” remained the second most common response, fluctuating 
modestly (24.1% in 2023, 23.2% in 2024, and 25.1% in 2025). Higher-frequency riding 
categories, including monthly, weekly, and daily riding, showed gradual decreases over the 
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period. 
 
Although these directional changes suggest reduced participation among more frequent 
riders, the survey’s summary findings characterize overall public road use patterns as 
remaining steady from 2023 to 2025. As such, these changes should be interpreted as modest 
fluctuations rather than definitive shifts. Continued monitoring may help determine whether 
reductions in frequent bicycling represent emerging barriers to routine participation.  
 
Washington State is consistently ranked as one of the top, if not the number one, bicycle-
friendly state in the United States. Recent trends show a strong emphasis on infrastructure 
development, a significant surge in, but also a complex safety landscape for, cyclists 
 
Despite Washington State being highly rated for friendliness to bicyclists, fatal and serious 
injury crashes involving cyclists have increased statewide. Specifically, traffic crashes resulting 
in bicyclist fatalities increased by 80% from 2019 to 2023. According to the Washington State 
Department of Transportation, the percentage of people commuting by bicycle decreased 
from 0.9% in 2019 to 0.7% in 2023. 

 
2. Walking or Jogging on Public Roads 
Question: How often do you ride a walk or jog on public roads? 
 
Reported walking or jogging on public roads remained relatively stable from 2023 through 
2025. The proportion of respondents who reported never walking or jogging held steady at 
approximately 16–17%. Participation “a few times a year” and “about once a month” showed 
minor year-to-year variation, without a sustained directional pattern. 
 
Weekly participation remained consistent, fluctuating within a narrow range, and daily 
walking or jogging increased slightly over the period. Overall, the data indicate a stable 
pattern of pedestrian activity on public roads, consistent with the survey’s broader finding 
that road use across modes has remained generally steady. 
 
3. Public Transportation Use   
Question: How often do you use public transportation? 
 
Public transportation use exhibited minor year-to-year variation between 2023 and 2025. The 
proportion of respondents reporting never using public transit increased slightly over time, 
while weekly and daily use declined modestly. Monthly use showed a small increase. 
 
Consistent with the survey’s key findings, these variations occur within an overall pattern 
described as steady across travel modes. The changes observed in public transportation 
frequency should therefore be interpreted as incremental rather than substantial. 
 
Reported Incidents Involving Pedestrians, Cyclists, or Other Rolling Users 
In 2025, a new survey question assessed whether respondents or someone in their immediate 
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family had been struck by a motor vehicle while walking, biking, or rolling within the past 
12 months. In its first year of administration, 3.6% of respondents reported such an 
incident, 94.4% reported no incident, and 2.0% were unsure. 

 
Because this question was newly introduced in 2025, trend comparisons with prior years are 
not available. Nonetheless, the findings establish a baseline measure indicating that a 
measurable minority of households report recent direct experience with traffic-related 
incidents involving vulnerable road users. 

 
SECTION B. Beliefs 
Question: How dangerous do you believe it is to [travel by each method] on public roads? 

 
• Driving a Motor Vehicle 

Driving on public roads is generally perceived as moderately risky. Most respondents rated 
driving as slightly or moderately dangerous. From 2024 to 2025, there was a significant 
increase in the proportion of respondents who rated driving as “very dangerous,” 
accompanied by a decline in those who rated it “not at all dangerous.” These findings 
suggest a modest increase in perceived severity of risk associated with driving in 2025 
compared with the prior year. 

 
• Riding a Bicycle 

Bicycling on public roads is consistently perceived as more dangerous than driving. Across 
all three years, a substantial proportion of respondents rated bicycling as very or 
extremely dangerous. While percentages fluctuate modestly over time, bicycling remains 
the mode most frequently associated with higher perceived danger. These findings reflect 
sustained concern regarding cyclist safety. 

 
• Walking or Jogging 

Walking or jogging on public roads is generally perceived as less dangerous than bicycling 
but more concerning than driving for some respondents. Perceptions remained relatively 
stable from 2023 through 2025, with the majority of respondents rating walking or jogging 
as moderately, slightly, or not at all dangerous. Year-to-year differences were minor. 

 
• Public Transportation 

Public transportation is consistently perceived as the least dangerous mode of travel 
among those measured. Across all three years, a clear majority of respondents rated it as 
not at all or slightly dangerous. Although small fluctuations occurred, the overall pattern 
of comparatively low perceived risk remained stable. 

 
Perceived danger by travel mode survey data for 2023-2025 reveal consistent differences in 
perceived risk across travel modes. Taken together, these findings indicate that vulnerable 
road users, particularly bicyclists, are consistently viewed as facing greater danger on public 
roads. Perceptions of risk across modes have remained generally stable, with the most 
notable recent change being an increase in the share of respondents rating driving as very 
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dangerous in 2025. 
 
SECTION C. Perceived Importance of Traffic Deaths Involving Active Transportation Users 
In 2025, a new survey item assessed the perceived importance of traffic deaths involving 
people walking, biking, or rolling. Most respondents rated these deaths as “extremely 
important,” and a combined majority rated them as either extremely or very important. 
Smaller proportions rated them as moderately or slightly important, and approximately one-
quarter indicated that such deaths are not at all important. 
 
Because this question was newly introduced in 2025, trend comparisons with prior years are 
not available. However, the results provide an important baseline indicating that most 
respondents recognize pedestrian and cyclist fatalities as a significant traffic safety concern, 
while also identifying a notable minority that assigns lower urgency to these issues. 
 
Contextual Research on E-Scooter Use and Infrastructure 
External research conducted in Washington and neighboring states indicates that e-scooter 
users strongly prefer riding in bicycle lanes and avoiding sidewalks when protected 
infrastructure is available. Insufficient protected facilities are frequently cited as barriers to 
safe riding. Studies also show variation in safety perceptions across demographic groups, 
including heightened concerns among women and members of historically underserved 
communities, as well as accessibility challenges for individuals with disabilities. 
 

Systemic Problems/Gaps  
The following systemic barriers and gaps contribute to the disproportionate risk faced by active 
transportation users (ATUs) in Washington State: 

 
1. Infrastructure and Design  

• Many roadways, especially multi-lane arterials, lack continuous, protected, or 
adequately marked pedestrian and bicycle facilities. 

•  The frequency and placement of crossing opportunities and intersections may create 
complex or conflicting signal phasing, increasing risk for ATUs. 

• Limited or inconsistent street lighting, especially in areas with high night-time fatality 
rates, reduces visibility and increases the likelihood of severe outcomes. 

• Roadways with higher speed limits (35–45 mph) create risk for vulnerable users, 
offering minimal margin for survival in the event of a collision. 

• Many pedestrian and bicycle facilities are inadequately designed to safely 
accommodate e-micromobility users, with issues in width, surface quality, continuity, 
and separation, increasing the risk of crashes and conflicts.  

• Single-user e-micromobility device crashes, often caused by roadway defects and 
maintenance deficiencies, contribute substantially to injuries, especially in conditions 
where visibility is limited.  

 
2. Exposure and Land-Use Patterns 

• ATU fatalities cluster along corridors embedded in residential and commercial areas, 
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near transit stops, and near victims’ homes, highlighting that routine travel exposes 
users to high-risk environments. 

• Both urban and rural areas present unique risks: urban counties have the highest 
absolute numbers of severe outcomes, while rural counties exhibit the highest per-
capita fatality rates due to limited infrastructure, higher operating speeds, and lower 
lighting. 

 
3. Behavioral and Human Factors 

• Pedestrian and cyclist behaviors, such as crossing or riding outside designated areas, 
substance impairment, or distraction, interact with roadway hazards to increase risk. 

• Driver behaviors, including speeding, distraction, failure to yield, and impaired driving, 
frequently contribute to fatal outcomes. 

• Systemic vulnerabilities, including housing instability, health conditions, disabilities, 
and reliance on walking, biking, or transit, disproportionately expose certain 
populations to unsafe conditions. 

• Hands-on traffic safety training for youth is highly effective but often cost-prohibitive 
for universal implementation in schools. Resource constraints, including funding, 
staffing, and equipment, limit opportunities for students to engage in learning that 
strengthens pedestrian, bicyclist, and roadway safety skills.  

 
4. Vehicle Characteristics 

• Larger vehicles, such as SUVs and pickups, increase injury severity due to blind zones 
and limited driver visibility, particularly in low-light conditions. 

• Vehicle design features, such as A-pillar occlusion, interact with environmental 
conditions to exacerbate the risk for ATUs. 

 
5. Data and Post-Crash System Gaps 

• Incomplete toxicology testing and inconsistent documentation of license 
reexaminations limit understanding of impairment-related factors. 

• Misclassification of crash severity and delays in emergency response constrain 
accurate data collection, trend analysis, and opportunities for accountability. 

• Limited exposure and behavioral data restrict the ability to target interventions to 
high-risk groups effectively. 

• Data collection and safety planning are hampered by inconsistent classification of e-
micromobility devices and misalignment between safety investments and communities 
with the greatest need, exacerbating equity concerns. 

 
6. Equity and Demographic Disparities 

• Certain racial and ethnic groups, including Black and American Indian/Alaska Native 
individuals, are disproportionately represented in fatalities relative to their population 
share, indicating persistent inequities in traffic risk. 

• Washington State data illustrate that age, and sex disparities exist, with middle-aged 
and older adults, and males in particular, disproportionately affected, highlighting 
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systemic vulnerability in specific populations. 
• Children in lower-income communities often experience barriers that limit access to 

pedestrian and bicyclist safety education. These communities are less likely to have 
consistent pedestrian infrastructure, such as sidewalks, marked crosswalks, and traffic-
calming features, factors that increase crash risk and reduce opportunities for children 
to safely practice walking and bicycling skills. Economic barriers may also limit access 
to basic safety equipment such as bicycle helmets, lights, and reflective gear, 
contributing to lower observed rates of protective behaviors in disadvantaged areas. 
As a result, many children lack consistent exposure to age-appropriate safety 
messaging and modeled safe behaviors.  

• People with disabilities face elevated risks while traveling as pedestrians and bicyclists, 
with research showing they are overrepresented in fatalities and serious injuries. 
Contributing factors include inaccessible infrastructure, such as missing curb ramps, 
nonfunctional accessible signals, uneven sidewalks, and insufficient crossing times, and 
roadway designs and safety messaging that primarily serve non-disabled users  

• Individuals with disabilities often rely on wheelchairs, scooters, or other mobility 
devices. Current post-crash care systems do not systematically ensure the safe 
transfer, continuity, and availability of these devices from the crash scene through 
Emergency Medical Services (EMS) transport and hospital care. This creates 
unnecessary immobility, secondary injuries, and delays in recovery. 

 
7. Cultural and Behavioral Perception Gaps 

• Public perceptions of risk vary by travel mode, with bicycling perceived as substantially 
more dangerous than driving, while public transportation is seen as safest. 

• Although most respondents consider ATU deaths extremely or very important, a 
meaningful minority (25.9%) perceive them as not at all important, indicating gaps in 
public awareness or prioritization of pedestrian and cyclist safety. 

 
8. Emerging E-Micromobility Systemic Gaps (Including E-Bikes and E-Scooters) 

• Users face ambiguous operating conditions due to inconsistent regulations, unclear 
roadway versus sidewalk expectations, and limited signage, which heightens unsafe 
interactions with pedestrians and vehicles.  

• Injury patterns frequently involve head, facial, and upper-extremity trauma, 
underscoring gaps in protective equipment, rider education, and infrastructure that 
accommodates novice users.  

• Lack of statewide alignment and clear communication undermines compliance with 
laws and predictability. 
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Opportunities: 
 

Safe 
System 
Section 

Gap Opportunity  NATIONAL HIGHWAY TRAFFIC SAFETY 
ADMINISTRATION/FHWA Best Practices 

Safe Roads 

Lack of continuous 
and protected 
pedestrian & bike 
facilities 

Build protected bike lanes, multi-
use paths, continuous sidewalks 

FHWA Proven Safety Countermeasures; 
reduces conflict points and crash risk. 

Poorly designed 
crossings / complex 
intersections 

Implement pedestrian refuge 
islands, high-visibility crosswalks, 
leading pedestrian intervals 

Shown to reduce ped crashes by 40–50% 

Limited street 
lighting 

Upgrade lighting in high-risk 
corridors 

Supports visibility, reduces fatal 
outcomes 

Roadways unsafe for 
high-speed travel 

Implement road diets, traffic 
calming, reduced speed limits 

Lowers risk of fatal outcomes; aligns 
with speed management principles 

Inadequate 
micromobility 
infrastructure 

Widen lanes, separate 
micromobility paths, improve 
surface quality 

Emerging evidence supports reduction in 
single-user crashes 

Safe 
Speeds 

High-speed arterials 
in urban & rural 
areas 

Reduce speed limits, implement 
automated speed enforcement. 

Speed limit reduction is critical to ATU 
survival margins (National Highway 
Traffic Safety Administration. 

Safe 
Vehicles 

Impact of larger 
vehicles  

Promote adoption of AEB, blind-
spot detection, active 
transportation user alert systems 
and technology proven to reduce 
collisions and injury severity. 

Proven to reduce collisions and injury 
severity 

Vehicle design 
features  

Educate drivers on blind spots; 
encourage vehicle tech upgrades 

NATIONAL HIGHWAY TRAFFIC SAFETY 
ADMINISTRATION-recognized 
countermeasure 

Safe Road 
Users 

ATU risky behaviors 

Educational campaigns and 
curriculum that emphasize safe 
behavior at crossings, helmet use, 
visibility.  

Supported by the National Highway 
Traffic Safety Administration/Vision Zero 
initiatives 

Hands-on traffic 
safety training for 
youth is highly 
effective but often 
cost-prohibitive for 
universal 
implementation in 
schools statewide.  

Engaging printed materials ensure 
universal accessibility – statewide 
scalability and equitable reach. 
Development and statewide 
distribution of a developmentally 
appropriate nonmotorized traffic 
safety education book targeting 
young children and caregivers.  

Consistent with the National Highway 
Traffic Safety Administration’s evidence-
based countermeasures, scalable 
alternatives such as strategically 
distributed children’s educational 
material and peer-led programs can 
replicate hands-on experiences, 
providing practical, skills-based safety 
education to all students while 
overcoming budget and logistical 
barriers. One-time investment yields 
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Safe 
System 
Section 

Gap Opportunity  NATIONAL HIGHWAY TRAFFIC SAFETY 
ADMINISTRATION/FHWA Best Practices 

multi-year statewide reach, maximizing 
federal resource efficiency. 

Safe Road 
Users 

Driver risky behaviors HVE, public awareness programs Reduces severe crashes; evidence-based 

Cultural perception 
gaps 

Public awareness campaigns 
addressing risks & protective 
behavior 

Addresses perception vs. actual risk; 
encourages safer behaviors 

Post-Crash 
Care / Data 

Incomplete 
toxicology, 
misclassification, 
delay 

Standardize crash reporting, 
improve emergency response 

Aligns with National Highway Traffic 
Safety Administration best practices for 
accurate data & systemic improvement 

Post-crash care does 
not currently account 
for the transfer of 
electronic mobility 
devices 

The Cooper Jones Active 
Transportation Safety Council has 
prioritized this concern and 
authorized spending to address it 
regionally.  

National Highway Traffic Safety 
Administration promotes improving EMS 
response and patient outcomes through 
standardized protocols and training. 
Including mobility device handling in 
EMS training aligns with reducing post-
crash complications, improving patient 
safety. 

Safer Land 
Use 

High-risk corridors 
near homes, transit, 
stroads 

Integrate pedestrian- and bike-
friendly designs in development 
and policy 

Land-use planning that reduces exposure 
and conflict, recommended by National 
Highway Traffic Safety Administration 

Rural areas with 
high-speed roads & 
poor infrastructure 

Add sidewalks, crossings, lighting; 
reduce speed; improve shoulders 

Reduces per-capita fatality risk; context-
sensitive planning 

Equity / 
Vulnerable 
Populations  

Disproportionate risk 
for certain 
populations.  

Prioritize infrastructure, 
education, enforcement in high-
risk communities 

Central to Safe System philosophy: 
protect the most vulnerable first. 

In 2024 alone, 6 
students were killed 
in separate events 
within 10 feet of a 
school bus 
nationwide, 
according to the 
National School Bus 
Survey. 

Safe Routes to School Framework 
techniques like walking/biking 
school buses and safety audits can 
be used by communities to 
improve pediatric ATU safety and 
reduce injuries.  

 
According to the Governor’s Highway 
Safety Association, Safe Routes to School 
model has reduced traffic injuries and 
fatalities by more than 40%. 
 

Insufficient 
Accessible, 
Experiential Safety 
Training in Schools 

Research demonstrates that traffic 
safety behaviors are formed early 
in childhood. Deliver targeted 
safety education, both curriculum 
and hands on through 
programming tailored to people 

Consistent with Countermeasures That 
Work: A Highway Safety 
Countermeasure Guide for State 
Highway Safety Offices (11th ed.), 
reducing safety training disparities 
requires implementation of evidence-
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Performance Measures 

• UC-7: Number of pedestrian fatalities  
• SC-1: Number of bicyclist fatalities 

 
Countermeasure Strategies   

1. Culture Change 
2. Program Coordination 

 
Countermeasure Strategy #1: Culture 

Definition: Traffic safety culture generally refers to the shared beliefs, values, norms, and 
practices within a community or organization that influence how individuals think about and 
behave toward road safety. It reflects how safety is prioritized and acted upon by road users and 
stakeholders alike.  
 
In this context, culture change as a strategy implies shifting norms and shared expectations so 
that safe behaviors become the default and unsafe behaviors are socially disfavored. It underlies 
countermeasures in that they are designed to influence individual decisions in the short term and 
support longer-term normative changes in the way people approach traffic safety. 
 
Application: The nonmotorized program will implement the countermeasure strategy of culture 

Safe 
System 
Section 

Gap Opportunity  NATIONAL HIGHWAY TRAFFIC SAFETY 
ADMINISTRATION/FHWA Best Practices 

with visual, cognitive, and mobility 
impairments. 

based strategies, including targeted 
safety education tailored to those with 
visual, cognitive, and mobility 
disabilities. 

Low-income youth 
often experience 
barriers that limit 
access to ATU safety 
education.  

Evidence-based educational 
materials and programs that 
reinforce safe walking and 
bicycling practices, such as Safe 
Routes to School. 

These activities can address disparities 
by increasing knowledge, normalizing 
safe behaviors, supporting safer 
decision-making among young road 
users. 

Emerging 
Micromobil
ity  

Limited Law 
Enforcement 
Preparedness for 
Emerging e-Mobility 
Policies 

Law enforcement education, 
support local ordinance 
adaptation 

Reduces conflict points by connecting 
law enforcement to training on new e-
micromobility ordinances; highlights 
gaps in officer knowledge and consistent 
enforcement of regulations 

Unclear/shifting 
policy 

Develop statewide safety 
guidance document for e-
bikes/scooters  

Public education is a National Highway 
Traffic Safety Administration recognized 
countermeasure. An e-micromobility 
guide provides statewide scalability and 
equitable, digital reach. 
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change by leveraging public education initiatives to shift attitudes, expectations, and behaviors 
around nonmotorized safety locally and statewide, when funding allows. Through targeted 
outreach and resources, the program will educate members of the public, educators, parents, 
students, state agencies, grantees, and Target Zero managers on e-micromobility, bicyclist and 
pedestrian safety and risk reduction. Central to this effort is the statewide Active Transportation 
Safety Pedestrian Safety Toolkit, which provides best practices, training resources, and actionable 
guidance for service providers, Target Zero managers, and other stakeholders to improve 
pedestrian and active transportation safety. By delivering consistent, evidence-based messaging, 
education and practical tools, the program aims to normalize safe behaviors, embed pedestrian 
and micromobility safety into daily practice starting early, and reinforce a culture in which 
protecting vulnerable road users is standard across communities. 

 
Countermeasure(s):   

1. Public Education and Awareness Programs 
Justification: 
November 2006, Uniform Guidelines for State Highway Safety Programs, National Highway 
Traffic Safety Administration Highway Safety Program Guideline No. 14: 

• Section I. Program Management, pg. 1 
• Section VI. Communication Program, pg. 2 
• Section VII. Outreach Program, pg. 3 

 
2. Safe Routes to School 

Justification:  
• Safe Routes to School is an evidence-based, recommended countermeasure in 

Countermeasures That Work: A Highway Safety Countermeasure Guide for State Highway 
Safety Offices (11th ed.) demonstrated effectiveness in increasing safe active travel and 
reducing injury risk among children. 

• Safe Routes to School is explicitly included in CTW with at least a 3-Star effectiveness 
designation, indicating that it is supported by evidence to be likely effective based on a 
balance of evaluations.  

• Safe Routes to School programs are recognized in National Highway Traffic Safety 
Administration (2023) as a comprehensive approach combining education, 
encouragement, enforcement, and engineering to improve safety for child pedestrians 
and bicyclists. 

• Safe Routes to School (SRTS) is a comprehensive community‑based program that 
combines infrastructure improvements with education, encouragement, enforcement, 
and evaluation to increase walking/biking and improve safety for students.  

• Citation: National Highway Traffic Safety Administration (2023), Countermeasures That 
Work: A Highway Safety Countermeasure Guide for State Highway Safety Offices (11th ed.) 
Bicycle Safety, Safe Routes to School. 

• Supplemental Federal Reference: Federal Highway Administration. Safe Routes to School 
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Guide. 
 

3. Elementary-Age Child Pedestrian Training 
Justification: 
• Elementary‑Age Child Pedestrian Training for school‑age children is rated 3-Stars in 

Countermeasures That Work: A Highway Safety Countermeasure Guide for State Highway 
Safety Offices (11th ed.). 

• Research shows that structured pedestrian training leads to immediate improvements in 
children’s knowledge of safe street‑crossing behaviors and observable traffic safety 
practices in supervised contexts. 

• Child pedestrian training aligns with National Highway Traffic Safety Administration (2023) 
behavioral strategies that emphasize improving knowledge and decision-making skills 
among vulnerable road users, particularly children 

• Interactive, practice‑based training (e.g., streetside sessions or virtual simulations with 
feedback) tends to yield more durable improvements than lecture or video alone. 

• Citation (behavioral framework, National Highway Traffic Safety Administration (2023), 
Countermeasures That Work: A Highway Safety Countermeasure Guide for State Highway 
Safety Offices (11th ed.), Pedestrian Safety and Bicycle Safety, Behavioral Strategies; 
Understanding the Problem. 

• Supplemental Source, National Center for Safe Routes to School. Pedestrian and Bicycle 
Safety Education Resources. 

 
Countermeasure Strategy Link to Performance Targets: 

Culture change as a strategy supports progress toward reducing the number of pedestrian 
fatalities and bicyclist fatalities by addressing the attitudes, norms, and expectations that 
influence how road users interact with vulnerable road users. Through public education, 
outreach, and training, the nonmotorized program promotes greater public knowledge and 
understanding of pedestrian and micromobility safety risks and encourages behaviors that reduce 
conflicts between motorists and active transportation users. 
 
Resources such as the proposed statewide Active Transportation Safety Pedestrian Safety Toolkit 
provide partners, including educators, Target Zero managers, and community organizations, with 
consistent messaging, best practices, and practical tools to support local safety initiatives. By 
reinforcing safe behaviors and prioritizing the protection of vulnerable road users, these efforts 
contribute to long-term cultural shifts that support reductions in pedestrian and bicyclist 
fatalities. 

 
Consideration Used to Select Projects:  

• Stakeholder and community engagement: Review recommendations and feedback from the 
Cooper Jones Active Transportation Safety Council. 

• Disproportionately impacted population and overrepresented impact: WTSC data dashboards, 
National Highway Traffic Safety Administration data, Washington State Department of Health 
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data indexes. 
• Demographic trends and patterns: WTSC Fatal Case Reviews, Washington State Department 

of Transportation serious injury and fatality data, various data maps created by Washington 
State agencies, weighted-by county data breakdown, courtesy of the data team at the WTSC.  

• Beliefs, perceptions and norms: Washington Traffic Safety Commission statewide survey 
(2024, 2025), Consultation with Banyon Collective regarding strategy and positive cultural 
norms.  

• Maximizing impact through scalable project approaches and high impact audience reach: 
Review of Countermeasures That Work: A Highway Safety Countermeasure Guide for State 
Highway Safety Offices (11th ed.), Uniform Guidelines for State Highway Safety Programs and 
FHWA best practices and recommendations. 

• Relevance to statewide concerns and emerging policy: State legislature topic review and 
consultation with WTSC external relations division.  

• Sustainability, growth over time and potential for model replication statewide. 
 
Countermeasure Strategy #2: Program Coordination 

Definition:  
 Program coordination refers to the structured collaboration among agencies, organizations, and 
stakeholders to plan, implement, and evaluate traffic safety countermeasures in a unified and 
mutually reinforcing way. In the context of bicyclist and pedestrian safety, it ensures that 
education, training, enforcement, and engineering efforts are not implemented in isolation, but 
instead operate as part of a comprehensive safety system. Program coordination is essential 
because many individual countermeasures, particularly education and awareness efforts, have 
limited effectiveness when implemented alone. Research summarized in Countermeasures That 
Work: A Highway Safety Countermeasure Guide for State Highway Safety Offices (11th ed.)  
indicates that comprehensive approaches produce stronger and more sustained safety outcomes 
than isolated interventions. 

 
Application: In Washington, program coordination is applied as a system-level strategy to align 
statewide, regional, and local efforts that improve safety for people walking and bicycling. Rather 
than functioning as a single countermeasure, it serves as the connective structure that ensures 
education, enforcement, engineering, and policy initiatives operate cohesively. 
 

Countermeasure(s):   
1. Elementary-Age Child Pedestrian Training 

• Elementary‑Age Child Pedestrian Training for school‑age children is rated 3-Stars in 
Countermeasures That Work: A Highway Safety Countermeasure Guide for State Highway 
Safety Offices (11th ed.). 

• Research shows that structured pedestrian training leads to immediate improvements in 
children’s knowledge of safe street‑crossing behaviors and observable traffic safety 
practices in supervised contexts. 

• Child pedestrian training aligns with National Highway Traffic Safety Administration (2023) 
behavioral strategies that emphasize improving knowledge and decision-making skills 
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among vulnerable road users, particularly children 
• Interactive, practice‑based training (e.g., streetside sessions or virtual simulations with 

feedback) tends to yield more durable improvements than lecture or video alone. 
 

Citation (behavioral framework, National Highway Traffic Safety Administration (2023), 
Countermeasures That Work: A Highway Safety Countermeasure Guide for State Highway 
Safety Offices (11th ed.), Pedestrian Safety and Bicycle Safety—Behavioral Strategies; 
Understanding the Problem. 
Supplemental Source, National Center for Safe Routes to School. Pedestrian and Bicycle 
Safety Education Resources. 

 
2. Training and Enforcement Strategies  

Justification: 
• Countermeasures That Work: A Highway Safety Countermeasure Guide for State Highway 

Safety Offices, 11th Edition, 2023: High-Visibility Enforcement, 3-Stars (CTW) 
• November 2006, Uniform Guidelines for State Highway Safety Programs, National 

Highway Traffic Safety Administration Highway Safety Program Guideline No. 14: 
• Section IV. Law Enforcement, pg. 2 
• Section II. Multidisciplinary Involvement, pg. 2 

 
3. Public Education and Awareness Programs 

• November 2006, Uniform Guidelines for State Highway Safety Programs, National Highway 
Traffic Safety Administration Highway Safety Program Guideline No. 14: 
• Section I. Program Management, pg. 1 
• Section VI. Communication Program, pg. 2 
• Section VII. Outreach Program, pg. 3 

 
Countermeasure Strategy Link to Performance Targets:  

Program coordination is a foundational countermeasure strategy that directly supports the 
achievement of performance targets related to reducing bicyclist and pedestrian fatalities and 
serious injuries by ensuring that all safety interventions operate as a unified system rather than as 
isolated efforts. Within a comprehensive traffic safety framework, coordination strengthens the 
effectiveness of individual countermeasures, such as education, enforcement, training, and Safe 
Routes to School programming, by aligning their design, timing, messaging, and geographic focus. 
This alignment increases the likelihood that behavior change is reinforced across multiple 
touchpoints, and that engineering and enforcement strategies are applied in the locations and 
populations where risk is highest. 
 
As described Countermeasures That Work: A Highway Safety Countermeasure Guide for State 
Highway Safety Offices (11th ed.), behavioral safety countermeasures are most effective when 
implemented as part of a comprehensive, coordinated approach that integrates education, 
enforcement, and environmental strategies. Program coordination operationalizes this principle 
by creating structured collaboration among state agencies, local jurisdictions, schools, and 
community partners to ensure that safety initiatives are mutually reinforcing rather than 
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duplicative or fragmented. 
 
This coordinated approach is directly linked to performance targets for reducing pedestrian and 
bicyclist fatalities and serious injuries because it improves both the reach and consistency of 
interventions. By aligning messaging (e.g., yielding, visibility, and safe crossing behaviors), 
synchronizing enforcement with education campaigns, and integrating school-based programs 
with infrastructure investments, program coordination increases the probability of sustained 
behavioral change among roadway users. It also enhances data-driven decision-making by 
ensuring that crash trends, exposure data, and equity considerations are shared across partners 
and used to prioritize interventions in high-risk areas. 
 
In this way, program coordination functions as a system-level mechanism that strengthens the 
overall effectiveness of the State’s pedestrian and bicycle safety portfolio. Rather than acting as a 
standalone intervention, it amplifies the impact of all other countermeasures, thereby 
contributing directly to progress toward long-term goals, including the reduction of fatal and 
serious injury crashes involving vulnerable road users. 

 

Consideration Used to Select Projects:  
• Stakeholder and community engagement: Review of recommendations and feedback from 

the Cooper Jones Active Transportation Safety Council. 
• Disproportionately impacted population and overrepresented impact: Washington Traffic 

Safety Commission data dashboards, National Highway Traffic Safety Administration data, 
Washington State Department of Health data indexes. 

• Demographic trends and patterns: WTSC Fatal Case Reviews, Washington State Department 
of Transportation serious injury and fatality data, various data maps created by Washington 
State agencies, weighted-by-county data breakdown, courtesy of the data team at the WTSC.  

• Beliefs, perceptions, and norms: Washington Traffic Safety Commission statewide survey 
(2024, 2025), Consultation with Banyon Collective regarding strategy and positive cultural 
norms.  

• Maximizing impact through scalable project approaches and high-impact audience reach: 
Review of Countermeasures That Work: A Highway Safety Countermeasure Guide for State 
Highway Safety Offices (11th ed.), Uniform Guidelines for State Highway Safety Programs, and 
FHWA best practices and recommendations.  

• Relevance to statewide concerns and emerging policy: State legislature topic review and 
consultation with the WTSC external relations division.  

• Sustainability, growth over time, and potential for model replication statewide. 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Culture Change 405g Nonmotorized Safety $545,000 
Program Coordination 405g Nonmotorized Safety $700,000 

Total $1,245,000 
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4.8: Occupant Protection 
 
Problem Identification 

Washington has one of the highest seat belt use rates in the country. According to our most 
recent Seat Belt Use Observation Survey, the 2025 seat belt use rate is 94.1%. This is slightly lower 
than the 2024 seat belt use rate of 94.6% but not a statistically significant decline. We are pleased 
to see that unrestrained fatalities decreased 17% from 2023 to 2024 and are hopeful that this 
trend will continue. 

 
 

Despite a sustained high seat belt use rate, the number of unrestrained fatalities and serious 
injuries surged in 2023 reaching ten-year highs. Unrestrained fatalities increased by 56% from 110 
in 2020 to 172 in 2023 (see graphic below). Unrestrained serious injuries increased by 33% from 
291 in 2020 to 386 in 2023. In 2024, unrestrained fatalities decreased by 17%. Unrestrained 
serious injuries, however, remained high at 383. Preliminary 2025 data from the Washington 
Department of Transportation (WSDOT) appears to show additional decreases for both 
unrestrained fatalities and serious injuries, nearing figures observed in 2020. 
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According to NHTSA, people who buckle up in the front seat of a passenger car can reduce the risk 
of fatal injury by 45% and moderate to critical injury by 50%. Wearing a seat belt in a light truck 
can reduce the risk of fatal injury by 60% and moderate to critical injury by 65%. 

 
Summary of Crash and Other Consequences Data 
Some Populations are Less Likely to use Seat Belts: Currently, we know–based on seat belt 
citation and FARS citation and FARS data, as well as other research–that some populations are 
less likely to use seat belts. There is a variety of solid and anecdotal evidence that demonstrates 
that the following populations are less likely to wear a seat belt while driving: 

• Hispanic males,  
• AI/AN drivers (particularly female) 
• Males aged 55 and older, and 
• Young vehicle occupants aged 16-25  

 
According to WTSC’s Research and Data Division’s 2026 brief on AI/AN traffic deaths, the rate for 
unrestrained motor vehicle occupant fatalities is 6.9 times larger among AI/AN people than all 
others. From 2020-2024, four out of ten (47%) of fatally injured AI/AN vehicle occupants were 
unrestrained. The traffic fatality rate among males is generally twice as great as females however, 
AI/AN females experienced a similar traffic fatality rate as AI/AN males and double the number of 
all other female unrestrained motor vehicle occupant fatalities in that period. Of AI/AN female 
motor vehicle passenger fatalities, only one in five were restrained (18%), compared to half (50%) 
of all other females. 
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A recent internal fatal case review in the spring of 2026 looked at 11 fatal crashes involving an 
AI/AN female unrestrained occupant. Some findings include: 
• Most (8) occurred in rural and agricultural areas in Central and Eastern, Washington – of 

which half (4) of those occurred in Yakima County. One-third (4) occurred on a Tribal 
reservation.  

• A majority (10) of crashes involved an unrestrained female, AIAN, driver and nine of those 
drivers died.  

• Many (9) involved a driver under the influence of alcohol and drugs, the most common (7) 
impairing substance was alcohol.  

• Eight crashes involved people driving at high rates of speed or too fast for conditions.  
• Eight crashes involved a single vehicle leaving the roadway.  

 
A few patterns and points of interest the review team discussed are as follows:  
• The average height of the AI/AN female decedents was 5’4” (half were between 5’ to 5’2”) 

and they were operating an older (avg. 22 years old) large vehicle that didn’t have as many 
customizable seat adjustments as more recent models. Did this have an impact on visibility, 
steering, and their center of gravity in a way that contributed to oversteering/overcorrecting 
and losing control of their vehicle when they left the roadway?  

• One decedent was described as having a large body which triggered discussions about seat 
belt fit. The WTSC Tribal liaison noted that, in past, Tribes have requested seat belt extenders. 
The review team discussed this may be a reason why some folks do not wear a seat belt.  

• The WTSC Tribal liaison noted that not using a seat belt and driving without a license are 
behaviors often reported by some tribal and rural communities due to a combination of 
access barriers, environment, and historical factors.  

• Traffic laws and enforcement practices vary across Tribal, state, and local jurisdictions. 
 
Unrestrained Drivers Tend to Correlate with Other High-risk Behaviors: Drivers who do not use 
their seat belts are more likely to exhibit other high-risk driving behaviors like speeding, 
distracted, and impaired driving. For example, the correlation between impaired driving and lack 
of seat belt use is extremely high. From 2020-2024, about 70% of unrestrained drivers involved in 
a fatal crash were impaired. In addition, 18% of unrestrained drivers involved in a fatal crash were 
distracted, and 36% were speeding. More than one in four (26%) unrestrained drivers involved in 
a fatal crash between 2020 and 2024 were speeding and impaired, highlighting a deadly 
combination of high-risk behaviors. 
 
Younger Vehicle Occupants are More Likely to be Unrestrained: Between 2020-2024, one in 
three (33%) vehicle occupant fatalities between the ages of 18-30 were not properly restrained. 
Almost 67% of unrestrained vehicle occupants in this age group killed in crashes during this period 
were male. 
 
Unrestrained Children: Motor vehicle crashes remain a leading cause of death for young children 
in the United States. Many serious crash injuries and deaths can be prevented with proper use of 
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car seats, booster seats, or seat belts that are appropriate for a child's age/size. (CDC – Child 
Passenger Safety). 
 
Between 2020-2024, there were 24 unrestrained vehicle occupant fatalities among children ages 
0-15 in Washington state. From 2019-2023, just over three percent of all unrestrained passenger 
fatalities were children aged 0-15. Using the right sized child seat that is correctly installed can 
reduce the risk of fatal injury by 71%. 
 
Knowledge of Child Passenger Restraint Use and State Law: Child restraint systems can be very 
complicated, and many are installed incorrectly. Many parents and caregivers know how 
complicated these systems can be: rear facing, forward facing, booster seats, harnesses, different 
cars have different anchor points, seats are different, and more. Data collected from Washington 
State car seat checks in Federal Fiscal Year (FFY) 2025 shows the child restraint misuse rate at 
73.6%. Misuse was most often found with children one to three years old and most often 
occurred with forward-facing harness and lap/shoulder belt use. Much of the observed misuse 
involved the harness or seat belt being too loose or not being used correctly with the harness slot 
or lower anchors. 
 
Washington’s primary seat belt law RCW 46.61.688 states that all passengers under the age of 16 
must either wear a seat belt or use an approved child restraint device. The child restraint system 
law RCW 46.61.687 states that children up to age two must ride in a rear-facing child restraint; 
children two to four years old must ride in a harness child restraint; children four years and older 
must ride in a car or booster seat, until 4’9” tall; and children up to age 13 must ride in the back 
seat when practical. The most common mistakes observed in Washington: 

• No restraint used. 
• Children aged 12 and under are illegally seated in the front seat. 
• Premature graduation from the booster seat to a seat belt. 
• Child restraint is not installed in vehicles properly. 
• Harness is not correctly fitted. 
 

Unattended Passenger Safety: Although hot car deaths are a potential danger in every state, 
Washington has experienced six child heatstroke deaths in vehicles between 1998 and the 
present, according to the National Safety Council (NSC). While these numbers are relatively small, 
even one preventable death is too many. Every child deserves to arrive safely at their destination, 
and no family should experience the tragedy of losing a child to vehicular heatstroke. For this 
reason, prevention of unattended child incidents is incorporated into Washington's 
Communication Program efforts. Through public education and awareness campaigns, these 
initiatives reinforce safe behaviors, promote caregiver reminders, and support the overall goals of 
the Occupant Protection Program by helping prevent these entirely avoidable tragedies. 

https://www.cdc.gov/child-passenger-safety/about/index.html
https://www.cdc.gov/child-passenger-safety/about/index.html
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Summary of Behaviors and Beliefs  
The most recent 2025 statewide survey shows that about seven percent of respondents report 
never, seldom, or only sometimes wear a seat belt when driving close to home. This unrestrained 
group is predominantly male (75%) and largely concentrated among adults ages 25–44 (69%).  
 
Compared to those who usually or always wear a seat belt, unrestrained respondents report 
consistently riskier driving behaviors. They are more likely to say they often or always speed (19% 
vs. 13%) and less likely to say they never speed (18% vs. 30%). They are also less likely to avoid 
distracted driving behaviors: only 31% say they never talk on a hand-held cell phone while driving 
(compared to 64% of restrained respondents), 44% say they never read or look at their phone 
while driving (vs. 61%), and 49% say they never type or interact with their phone while driving (vs. 
72%). Most notably, 20% of unrestrained respondents report driving under the influence of 
alcohol and cannabis in the past 12 months, ten times the rate of those who are restrained (2%). 
Overall, the findings suggest that inconsistent seat belt use is part of a broader pattern of 
elevated risk behaviors behind the wheel. 

 
Systemic Problems/Gaps  
Despite Washington’s high overall seat belt use rate, a small but disproportionately high-risk 
population continues to drive unrestrained, primarily males ages 25–44 who also report elevated 
rates of speeding, distraction, and impaired driving. Inconsistent restraint use is particularly 
common on short trips close to home, reflecting persistent misperceptions about crash risk. At 
the same time, inequities in access to child passenger safety resources, including car seats, 
installation assistance, and culturally responsive education, create uneven protection across 
communities. A critical gap also exists in understanding and effectively addressing seat belt use 
among tribal communities, where limited culturally responsive engagement, data, and sustained 
partnerships may hinder the ability to identify community-specific barriers and co-develop 
effective strategies. Reductions in high-visibility enforcement and limited integration of occupant 
protection within broader Safe System and impairment prevention efforts further constrain the 
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state’s ability to reach high-risk populations and sustain behavior change. 
 
Opportunities  
• Target High-Risk Drivers with Integrated Strategies: Because unrestrained driving clusters 

with speeding, distraction, and impairment, there is an opportunity to move from single-issue 
messaging to bundled risk reduction strategies. Coordinated enforcement, social norms 
campaigns, and community-based outreach that address multiple behaviors at once could 
have amplified impact. 

• Reframe “Short Trip” Risk Through Norms and Culture Change: Persistent misperceptions 
about risk close to home create an opportunity to strengthen positive community norms 
messaging, emphasizing that most drivers buckle up every trip, every time, and that crashes 
frequently occur on routine drives. Messaging can focus on consistency as the norm rather 
than fear-based approaches. 

• Advance Equity Through Targeted Child Passenger Safey Access and Partnerships: Gaps in 
child passenger safety access present an opportunity to expand culturally responsive 
education, strengthen partnerships with healthcare providers, WIC, home visiting programs, 
tribal partners, and community-based organizations, and increase mobile or rural car seat 
distribution and installation support. 

• Strengthen High-Visibility Enforcement and Perceived Risk: Where enforcement visibility has 
declined, there is an opportunity to strategically deploy data-driven, short-term, high-visibility 
efforts paired with earned media and community engagement to increase perceived risk of 
citation, particularly among high-risk groups. 

• Better Integrate Occupant Protection into Safe System Work: There is an opportunity to 
more fully embed occupant protection into broader Safe System and public health strategies, 
aligning with roadway safety, employer fleet policies, trauma systems, and impairment 
prevention initiatives to create reinforcing layers of protection 

 
Performance Measures 

• UC-4: Number of unrestrained passenger vehicle occupant fatalities 
• B1: Observed seat belt use rate for front seat passenger vehicle occupants 

 
Countermeasure Strategies  

1. Program Coordination 
 
Countermeasure Strategy #1: Program Coordination 

Definition: Program Coordination refers to the planning, management, and collaborative 
infrastructure required to design, implement, monitor, and continuously improve traffic safety 
initiatives. This countermeasure strategy supports systems, people, and processes that enable 
traffic safety efforts to function. 

 
Application: The occupant protection program plans to implement three projects that will fund 
statewide coordination of child passenger safety efforts, statewide training for child passenger 
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safety technicians (CPSTs) and instructors, and mini-grants to fund local child passenger safety 
efforts such as car seat check events and classes to train new local CPSTs. 
 
This will also include efforts to inform/educate families about the risks of leaving a child or 
unattended passenger in a vehicle after the vehicle motor is deactivated by the operator. These 
efforts will be led through the state’s CPS Program Delivery and Target Zero Managers projects. 
 
Outside of the occupant protection budget, funding from other programs will contribute to 
occupant protection efforts:  
• Seat Belt Law Enforcement – HVE – Click it or Ticket  
• Communications and Outreach – Together We Get There – Occupant Protection (Click it or 

Ticket and Child Passenger Safety Campaign) 
• School-Based Program – Teens in the Driver Seat 

 
Countermeasure(s):   

1. Child Passenger Safety 
Justification: 
• NHTSA Uniform Guidelines for State Highway Safety Programs - Occupant Protection, 

Highway Safety Program Guideline No. 20 
• School-Based Programs, 3-Stars (CTW) 
• Inspection Stations, 3-Stars (CTW) 
• Strategies for Older Children, 3-Stars (CTW) 
• Strategies for Child Restraint Use and Booster Seat Laws, 3-Stars (CTW) 

 
Countermeasure Strategy Link to Performance Targets: 

The program coordination strategy supports progress toward reducing unrestrained passenger 
vehicle occupant fatalities and increasing the observed seat belt use rate by strengthening the 
infrastructure needed to implement occupant protection programs statewide. Coordinated 
training, technical support, and local grant funding expand the capacity of partners to deliver child 
passenger safety education, car seat check events, and technician training in communities across 
Washington. 
 
Statewide coordination of Child Passenger Safety Technician (CPST) training and local outreach 
efforts increases access to proper car seat installation assistance and occupant protection 
education for families. These efforts are reinforced by complementary initiatives such as high-
visibility enforcement campaigns, statewide communications and outreach, and school-based 
programs focused on teen driver safety. Together, these coordinated activities support increased 
seat belt and child restraint use, contributing to reductions in unrestrained occupant fatalities and 
improvements in seat belt use rates. 
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Consideration Used to Select Projects:  
• Identified gaps in training and resources for professionals that transport children such as 

Department of Children Youth and Families transporters and local law enforcement agencies 
that transport children in an emergency (when other services are not available) 

• Data from WTSC Data Dashboards 
• Recommendations from the American Academy of Pediatricians (AAP) 
• Data from Centers for Disease Control and Prevention (CDC) 
• Data gathered from the National Digital Check Form (NCDF) 
• Statewide Observation Survey data 
• Child Passenger Safety Observation and Intercept Survey data 
• NHTSA Uniform Guideline No. 20 (Occupant Protection), Part V. Occupant Protection for 

Children Program and Part VI. Outreach Program 
 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Program Coordination 405b OP High $1,839,000 
Total $1,839,000 

 
 
 
 
 
  



Ch. 4_4.9: Program Coordination 

151 | P a g e  
 

4.9: Program Coordination 
 
Problem Identification 

Program Coordination and Development encompasses a myriad of activities required to 
successfully operate and improve Washington’s highway safety program. WTSC is required to 
provide staff and services related to the performance of the professional and technical functions 
outlined in Washington’s Strategic Highway Safety Plan (SHSP) and in accordance with Target 
Zero.  
 
This funding is essential to ensure that (1) traffic safety projects authorized for the year are 
appropriately planned, executed, monitored, and closed; and (2) investments are made in 
projects to enhance the future of traffic safety in Washington state. 
 
Systemic Problems / Gaps  
Washington’s ability to reduce traffic fatalities and serious injuries depends on a strong statewide 
infrastructure capable of planning, coordinating, administering, and evaluating traffic safety 
efforts. Without adequate staffing and organizational capacity, the state would lack the 
leadership, financial management, strategic planning, stakeholder coordination, and 
administrative systems necessary to effectively implement federally and state-funded traffic 
safety programs. 
 
Traffic safety is inherently a complex systems challenge involving transportation agencies, law 
enforcement, public health, emergency medical services, schools, community organizations, 
tribes, and policymakers. These partners rely on the Washington Traffic Safety Commission 
(WTSC) to provide strategic direction, administer funding, ensure accountability, and convene 
collaborative action across sectors. Insufficient administrative capacity would reduce the state’s 
ability to align resources, monitor performance, respond to emerging risks, and sustain evidence-
based programs. 
 
The Safe System Approach recognizes that preventing death and serious injury requires 
coordinated action across all elements of the transportation system. This coordination does not 
happen automatically. It requires skilled staff, executive leadership, robust financial systems, and 
effective grant management processes to translate strategy into action. Gaps in these 
foundational functions would weaken Washington’s capacity to advance systemic safety 
improvements and to maintain progress toward Target Zero. 
 
Opportunities  
By maintaining a strong organizational infrastructure, Washington can continue to provide 
statewide leadership that enables communities and partner agencies to implement effective 
traffic safety strategies. Program Coordination supports the administrative and leadership 
functions necessary to identify priorities, allocate resources strategically, ensure compliance with 
federal requirements, and evaluate outcomes. 
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This program creates opportunities to strengthen implementation of the Safe System Approach 
by supporting cross-program collaboration, integrating data into decision-making, and using 
WTSC’s convening authority to align efforts among state agencies, tribes, local governments, and 
community organizations. Stable administrative capacity allows the agency to respond to 
emerging issues, pursue innovative solutions, and scale successful strategies across the state. 
 
Program Coordination also supports the long-term sustainability of Washington’s traffic safety 
system. By investing in leadership, planning, financial stewardship, and organizational 
effectiveness, the state ensures that limited public resources are used efficiently and that 
evidence-based strategies are implemented with fidelity. These foundational functions are 
essential to reducing fatalities and serious injuries and to achieving Washington’s vision that no 
one should die or be seriously injured on our roadways. 

 
Performance Measures 
UC-1: Number of Traffic Fatalities 
UC-2: Number of Traffic Serious Injuries 
UC-3: Fatalities per 100M Vehicle Miles Traveled 
 
Countermeasure Strategies   

1. Program Coordination 
 
Countermeasure Strategy 1:    Program Coordination 

Definition: Program Coordination refers to the planning, management, and collaborative 
infrastructure required to design, implement, monitor, and continuously improve traffic safety 
initiatives. This countermeasure strategy supports systems, people, and processes that enable 
traffic safety efforts to function. 
 
Application: This countermeasure strategy will allow WTSC to assign federal traffic safety funds to 
advance the goals of the Target Zero plan, specifically for the technical coordination of 
Washington’s various traffic safety programs, including Community Traffic Safety, Data Collection 
and Analysis, Distracted Driving, Impaired Driving, Motorcycle Safety, Nonmotorized Services, 
Occupant Protection, Speed, Traffic Records, Tribal, and Young Drivers. The planning, 
administration, and program coordination countermeasure supports the UC-1, UC-2, and UC-3 
performance targets. This countermeasure fits into the Target Zero plan of providing support 
across all traffic safety programs. This countermeasure is necessary to allow WTSC to provide staff 
to perform the professional and program functions for all activities related to various traffic safety 
program coordination as outlined in Washington’s 3HSP and accordance with the Target Zero 
plan.  
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Countermeasure(s):   
1. Planning and Administration 

Justification: 
• Uniform Guidelines for State Highway Safety Programs.  Section 1. Program Management 

of Uniform Guideline 1 through 21. 
 

2. Program Coordination 
Justification: 
• Uniform Guidelines for State Highway Safety Programs.  Section 1. Program Management 

of Uniform Guideline 1 through 21. 
 

3. Grant Management System 
Justification: 
• Uniform Guidelines for State Highway Safety Programs.  Section 1. Program Management 

of Uniform Guideline 1 through 21. 
 

4. Professional Development 
Justification: 
• Uniform Guidelines for State Highway Safety Programs.  Section 1. Program Management 

of Uniform Guideline 1 through 21. 
 

5. Traffic Safety Conference  
Justification: 
• Uniform Guidelines for State Highway Safety Programs.  Section 1. Program Management 

of Uniform Guideline 1 through 21. 
 

6. Strategic Highway Safety Planning 
Justification 
• Uniform Guidelines for State Highway Safety Programs.  Section 1. Program Management 

of Uniform Guideline 1 through 21. 
 
Countermeasure Strategy Link to Performance Targets:  

The Program Coordination countermeasure strategy supports Washington’s performance targets 
to reduce traffic fatalities, serious injuries, and the fatality rate per 100 million vehicle miles 
traveled by ensuring effective planning, implementation, and oversight of the state’s traffic safety 
programs. Program coordination enables WTSC to align projects with the Target Zero plan, apply 
data-driven decision making, and ensure that evidence-based countermeasures are implemented 
consistently across program areas. 
 
Through activities such as grant management, program oversight, technical coordination, 
planning, and staff capacity development, this strategy helps ensure that traffic safety initiatives 
are effectively deployed and evaluated statewide. Strong program coordination also supports 
accountability, compliance with federal requirements, and continuous improvement of traffic 
safety investments. 
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By strengthening the management and integration of traffic safety programs across partners and 
disciplines, this strategy improves the effectiveness of behavioral, enforcement, education, and 
system-level interventions that contribute to reductions in fatal crashes, serious injury crashes, 
and overall crash risk. 
 
Regarding Strategic Highway Safety Planning, the WTSC will support WSDOT in updating the 
Target Zero plan before 2029. This effort is intended to help WTSC and its state partners advance 
the Target Zero goal by developing a new plan grounded in the Safe System Approach and a 
proactive safety culture. In close collaboration with WSDOT and other partners, the plan will 
continue to address multiple layers of safety, engage a wide range of stakeholders, and reflect the 
needs of all road user groups. The project will produce a set of recommendations that WTSC, 
WSDOT, and partner agencies can pursue together to move toward the shared goal of Target 
Zero. 
 
The updated plan will outline priorities, roles, and goals for the next three to five years, helping 
create accountability among Washington’s traffic safety stakeholders and improve coordination 
across efforts. As a guiding document for policymakers and practitioners, the Target Zero plan 
relies on WTSC’s commitment to data-driven decision-making, including ongoing review of state 
data and the latest research on evidence-based countermeasures. This strategy will help focus 
efforts on the most impactful actions. Additionally, 23 USC 148 requires all states to maintain an 
updated and approved Strategic Highway Safety Plan (SHSP) that meets federal requirements, 
including a clear implementation approach outlining processes, actions, and resources for 
carrying out strategies in key emphasis areas. 

 
Consideration Used to Select Projects:  
The project selection was guided by:  

• Input from partners and communities: Projects reflect needs identified through ongoing 
engagement with state agencies such as the Department of Licensing, the Department of 
Transportation, the State Patrol, and the Department of Health, tribes, local governments, 
community organizations, grant recipients, advisory groups (ATSAC, SMAC, WIDAC), and 
communities disproportionately affected by traffic fatalities and serious injuries. 

• Traffic safety data and priorities: Projects address documented traffic safety needs identified 
through crash and behavioral data, WTSC Data Dashboards, performance measures, program 
evaluations, grant monitoring, and other available information. 

• Statewide collaboration: Projects encourage coordination among partners, reduce 
duplication of effort, promote consistency across program areas, and support implementation 
of the Safe System Approach and Target Zero.  This includes partnership with community 
based organizations, local and state law enforcement agencies, and Tribal communities. 

• Capacity to succeed: WTSC and its partners have the staffing, expertise, resources, and 
organizational capacity needed to successfully implement the project. 
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Federal Fund Description 
Countermeasure Strategy Federal Funding Source: Estimated 3-Year 

Allocation: 
Grant Management 
System 

405e Distracted Driving $390,000 

Program Coordination NHTSA 402; 405d Impaired Driving Mid: 405e 
Distracted Driving 

$9,555,345 

Total $9,945,345  
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4.10: Rural and Crash Response Safety 
 
Problem Identification 

Rural communities face many of the same traffic safety issues as their urban counterparts, but 
often with a greater proportion of morbidity and mortality. Nearly half of all fatal crashes (45%) 
occur on rural roads, even though only 19% of the U.S. population lives in rural areas (GHSA, 
2022). The risk of dying in a crash is 62% higher on a rural road than on an urban road for the 
same length trip. Crash and mortality rates in rural communities are impacted by many of the 
same issues that urban communities face, but are exacerbated by things like poorer roadway 
infrastructure, limited emergency medical services resources, and risky driver behavior.  
 
In Washington state, the average fatal crash rate per 100,000 people for 2014-2024 was 7.37. 
Many of the rural counties far exceed the state average, with several of the rural counties 
showing fatal crash rates that are 3-5 times the state average for the same time period (Adams, 
Lincoln, Ferry, Okanogan, Kittitas, and Skamania counties). Furthermore, some of these rural 
counties also show disparities in fatality rates when looking at specific demographic groups, such 
as young drivers aged 15-24 and Hispanic and American Indian demographics (Chelan, Kittitas, 
Yakima, Grant, Adams, Stevens, Mason, and Lewis counties).    
 
Resources Discrepancies 
Across state and national forums, a challenge that is routinely brought up is that rural 
communities consistently report significant challenges related to workforce development and 
institutional capacity, particularly as they relate to grant writing, program administration, and the 
implementation of traffic safety initiatives. These challenges are structural in nature and reflect 
long-standing disparities in staffing, resources, and access to technical expertise rather than a lack 
of interest or commitment to safety. 
 
Rural agencies frequently operate with limited staff who are responsible for multiple roles, often 
spanning operations, compliance, outreach, and reporting. This role overload leaves little 
discretionary capacity to identify funding opportunities, prepare competitive grant applications, 
or manage awarded funds. Volunteer-based and small-staff agencies, such as rural EMS, fire 
departments, public works, and local health jurisdictions, are especially constrained, with limited 
administrative support and reduced availability during standard business hours. As a result, even 
when funding opportunities align with rural needs, communities may lack the capacity to pursue 
them. 
 
Workforce shortages further compound these challenges. Persistent difficulties recruiting and 
retaining EMS personnel, law enforcement officers, engineers, public works staff, and public 
health professionals reduce both technical and administrative capacity in rural areas. These 
shortages limit local expertise needed to plan, design, and implement traffic safety projects and 
constrain the ability to sustain trauma care and post-crash response systems. High turnover and 
reliance on part-time or volunteer staff also disrupt continuity in program development and grant 
management. 
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Limited grant writing and grants management expertise is a recurring barrier across rural 
communities. Many jurisdictions lack dedicated grant writers or staff experienced with federal 
and state funding requirements, including match obligations, reporting standards, and 
compliance processes. The complexity of discretionary funding programs—combined with long 
application timelines and uncertainty around sustainability after grant periods end—discourages 
participation and disproportionately disadvantages rural applicants compared to larger 
jurisdictions with professional grant teams. 
 
Access to training and professional development presents an additional challenge. Rural staff 
often face barriers to participating in training due to travel distance, cost, limited backfill 
coverage, and declining availability of instructors. These barriers affect not only frontline 
responders but also staff responsible for project planning, evaluation, and data reporting, further 
limiting long-term capacity to deliver and sustain traffic safety initiatives. 
Even when funding is secured, rural communities report difficulties executing traffic safety 
projects due to limited staffing, lack of engineering or Safe System expertise, and reliance on 
external partners such as WSDOT or consultants who may have competing priorities. These 
constraints can delay or limit the implementation of countermeasures, including quick-build 
roadway treatments, education campaigns, and enforcement initiatives. 
 
Financial instability exacerbates these workforce challenges. Rural EMS and safety agencies often 
operate on thin margins and rely heavily on Medicaid and federal funding streams. Forecasted 
declines in reimbursement and rising operational costs threaten the ability to maintain staffing 
levels, invest in training, and dedicate time to non-operational activities such as grant 
development and safety planning. For EMS agencies specifically, EMS is not designated as an 
essential service in Washington State, so rural EMS agencies are not guaranteed stable state 
funding and must rely heavily on limited local tax bases and inconsistent funding streams. This 
creates significant challenges for rural communities, including staffing shortages, longer response 
times, aging equipment, and reduced capacity to sustain reliable emergency medical coverage. 
 
Collectively, these issues indicate that rural communities face a compounding capacity challenge: 
limited workforce availability, constrained grant-writing expertise, and funding programs that are 
not scaled to rural realities reduce the ability to compete for, implement, and sustain traffic safety 
projects. Addressing rural traffic safety effectively will require program designs that acknowledge 
these constraints and prioritize technical assistance, simplified funding pathways, shared or 
regionalized support models, and project approaches that are feasible within limited local 
capacity. 
 
Summary of Crash and Other Consequences Data 
Safer People:  
Risky Driving Behavior: 
From 2014-2023, 42% of fatal crashes involving motor vehicles in Washington occurred on rural 
roads. When compared to fatal crashes involving a motor vehicle on urban roads, these rural 
crashes have a higher percentage of fatal crashes involving risky driving behavior: 
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• Impairment related crashes: 51% rural vs. 48% urban  
• Unrestrained fatalities: 27% rural vs. 16% urban 
• Distraction-related fatalities: 24% rural vs. 20% urban 

 
A higher proportion of single vehicle crashes also occur in rural areas. Seventy percent of rural 
crashes that occur on County roads are single vehicle crashes. Most of these crashes involve 
impairment (45%) and many involve an unrestrained occupant (31%).  Furthermore, when we 
look specifically at the drivers involved in rural, single vehicle crashes who were not wearing a 
seat belt, the vast majority,71%, were impaired.  
 
Holdouts on seat belt use: 
Despite a sustained high seat belt use rate, the number of unrestrained fatalities and serious 
injuries have been increasing since 2020. Unrestrained fatalities increased 60% in 2023 compared 
to 2019, and unrestrained serious injuries increased 91% during this same period. Early estimates 
for 2024 show a slight decrease in unrestrained fatalities while unrestrained serious injuries 
remain unchanged. Most surveyed counties had 2024 seat belt use rates statistically like or better 
than the state seat belt use rate. Four largely rural counties, Grays Harbor (84%), Mason (91.2%), 
Stevens (87.2%), and Walla Walla (84.4%) had seat belt use rates statistically lower than the 
statewide seat belt use rate.  
 
Disparities with rural youth: 
A recent Washington Healthy Youth Survey report has identified that rural Washington youth are 
more likely than their urban peers to use cannabis and ride in a car with someone who has been 
using cannabis. Rural youth who reported having best friends who use cannabis also had a 33 
times higher rate of current cannabis use. Rural Washington youth are also more likely to binge 
drink and use THC vape products than their urban peers.  
 
Disparities with Tribes: 
A significant portion of Indian lands in Washington State are in rural areas, with five counties 
(Yakima, Ferry, Okanogan, Stevens, and Grays Harbor) containing 94% of the Indian lands in the 
state. AI/AN individuals are at the highest risk of fatal traffic crashes, with traffic death rates three 
to four times higher per 100,000 population than other racial groups. Most fatal crashes resulting 
in an AI/AN fatality occurred in a rural setting (n=75, 53%). One-third (n=48, 34%) of fatal crashes 
resulting in an AI/AN fatality occurred on county roads followed by one in four on state routes 
(n=40, 28%). The majority (n=88, 62%) of fatal crashes resulting in an AI/AN fatality were single-
vehicle crashes.  
 
Impairment plays a major role in these fatalities and is five times higher than other races in 
Washington State. From 2019-2023: 
• 71% of AI/AN traffic fatalities involved an impaired driver or impaired pedestrian. 
• 79% of fatally injured female AI/AN drivers were impaired, a significantly higher rate than 

other racial groups. 
• 77% of fatally injured AI/AN male drivers were impaired. 
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• AI/AN women are disproportionately impacted, making up 45% of impaired driving fatalities, 
compared to 28% in other racial groups. 

• Low seat belt use increases risk: 40% of fatally impaired AI/AN drivers were unrestrained at 
the time of the crash. 

 
Safer Roads:  
Single Vehicle Lane Departure Crashes: While not uniquely rural, single vehicle crashes are a 
significant issue in rural communities. 76% of rural vehicle crashes involve lane departure (vs. 39% 
urban). Of all the lane departure-involved fatal crashes that occurred in the last 6 years, 58% of 
them occurred on rural roads. Furthermore, from 2020-2024, 1.6% (n=57) of traffic fatalities 
required extrication and of those 57 fatalities, 65% (n=37) involved lane departure. From 2020-
2024, about one-third (36%, n=27) of traffic fatalities requiring extrication were on rural roads. 
 
Safer Speeds:  
43% of fatal crashes involving speed occur on rural roads. Only 17% of Washingtonians live in 
rural areas according to the U.S. Census Bureau, American Community Survey (2023). Sixty 
percent of these fatal speeding crashes involve an impaired driver. Fifty-two percent of these 
crashes occurred on county roads and another 25% occurred on state routes. Over two-thirds of 
these crashes were single vehicle crashes (68%). One-third (29%) also involved a young driver age 
15-24.   
 
Safer Vehicles:  
The adoption of vehicle safety technologies in rural communities is a challenge marked by 
infrastructure limitations, gaps in cellular connectivity, geographic constraints, and to a significant 
extent, risky driving behaviors, that limit the effectiveness of vehicle safety technologies. 
Technologies like lane assist and adaptive cruise control rely on things like clear lane markings, 
and predictable roadway geometry. Many rural roadways in Washington lack these features due 
to poor maintenance, and weather degradation. Over 7,900 lane miles in Washington state were 
due or overdue for preservation in 2024 with over 9,000 more coming due within the next 10 
years (WSDOT).  
 
The average age of vehicles in America continues to increase. The average age of trucks and 
passenger vehicles on roads has increased from 8.9 years in 2000 to 12.8 years in 2025 (Bureau of 
Transportation Statistics), creating a significant barrier to realizing the safety benefits of modern 
vehicle technologies.  
 
Post-Crash Care:  
Rural Provider training, coordination, and regional transport concerns: A common challenge that 
impacts all rural communities is limited Emergency Medical Services (EMS) and hospital 
resources. Rural communities struggle with the provision of trauma care, due to long transport 
distances, limited or non-existent EMS resources, the overall lack of availability and skill of trained 
prehospital providers, and delays in transfer to definitive care. These issues can result in poorer 
outcomes for people in rural communities, with rural residents 14% more likely to die from 
trauma and more likely to die from lesser trauma than their urban counterparts (Jarman, et al., 
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2016). One 2017 study reviewed over 1.7 million EMS encounters and determined that the 
average urban EMS response was 7 minutes, while response in rural areas was more than double, 
with 1 in 10 encounters waiting almost 30 minutes or more for EMS response (Mell, et. al., 2017). 
Delays in response across urban, suburban, and rural areas have been shown to result in 
increased mortality (Byrne, et al., 2019). A 2023 study showed that for every one-minute delay in 
prehospital resuscitation, the odds of 30-day mortality increase by two percent (Deeb, et. al., 
2023). Furthermore, some studies also demonstrate an increase in mortality specifically for rural 
motor vehicle crash victims (Wolf, et al., 2017) (Ruelas, et al., 2018).  With WTSC data showing 
that 40% of traffic fatalities occur after the crash incident in the prehospital or hospital setting, 
this demonstrates a need to address post-crash care in rural communities. 
 
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 I or II trauma center for definitive care. These delays can often be exacerbated by 
geography, the availability of transport services, available hospital system resources, etc. 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). 
 
The Washington State Department of Health, EMS and Trauma section, commissioned a state 
trauma system assessment in 2019 to evaluate the state's trauma system and to identify what 
areas in the state would benefit from additional high-level (level I or II) trauma facilities. This 
assessment was conducted by the American College of Surgeons Committee on Trauma (ACS-
COT), the national 
leaders for trauma 
system standards. 
This assessment 
included a 
geospatial analysis, 
which was used to 
determine the areas 
of the state where 
transfer to definitive 
care at a level I or II 
trauma center could 
not be reached 
within 60 minutes of 
ground transport.  

 
 

The results of the 
geospatial analysis showed that most rural communities are outside of that 60-minute transport 
window for ground transport to definitive care at level I and II facilities. A follow up state trauma 
system assessment from May 2024 expanded on this geospatial analysis to define the average 
time to definitive trauma care by county, which is inclusive of EMS response, on-scene, EMS 
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transport, and interfacility transport times. This updated assessment shows that many of the 
state’s rural counties have an average time to definitive trauma care that is more than 90 and 
even 120 minutes.   
 
Improving coordination of care in rural communities also means that rural trauma facilities need 
to have not only the ability to treat motor vehicle crash victims, but to also establish and maintain 
regional systems of care where coordination with EMS and tertiary care facilities is streamlined to 
expedite the transfer of the most critically injured crash victims. With 40% of Washington crash 
fatalities occurring post-crash, and most rural communities located in an area that is more than 
60-minutes EMS transport time from definitive trauma care, we have an obligation to address 
these rural disparities in post-crash care. 
 
Blood Availability and Blood Programs: 
Additionally, blood loss is a leading cause of death for motor vehicle crash victims, yet many rural 
communities often lack the infrastructure and resources for blood administration. Rural hospitals 
tend to carry fewer blood products, and some do not carry any blood products at all. 
Furthermore, most rural EMS agencies do not carry blood and do not have EMS blood 
administration protocols or programs. Nationally, only 1-2% of EMS units currently carry blood. In 
2021, The University of Washington and The Washington State Department of Health, EMS and 
Trauma Section, conducted a study to identify blood product availability in Washington. This 
study found that while most hospitals have Packed Red Blood Cells (96%), fewer had additional, 
critical lifesaving blood components, such as plasma (76%), platelets (49%) and cryoprecipitate 
(55%), with three rural trauma centers in two of the state trauma care regions reporting no blood 
product availability at all (Ali, et. al.). These two regions with no blood product availability 
represent 12% of the state’s population and more than a third of its geographic area. 
  
Within the Washington State regional trauma system, blood products are wide, if unevenly, 
available. Large urban/rural disparities exist. In rural communities, breaking down the barriers for 
hospitals and EMS agencies to adopt blood programs is essential as rural areas face higher 
mortality rates due to extended transport distances, as EMS pre-hospital blood can dramatically 
improve outcomes. For every minute delay in administering blood, the risk of death increases 
11% and it is estimated that prehospital blood could save up to 37% of trauma patients with 
severe bleeding (ems.gov).  
 
Bystander Intervention: 
In addition to the delays in EMS response in rural communities, delays in the identification of 
crashes on rural roads may further exacerbate the extended time to EMS and trauma care that 
rural populations experience. By training rural community members, such as traffic safety and 
traffic safety-adjacent partners, to recognize life-threatening bleeding and apply simple, effective 
interventions (direct pressure, wound packing, and tourniquets), Stop the Bleed empowers 
bystanders to act during the critical minutes immediately after a crash. Early bleeding control can 
stabilize victims, reduce shock, and dramatically improve survival until EMS arrives. For rural 
communities with limited healthcare infrastructure and fewer first responders, Stop the Bleed 
training expands the emergency response network beyond formal systems. 
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Many trauma centers are providing Stop the Bleed training as part of their ongoing prevention 
efforts to maintain their trauma designation and to address injury prevention priorities in their 
communities. Leveraging these programs and bringing opportunities to our rural, regional trauma 
systems to teach Stop the Bleed to traffic safety partners is a low or no cost effort that can yield 
tremendous results. Efforts have begun to connect Target Zero Managers and partners with Stop 
the Bleed resources in their communities.  
 
Rural Extrication and single vehicle crashes: 
From 2020-2024, 1.6% (n=57) of traffic fatalities required extrication and of those 57 fatalities, 
65% (n=37) involved lane departure. From 2020-2024, about one-third (36%, n=27) of traffic 
fatalities requiring extrication were on rural roads. Extrication can significantly increase the time it 
takes to get a crash victim to definitive trauma care. These delays are compounded in rural 
communities where we already see significant increases in time to definitive care when compared 
to rural communities.  

 
Summary of Behaviors and Beliefs  
Overview 
Based on the 2024–2025 comparison of rural and urban responses to Washington’s Statewide 
Survey, most findings were similar across geographies; however, several meaningful differences 
emerged. The most consistent pattern is that respondents in rural counties perceive stronger 
enforcement and accountability across multiple risky driving behaviors. At the same time, rural 
respondents report weaker social norms regarding seat belt use and somewhat different perceptions 
of speeding behavior than urban respondents. Key differences are summarized below: 
 
Stronger perceived enforcement in rural counties: Across seat belt use, impaired driving (alcohol and 
cannabis), speeding, and distracted driving, rural respondents were consistently more likely to 
believe drivers in their community would be caught by police. The largest gaps were in beliefs about 
DUI prosecution (39% rural vs. 26% urban) and seat belt enforcement (39% rural vs. 26% urban). 
Rural respondents were also more likely to believe drivers would be caught for speeding 10+ mph 
over the limit (53% vs. 43%) and for cell phone use while driving (36% vs. 28%). 
 
Lower perceived seat belt norms in rural areas: Despite stronger enforcement beliefs, rural 
respondents were significantly less likely to believe most people in their community always wear a 
seat belt (18% rural vs. 28% urban). This represents one of the largest social norm differences in the 
survey and may have implications for behavior modeling and community messaging. 
 
Differences in speeding perceptions and attitudes: Urban respondents were more likely to believe 
that most people usually or always drive 10+ mph over the speed limit (44% urban vs. 34% rural). In 
contrast, rural respondents were more likely to say it is easy to never drive more than 10 mph over 
the limit (63% rural vs. 53% urban) and were more supportive of enforcement of 10+ mph speeding 
violations (72% vs. 65%). 
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Slightly higher self-reported impaired driving in urban counties: Urban respondents reported 
somewhat higher rates of driving under the influence of alcohol (4.9% urban vs. 3.5% rural) and 
alcohol combined with cannabis (1.0% vs. 0.5%). Differences in cannabis-only impaired driving were 
minimal. 
 
Overall, the largest differences center on perceived enforcement and prosecution (stronger in rural 
areas) and seat belt social norms (weaker in rural areas). These patterns suggest that while rural 
respondents may perceive greater accountability for risky driving, they may also experience different 
community norms—particularly around seat belt use—compared to their urban counterparts. 

 
Systemic Problems/Gaps  
• Gaps to meaningfully address rural active transportation, public transit, micromobility, and 

pedestrian infrastructure exist and should continue to be explored at the state and national 
levels.  

• Limited enforcement presence and emergency response capacity: Geographic and staffing 
constraints reduce law enforcement visibility and lead to longer EMS response and transport 
times 

• Workforce shortages across key systems (transportation, EMS, healthcare): Difficulty recruiting 
and retaining skilled professionals limits system performance and sustainability 

• Persistent cultural and behavioral safety challenges: Weak or inconsistent safety norms (e.g., seat 
belt use, speeding acceptance, and slightly lower self-reported impaired driving)  

 
Opportunities  
Although rural respondents perceive strong enforcement and accountability for unsafe driving, they 
are less likely to perceive consistently positive community norms around safe driving behaviors, 
indicating a misalignment between perceived consequences and shared safety culture. An 
opportunity exists – based on the success of the Most Steer Clear Campaign – to implement positive 
community norms messaging programming in rural communities. This is being piloted in Yakima 
County through the “Catch a Ride Not a DUI – Most Drive Sober” Project.  
 
Given the prevalence of rural roadway departure crashes, an opportunity exists to increase quick-fix 
infrastructure access to things like curve warning signs, lane striping, and rumble strips, to reduce 
lane departure crashes in rural communities.  
 
Support rural EMS agencies in the procurement of and training on extrication equipment, as lane 
departure crashes are overrepresented in crash types requiring extrication in rural communities.  
Increase bystander capacity to respond to life-threatening bleeding for crash victims in remote areas 
where EMS services are limited or long EMS response and transport times exist.  
 
Strengthen rural participation in traffic safety by expanding dedicated technical assistance for grant 
identification, application development, compliance, and post-award management, potentially 
through Local Technical Assistance Programs and other state/regional organizations. Increase 
efficiency and sustainability by supporting regional approaches to grant writing, program 
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administration, and project delivery, allowing multiple rural jurisdictions to share expertise and 
resources. 
 
Expand access to enhance rural workforce readiness by increasing access to virtual, hybrid, and 
locally delivered training in traffic safety, Safe System principles, grant writing, and project 
management. 
Maximize reach and trust by delivering grant and program support through established rural-serving 
networks, including Local Technical Assistance Program /Rural Transit Assistance Program public 
health associations, trauma systems, tribal organizations, and regional planning entities.  
 
Reduce administrative burden and improve program outcomes by providing centralized data tools, 
analysis support, and reporting assistance tailored to rural agencies. WTSC is well positioned to do 
this for rural grantees through leveraging the Research Analysis Division resources, such as the 
public-facing data dashboard presentations.  
 
Increase equity and effectiveness by designing funding opportunities that reflect rural staffing levels 
and institutional capacity. This can be accomplished by simplifying application processes and by 
creating flexible match requirements and scaled reporting expectations. 
 
Improve program effectiveness by explicitly considering rural capacity during project 
development/scoping and incorporating flexible delivery models that enable participation by small 
and under-resourced communities. 

 
Questions to hold: 

Many of the issues, gaps, and opportunities identified through the Rural Program Plan represent 
adaptive challenges rather than technical problems with straightforward solutions. These challenges 
will require ongoing learning, collaboration, and iteration over time. In response to these adaptive 
challenges, this Rural Program Plan is grounded not only in identified needs and opportunities but 
also in a set of guiding questions that can help frame ongoing inquiry and action. These questions are 
intended to support reflection, collaboration, and learning as strategies are developed, tested, and 
refined. Rather than prescribing fixed solutions, they create space to explore how best to strengthen 
rural capacity, advance safety outcomes, and align investments with the realities of rural 
communities over time.  
• How do we, as a behavioral traffic safety agency, address engineering/infrastructure concerns for 

rural communities?  
• How can we leverage automated enforcement to reduce speeds in rural communities?  
• How can we, as a behavioral traffic safety agency, support EMS and trauma system partners to 

reduce traffic fatalities?  
• How do we, as a behavioral traffic safety agency, address rural workforce gaps and increase 

capacity for rural communities to take on traffic safety grants and projects?  
• How do we address pedestrian safety in rural communities that often lack basic pedestrian 

infrastructure, such as sidewalks, lighting, and crosswalks?  
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Performance Measures 
• UC-1: Number of Traffic Fatalities 
• UC-3: Fatalities per 100M Vehicle Miles Traveled 
• SD-1: Number of fatalities on rural roads 

 
Countermeasure Strategies 

1. Post-Crash Care 
 
Countermeasure Strategy #1:  Post-Crash Care  

Description: The post-crash care countermeasure strategy focuses on reducing the severity of 
injuries and likelihood of death after a crash by improving emergency response, trauma care 
access, and coordination across systems. This includes strengthening EMS capacity, reducing 
response and transport times, improving access to trauma centers, and leveraging technologies to 
protect first responders and roadside pedestrians. 
 
Application: The post-crash care countermeasure strategy will be implemented by supporting 
projects that equip and train first responders and Trauma system personnel, improving 
coordination with trauma systems, deploying digital alert technologies to protect responders and 
roadside users, and piloting innovations such as prehospital blood administration to improve 
survivability and reduce fatalities. 
 

Countermeasure(s):  
1. Rural Post Crash Care, Clinical Provider Support 

This will be implemented through training and professional development of rural EMS and 
Hospital providers to strengthen advanced trauma life support skills and communication and 
patient transfer practices. 
Justification: 
• Highway Safety Program Guidelines No. 11, Emergency Medical Services, Section III. 

Human Resources and Training 
 

2. Emergency Medical Services, EMS Blood Program Support  
This will be implemented through supporting the development and implementation of EMS 
blood programs.  
Justification: 
• EMS.gov: Prehospital Blood Transfusions 
• NHTSA.gov: Pathways to Safer Streets, Prehospital Blood Transfusion Programs 
• Highway Safety Program Guideline No. 11 Emergency Medical Services 

 
3. Preventing Roadside Deaths – Digital Alerting 

This will be implemented by deploying digital alert technologies with incident response 
partners to provide early warning to drivers operating vehicles near roadside hazards, which 
will reduce the risk of serious injury or death for first responders and roadside pedestrians. 
Justification: 
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• Uniform Guidelines for State Highway Safety Incidents, Guideline No. 16: Management of 
Highway Incidents, 1(b)(v).  

• Sakhare, R.S., Desai, J.C., Mahlberg, J., Mathew, J.K., Kim, W., Li, H., McGregor, J.D. and 
Bullock, D.M. Ch 4_4.2: Community Traffic Services 98 (2021) Evaluation of the Impact of 
Queue Trucks with Navigation Alerts Using Connected Vehicle Data. Journal of 
Transportation Technologies, 11, 561-576. doi: 10.4236/jtts.2021.114035. • Drucker, 
Christopher Jose. (2013). An epidemiological approach to emergency vehicle advanced 
warning system development: a two-phase study. Retrieved from the University of 
Minnesota Digital Conservancy, https://hdl.handle.net/11299/162638 

 
Countermeasure Strategy Link to Performance Targets: 

The Post-Crash Care countermeasure strategy supports progress toward reducing the number of 
traffic fatalities, traffic fatality rate, and traffic fatalities on rural roads by improving the timeliness 
and quality of emergency response and medical care following a crash by improving the 
survivability of crash victims through enhanced emergency response capacity, faster access to 
trauma care, and better coordination among emergency medical and trauma systems. 
Investments in rural provider training, EMS blood program development, and digital alerting 
technologies are expected to reduce preventable deaths following serious crashes, particularly in 
rural areas where delayed response and limited trauma access increase fatality risk.  
 
Through training and professional development for rural EMS and hospital providers, this strategy 
strengthens trauma care capabilities, communication, and patient transfer practices. Support for 
EMS blood programs enhances the ability to deliver life-saving interventions earlier in the 
response process. Additionally, this countermeasure strategy will be implemented through the 
deployment of digital alert technology. Digital alert technology alerts the driving public of 
emergency personnel and roadside incidents. Digital alerts provide early warnings to drivers near 
incident scenes, reducing the risk of secondary crashes involving responders and roadway users. 
 
This countermeasure strategy reduces traffic fatalities by strengthening post-crash medical 
interventions, improving responder safety, and reducing the risk of secondary crashes. These 
improvements increase survivability following serious crashes, particularly on rural roadways, and 
help lower fatality rates relative to travel exposure. 

 
Consideration Used to Select Projects:  

• Washington State Trauma System Assessment Data 
• State and national publications demonstrating the efficacy of whole blood, blood availability, 

and effects of delays in care on mortality for trauma patients.  
• Data from WTSC dashboards 
• Recommendations and position statements from the American College of Surgeons 

Committee on Trauma (ACS-COT), National Association of Emergency Medical Physicians 
(NAEMSP), the American College of Emergency Physicians (ACEP), and Association for the 
Advancement of Blood and Biotherapies (AABB). 

• State trauma system data including, but not limited to, Washington EMS Information Systems 
(WEMSIS), Trauma Registry, and Rapid Health Information Network (RINO).  
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• National forums, such as the National Center for Rural Road Safety Safe System Forum, and 
the Federal Highway Administration Rural Forums.   

 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Post-Crash Care 405b OP High; 405e Distracted Driving; 405h 
Preventing Roadside Deaths 

$560,000 

Total $560,000 
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4.11: Speed 
 
Problem Identification 

Washington State continues to experience persistently high levels of traffic fatalities and serious 
injuries, with speed as a primary contributing factor across roadway types and user groups. 
Despite widespread awareness of traffic safety risks, unsafe speeds remain normalized in 
everyday driving behavior, particularly on arterial and local roadways where exposure to 
vulnerable users is high. 
 
Crash risk is not randomly distributed. Severe and fatal crashes are concentrated along specific 
corridors and within certain driving contexts where roadway design, land use, traffic volume, and 
behavioral factors interact to create elevated risk. Driver decision-making is shaped by both 
individual behavior and system conditions that often fail to consistently support safe operating 
speeds. 
 
While education, enforcement, and engineering each contribute to safety, they are frequently 
implemented in isolation, limiting their collective effectiveness. Sustained reductions in speed-
related harm require more coordinated deployment of these approaches across jurisdictions and 
disciplines. 
 
There is also a continued need for more proactive, system-based approaches that prevent unsafe 
speeds before violations or crashes occur. Current practice remains heavily weighted toward 
post-violation enforcement and post-crash response, rather than upstream interventions that 
align roadway design, operational context, and safety expectations. 
 
Reducing speed-related harm requires strengthening the consistency and coordination of speed 
management practices across the system, improving alignment between roadway design and 
operating conditions, and supporting more effective use of data and local implementation 
frameworks. No single intervention is sufficient; progress depends on reinforcing strategies that 
reduce both the likelihood and severity of crashes. 
 
Together, these aligned pathways reduce conflicting signals about appropriate driving behavior 
and support the normalization of safe speeds across Washington communities. 
 
Summary of Crash and Other Consequences Data 
Washington’s five-year rolling average for traffic fatalities (2020–2024) is 706.2, significantly 
above the Target Zero trajectory. Serious injuries remain elevated at 3,034 annually. 
 
While crash data identifies a subset of fatalities as “speeding-related,” this designation does not 
fully capture the role of speed in crash severity. In Washington, many fatal crashes involve 
extreme speeds on lower- and moderate-speed surface streets, where operating speeds far 
exceed posted limits, and the roadway environment is not designed to accommodate such 
behavior. In these cases, the combination of excessive speed and context, such as intersections, 
driveways, and other road users, significantly increases crash severity and reduces survivability. 
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This highlights the importance of addressing not only illegal speeding behavior, but also the 
broader conditions that allow large gaps between intended and actual travel speeds. 
 
Speeding-related fatalities reached a ten-year high of 270 in 2023 and remained elevated at 247 
in 2024, representing approximately one-third of all traffic deaths. These fatalities occur across 
urban and rural environments and are frequently associated with roadway segments where 
operating speeds exceed what conditions safely support. 
 
Impairment remains one of the most significant contributors to fatal crashes in Washington, with 
alcohol- and drug-involved driving implicated in approximately half of all traffic fatalities each 
year. Speed further amplifies this risk by increasing both crash likelihood and severity, and 
together these high-risk behaviors, impairment, and speeding, consistently account for a 
substantial share of roadway deaths statewide. Of the 1,154 speeding driver-involved fatal 
crashes in the past five years, impairment was also a factor in 65% of those crashes. 
 
Distracted or inattentive driving continues to compound crash risk, contributing to 138 fatalities 
in 2024, the highest level in recent years. Observational and telematics data indicate that 
distraction occurs more frequently than traditional reporting systems capture, suggesting that 
true exposure is underestimated. 
 
Pedestrian fatalities reached 152 in 2024, reflecting increased vulnerability when vulnerable users 
are exposed to higher vehicle speeds and insufficient separation from traffic. 
 
These patterns reflect both extreme speeding behavior and broader normalization of operating 
speeds above posted limits, reinforcing the need for a comprehensive approach that addresses 
both high-risk outlier behavior and everyday speed compliance. 
 
This data also underscores that fatal crash risk in Washington is not driven by a single behavior, 
but by a consistent pattern of interacting behavioral, environmental, and cultural factors, 
including speeding involvement, impaired driving, low restraint use, and elevated risk among 
younger drivers. The persistence of these patterns over time reflects the influence of normalized 
risk-taking behaviors and inconsistent social and institutional responses to unsafe driving. 
 
Within the statewide Speed Management Program, these findings reinforce the need for a 
Culture Change strategy that addresses not only individual driver behavior, but also the social 
expectations, enforcement consistency, and environmental cues that shape that behavior. The 
high prevalence of speeding involvement in fatal crashes, combined with demographic patterns of 
risk exposure, supports a systems-based approach that aligns behavioral feedback, community 
norms, institutional practices, and place-based interventions to reduce preventable harm. 
 
This data informs the program’s integrated approach through: 
• Reinforcing the need for norm-shaping strategies (media literacy, Safe Roads Challenge)  
• Supporting behavioral feedback interventions (intelligent speed assistance (ISA), enforcement 

visibility)  
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• Guiding place-based implementation priorities (Comprehensive Safety Action Plan (CSAP) and 
corridor projects)  

• Strengthening the rationale for cross-sector alignment under the Safe System Approach 
 

 
Figure 1. Traffic Fatalities in Washington: Characteristics of Fatal Crash Decedents and Contributing 
Behavioral Factors (2015–2024). This figure summarizes statewide traffic fatality trends and key 
characteristics of fatal crash involvement, including behavioral factors (speeding, impairment, 
distraction), demographic patterns, and restraint use. The data highlight persistent risk patterns that 
reflect not only individual driving behavior, but also broader systemic, social, and cultural conditions 
influencing roadway safety outcomes. 
 

Summary of Behaviors and Beliefs  
Statewide survey data consistently show that most drivers recognize speeding as dangerous and 
express general support for traffic safety laws. However, self-reported behavior indicates 
frequent speeding on arterials and local roads, revealing a persistent gap between knowledge and 
action. 
 
Drivers often underestimate the incremental risk associated with moderate speeding and 
overestimate their ability to maintain control in complex driving environments. Risk is generally 
acknowledged in principle but discounted in personal decision-making. 
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Distraction has become embedded in routine driving behavior. Telematics data suggest that a 
significant share of trips include at least one distraction event, compounding risk when combined 
with elevated speeds. 
 
Social norms also play a central role. Many drivers perceive moderate speeding as acceptable or 
necessary to maintain traffic flow, and behavior is often shaped more by roadway context and 
surrounding traffic conditions than posted limits alone. 
 
This misalignment between beliefs, norms, and behavior highlights the importance of 
interventions that shape not only individual decisions but also the conditions in which those 
decisions are made. 

 
Systemic Problems/Gaps  
• Roadway environments frequently allow or encourage operating speeds that exceed safe 

thresholds for current conditions.  
• Traffic safety interventions are often implemented in isolation, limiting cumulative impact.  
• High-risk corridors are well-documented, but implementation resources are not consistently 

focused at sufficient scale.  
• Smaller and rural jurisdictions face persistent capacity constraints for comprehensive speed 

management.  
• Current approaches remain heavily reactive rather than preventive.  
• Emerging data sources are underutilized in planning and evaluation.  
• Implementation practices vary significantly across jurisdictions, reducing consistency in safety 

outcomes.  
• There remains a persistent gap between knowledge of risk and actual driving behavior, 

particularly in relation to speed choice. 
 

Opportunities  
• Strong alignment with Safe System principles and Target Zero provides a stable foundation for 

coordinated action.  
• Expanded availability of crash, observational, and behavioral data improves risk identification 

and prioritization.  
• Existing local and regional planning frameworks provide a foundation for implementation-

focused investments.  
• Cross-sector partnerships, including SMAC, provide structured input into identifying priorities 

and refining strategies.  
• Public awareness of traffic fatalities continues to support momentum for sustained 

investment in safety.  
• Place-based investment strategies allow targeted impact in high-risk environments while 

supporting scalable models.  
• Continued advancement in roadway design and operational practices supports more 

consistent management of operating speeds. 
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Multi-Level Approach to Speed Management and Culture Change 

 
Figure 2. Pyramid of Change Strategies illustrating the relative impact of interventions across levels of 
influence, from individual knowledge and behavior to broader social, environmental, and systems-
level conditions. Strategies that operate across multiple levels—particularly those that shape norms, 
environments, and institutional practices—are more likely to produce sustained, population-level 
improvements in safety outcomes. 
 

The WTSC statewide speed management program and plan reflect both a theory of change, how 
coordinated strategies reduce fatalities and serious injuries, and a theory of action, how partners 
implement those strategies through aligned roles and shared priorities. 
 
Washington’s Speed Management Program operationalizes a multi-level Safe System approach by 
aligning system design, behavioral feedback, implementation consistency, and innovation 
pathways to reduce speed-related risk. The Culture Change strategy activates and reinforces 
these pathways through coordinated interventions that shape norms, improve behavioral 
feedback, and strengthen institutional consistency across jurisdictions. 

 
• System pathway: Strengthened through cross-sector alignment among transportation 

agencies, law enforcement, courts, schools, employers, and public health partners to ensure 
consistent expectations for safe speeds.  

• Behavioral pathway: Reinforced through driver-facing interventions such as Intelligent Speed 
Assistance (ISA), enforcement visibility, and speed feedback mechanisms that shape real-time 
decision-making.  

• Implementation consistency pathway: Supported through Comprehensive Safety Action Plan 
(CSAP) implementation and corridor-based strategies that reduce variability in speed 
management practices across jurisdictions and improve predictability of roadway 
environments.  
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• Innovation and scaling pathway: Advanced through demonstration efforts (e.g., ISA pilots, 
Safe Roads Challenge, and community-based engagement strategies) that generate evidence 
for broader adoption and integration into standard practice.  

 
Performance Measures 

• UC-6: Number of speeding-related fatalities 
 

Countermeasure Strategies 
1. Program Coordination 
2. Culture Change 

 
Countermeasure Strategy #1: Program Coordination 

Definition: Program Coordination refers to the planning, management, and collaborative 
infrastructure required to design, implement, monitor, and continuously improve traffic safety 
initiatives. This countermeasure strategy supports systems, people, and processes that enable 
traffic safety efforts to function. 
 
Application: Program Coordination serves as the operational backbone of the statewide speed 
management program, ensuring that diverse strategies—ranging from corridor-based 
interventions to policy alignment, behavioral initiatives, and technology pilots—function as a 
cohesive system rather than as isolated efforts. In Washington, this strategy is implemented 
through a structured, multi-agency coordination framework anchored by the SMAC and guided by 
the statewide speed management plan. Together, these entities provide governance, technical 
expertise, and cross-sector collaboration necessary to align state, regional, and local efforts 
toward a shared goal of reducing speed-related fatalities and serious injuries. 
 
The Program Coordination countermeasure strategy integrates key functions, including strategic 
alignment, cross-sector collaboration, technical assistance to local jurisdictions, policy and 
systems integration, data-driven decision-making, and continuous program improvement. These 
functions support consistent application of the Safe System Approach, strengthen local and 
statewide capacity, and ensure that individual projects are implemented in a complementary and 
mutually reinforcing manner and contribute to measurable reductions in speed-related fatalities 
and serious injuries. 
 

Countermeasure(s):   
1. Capacity Building 

Justification:  
• November 2006, Uniform Guidelines for State Highway Safety Programs, National Highway 

Traffic Safety Administration Highway Safety Program Guideline No. 19: Speed  
• Section I. Program Management 
• Section II. Problem Identification 
• Section IV. Communication Program 
• Section V. Enforcement Countermeasures 



Ch. 4_4.11: Speed 

174 | P a g e  
 

• Section VII. Data Evaluation 
• Countermeasures That Work, 11th Edition, 2023- Speeding and Speed Management 

• High Visibility Enforcement, 3-Stars (CTW) 
• Dynamic speed display/feedback signs, 5-Stars (CTW) 
• Dynamic Speed/Display/Feedback Signs, 5-Stars (CTW) 
• Intelligent Speed Assistance, 3-Stars (CTW) 
• Speed Safety Camera Enforcement, 5-Stars (CTW) 
• Electronic Technology for Parental/Guardian Monitoring, 3-Stars (CTW) 

 
Countermeasure Strategy Link to Performance Targets:  

The Program Coordination Countermeasure Strategy supports reductions in speed-related 
fatalities and serious injuries by ensuring that speed management efforts are aligned, data-driven, 
and implemented as a cohesive statewide system. This strategy strengthens the integration of 
policies, programs, and partners to improve the overall effectiveness of speed management 
activities. 

 
Efforts under this strategy enhance coordination across agencies and jurisdictions, support 
consistent application of the Safe System Approach, and improve the ability to identify, prioritize, 
and address high-risk locations and behaviors. By aligning resources, strengthening collaboration, 
and promoting shared goals, this approach increases the efficiency and impact of individual 
interventions and reduces fragmentation across efforts. These efforts improve program 
effectiveness, strengthen statewide capacity, and contribute to sustained reductions in speed-
related fatalities and serious injuries. 

 
Consideration Used to Select Projects: 

The establishment and continued refinement of Washington’s statewide speed management 
program advances NHTSA’s Uniform Guideline No. 19: Speed Management by creating a 
multidisciplinary, state-level framework that identifies speeding-related risk, strengthens cross-
sector partnerships, supports law enforcement and roadway practitioners, engages the public, 
and informs consistent policy and systems change to reduce fatal and serious injury crashes. The 
program is intentionally structured around broad representation from across the Safe System 
Approach, ensuring that engineering, enforcement, education, emergency response, public 
health, schools, community partners, advocates, and policymakers collectively address speed as 
both a behavioral and systems-level safety issue. 
 
Project selection and program investments were guided by a data-driven and community-
informed process that prioritized communities and roadway environments experiencing 
disproportionate speed-related risk. Selection criteria included: 

• WTSC data dashboard analysis to identify impacted populations, corridors, and 
communities with elevated fatal and serious injury risk  

• Statewide observational survey findings and trend data  
• WTSC school zone speeding briefs, statewide speed observation study results, and driver 

behavior analysis data collaboration reports 
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• Internal speeding fatal case review findings 
• NHTSA Uniform Guideline No. 19: Speed Management and relevant Countermeasures That 

Work strategies for evidence-based intervention selection  
• Feedback from local, regional, and statewide public engagement efforts  
• Opportunities to deploy layered and mutually reinforcing countermeasures across 

engineering, enforcement, communications, technology, and policy  
• Alignment with the Safe System Approach, particularly within the Safer People and Safer 

Speeds elements, while leveraging actions across all system partners  
• Potential to address traffic safety culture, including social norms, perceived acceptability 

of speeding, and community expectations around safe travel behavior  
 

A core function of the program is to support the collaborative deployment of multiple 
complementary countermeasures that improve voluntary speed compliance, reinforce safe 
roadway design and policy, and shift community norms toward shared responsibility for safer 
speeds. This statewide structure enables local adaptation while preserving consistency in 
evidence-based practice, technical assistance, evaluation, and policy development. 

 
Countermeasure Strategy #2: Culture Change 

Description: Culture Change encompasses countermeasures that influence public beliefs, social 
norms, and expectations around traffic safety. This countermeasure strategy focuses on creating 
an environment in which safe behaviors are understood, valued, and socially reinforced by 
increasing awareness, shifting attitudes, and supporting voluntary compliance. 
 
Application: Traffic safety culture refers to the shared beliefs, values, norms, and practices within 
a community, organization, or social network that influence how individuals perceive and respond 
to road safety. In Washington, the current traffic safety culture often fails to support safe speeds: 
many drivers perceive that adhering to posted speed limits is inconvenient or even unsafe, law 
enforcement officers report hesitancy to issue citations for speeding, courts frequently dismiss 
speed infractions in favor of more “serious” offenses, and popular media frequently glorifies 
unsafe driving. Collectively, these factors reinforce a social environment in which speeding is 
normalized and socially accepted rather than discouraged. 
 
The Culture Change strategy serves as an organizing layer within Washington’s speed 
management program, aligning behavioral expectations with roadway environments and system-
level implementation to strengthen voluntary compliance with safe speeds. 
 
At the core of this theory of action is the premise that speeding is not only an individual 
behavioral choice, but a socially reinforced behavior shaped by roadway context, observed norms, 
and the consistency of safety signals across the system. When these signals are mixed or unclear, 
unsafe speeds can become normalized. The strategy, therefore, focuses on strengthening 
alignment between what drivers experience, what communities prioritize, and what the 
transportation system consistently reinforces. 
 
This approach emphasizes three mutually reinforcing pathways: 
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1. Norm Formation (What is socially expected) 
This pathway focuses on shaping shared expectations around safe speeds through consistent 

messaging embedded in real-world environments and community context. 
• Community engagement processes associated with CSAP development and 

implementation reinforce that safe speeds are a shared priority.  
• Visible safety improvements in high-risk locations communicate that speed management 

is an active and ongoing expectation.  
 

2. Behavioral Reinforcement (What is consistently experienced) 
This pathway focuses on reinforcing safe driving behavior through consistent environmental 

cues and system feedback. 
• Roadway design elements, speed management treatments, and enforcement presence 

provide ongoing cues that influence driver behavior in real time.  
• Coordinated implementation across engineering and enforcement reduces variability in 

expectations across locations.  
• These consistent signals support self-regulation by making appropriate speeds more 

intuitive and expected. 
 
3. Place-Based and Institutional Reinforcement (What the system delivers consistently) 

This pathway embeds safe speed expectations into the environments and institutions that 
shape everyday travel behavior. 

• Comprehensive Safety Action Plan (CSAP) Implementation Projects translate community-
identified priorities into tangible improvements, reinforcing that safety is a shared and 
operationalized value.  

• These efforts reduce conflicting signals across jurisdictions and create more predictable, 
safety-oriented travel environments. 

 
Integrated Effects: Together, these three pathways operate as a reinforcing system: 

• Norm formation establishes that safe speeds are expected  
• Behavioral reinforcement ensures those expectations are consistently experienced  
• Place-based implementation demonstrates that the system supports and prioritizes those 

expectations  
 
This alignment reduces ambiguity in social and environmental cues, strengthens the credibility of 
safe-speed expectations, and supports increased voluntary compliance across diverse roadway 
contexts. 
 

Countermeasure(s):  
1. Comprehensive Safety Action Plans (CSAP)  

Justification: 
• November 2006, Uniform Guidelines for State Highway Safety Programs, National Highway 

Traffic Safety Administration Highway Safety Program Guideline No. 19: Speed  
• Section I. Program Management 
• Section II. Problem Identification 
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• Section IV. Communication Program 
• Section V. Enforcement Countermeasures 
• Section VII. Data Evaluation 

 
• Countermeasures That Work, 11th Edition, 2023- Speeding and Speed Management 

• High Visibility Enforcement, 3-Stars (CTW) 
• Dynamic speed display/feedback signs, 5-Stars (CTW) 
• Dynamic Speed/Display/Feedback Signs, 5-Stars (CTW) 
• Intelligent Speed Assistance, 3-Stars (CTW) 
• Speed Safety Camera Enforcement, 5-Stars (CTW) 
• Electronic Technology for Parental/Guardian Monitoring, 3-Stars (CTW) 

 
Countermeasure Strategy Link to Performance Targets: 

The Culture Change countermeasure strategy supports reductions in speed-related fatalities and 
serious injuries by strengthening alignment between roadway environments, community 
expectations, and driver behavior. This strategy focuses on making safe speeds the consistently 
communicated and expected condition across the transportation system, rather than an 
exception. 
Efforts under this strategy address conditions that contribute to the normalization of speeding by 
improving the consistency and visibility of speed management practices. Through place-based 
implementation and community-informed safety investments, the program reinforces clear 
expectations about appropriate speeds in different roadway contexts. 

By emphasizing coordinated implementation of engineering, enforcement, and community-
prioritized safety improvements, these approaches reduce ambiguity in how speed limits are 
interpreted and experienced. This consistency supports improved driver judgment, increases 
voluntary compliance with safe speeds, and reduces reliance on isolated or reactive interventions. 

Over time, reinforcing safe speeds through consistent environmental and system-level cues 
contributes to shifts in expectations and behavior, reducing high-risk speeding and supporting 
sustained reductions in speed-related fatalities and serious injuries. 

 
Consideration Used to Select Projects:  

Project selection and program investments were guided by a data-driven and community-
informed process that prioritized impacted populations, communities and roadway environments 
experiencing disproportionate speed-related risk. Selection criteria included: 
• WTSC data dashboard analysis to identify impacted populations, corridors, and communities 

with elevated fatal and serious injury risk  
• Statewide observational survey findings and trend data  
• WTSC school zone speeding briefs, statewide speed observation study results, and driver 

behavior analysis data collaboration reports 
• Internal speeding fatal case review findings 
• NHTSA Uniform Guideline No. 19: Speed Management and relevant Countermeasures That 

Work strategies for evidence-based intervention selection  
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• Feedback from local, regional, and statewide public engagement efforts  
• Opportunities to deploy layered and mutually reinforcing countermeasures across 

engineering, enforcement, communications, technology, and policy  
• Alignment with the Safe System Approach, particularly within the Safer People and Safer 

Speeds elements, while leveraging actions across all system partners 
• Potential to address traffic safety culture, including social norms, perceived acceptability of 

speeding, and community expectations around safe travel behavior 
 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Culture Change NHTSA 402 $300,000 
Program Coordination NHTSA 402 $375,000 

Total $675,000 
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4.12: Traffic Records 
 
Problem Identification 

Traffic safety programs depend on complete, accurate, timely, integrated, and accessible traffic 
records data to identify safety problems, prioritize investments, and evaluate the effectiveness of 
countermeasures. Because the Washington Traffic Safety Commission (WTSC) relies on these data 
to guide funding decisions, establish priorities, and measure program performance, deficiencies in 
the traffic records system can directly limit the state's ability to reduce traffic fatalities and 
serious injuries.   
 
Washington's traffic records system consists of six core data systems: crash, driver, vehicle, 
roadway, citation and adjudication, and injury surveillance. These systems provide 
complementary information needed to understand the circumstances surrounding crashes, 
contributing behaviors, roadway characteristics, enforcement actions, and resulting injuries. 
However, these systems are managed by multiple agencies with differing business practices, data 
standards, and reporting timelines. As a result, maintaining data quality and interoperability 
across systems requires continuous coordination and improvement. 
 
Gaps in data quality, including delays in reporting, incomplete or inaccurate records, inconsistent 
data definitions, limited system integration, and barriers to data accessibility, reduce the ability of 
traffic safety partners to accurately identify emerging trends, understand contributing risk factors, 
and evaluate the effectiveness of safety strategies. Without reliable and integrated traffic records, 
agencies are less able to target resources toward the highest-risk behaviors, populations, and 
locations or measure progress toward reducing fatalities and serious injuries. 
 
The Traffic Records Program addresses these challenges by coordinating statewide efforts to 
improve the six nationally recognized traffic records data quality attributes: timeliness, accuracy, 
completeness, uniformity, integration, and accessibility. Through collaboration among state and 
local agencies, the program strengthens data quality, enhances interoperability across systems, 
and ensures that traffic safety decisions are supported by reliable, comprehensive, and actionable 
information. 
 
Summary of Crash and Other Consequences Data 
Washington’s traffic records system includes six core data systems: crash, driver, vehicle, 
roadway, citation and adjudication, and injury surveillance. Together, these systems provide 
information on crash circumstances, contributing factors, enforcement actions, and injury 
outcomes. The usefulness of these systems depends on maintaining strong data quality across 
several key attributes: 

• Timeliness: ensuring data are available soon after events occur. 
• Accuracy: ensuring data are free from errors and inconsistencies. 
• Completeness: ensuring required records and data elements are captured. 
• Uniformity: ensuring consistent definitions and reporting practices across jurisdictions. 
• Integration: enabling records from different systems to be linked for analysis. 
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• Accessibility: ensuring legitimate users can obtain the data needed for analysis and 
program planning. 

 
Improving these attributes strengthens the ability of traffic safety partners to monitor trends, 
identify risk factors, and evaluate countermeasures. 

 
Summary of Behaviors and Beliefs  
Traffic records data capture information related to driver behaviors and roadway conditions that 
contribute to crashes, including factors such as impaired driving, speeding, distraction, and seat 
belt use. Citation and adjudication data also provide insight into enforcement activity and 
violations related to these behaviors. 
 
These data systems help identify behavioral trends and risk factors associated with traffic crashes 
and provide the foundation for targeting education, enforcement, and engineering strategies. 
Improvements in data quality and integration across traffic records systems support a more 
complete understanding of behavioral risk factors and help inform programs designed to 
influence safer driving behaviors. 

 
Systemic Problems/Gaps  
Several challenges affect the effectiveness of the traffic records system. Legacy technology and 
aging infrastructure can limit the ability of agencies to efficiently collect, manage, and share data. 
As technology evolves, systems may require modernization to maintain functionality and 
compatibility. 
 
Data quality issues, including incomplete, inconsistent, or inaccurate records, can reduce the 
reliability of analyses used to guide traffic safety programs and funding decisions. In addition, 
because traffic records systems are managed by multiple agencies, coordination is necessary to 
ensure improvements are prioritized and implemented effectively. 

 
Opportunities  
The traffic records program provides opportunities to strengthen the quality and usability of 
traffic safety data through coordinated system improvements and strategic investments. 
Modernizing data systems, improving integration across core databases, and implementing 
nationally recognized data standards can enhance the timeliness, accuracy, and accessibility of 
traffic records data. 
 
Continued collaboration among traffic records partners also supports the adoption of new 
technologies and analytical capabilities that improve the ability of traffic safety professionals to 
identify trends and evaluate countermeasures. 

 
Performance Measures 

• SD-7: Number of Traffic Records Strategic Plan Key Objectives Completed 
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Countermeasure Strategies 
1. Traffic Safety Data 

 
Countermeasure Strategy #1: Traffic Safety Data 

Definition:  
Traffic Safety Data refers to the collection, integration, analysis, and use of data to identify risk, 
target interventions, monitor performance, and evaluate the effectiveness of traffic safety 
strategies. This countermeasure strategy includes improving data quality, implementing and 
maintaining data systems, conducting analysis and research, and supporting analytical tools that 
inform decision-making. 
 
Application:  
The countermeasure strategy will be implemented to make measurable data systems 
improvements to core Traffic Records systems. 
 

Countermeasure(s):   
1. Traffic Data Systems Improvements 

Justification: 
• National Highway Traffic Safety Administration (2018, August). Traffic records program 

assessment advisory, 2018 edition (Report No. DOT HS 812 601). Washington, DC: Author. 
• NHTSA’s Uniform Guidelines for State Highway Safety Programs, Guideline No. 10: Traffic 

Records. 
 
Countermeasure Strategy Link to Performance Targets:  

By implementing the key objectives identified in the Traffic Records Governance Council’s 
Strategic Plan, we’re able to fulfill our goal of improving the core data systems in traffic records. 
The TRGC tracks progress toward meeting key objectives with biennial updates and posts the 
information here https://wtsc.wa.gov/safe-driving/traffic-records/strategic-plan/.  

 
Consideration Used to Select Projects:  

In Traffic Records, the focus populations are the agencies and organizations that contribute to, 
own, maintain, and manage the six core data systems that make up all of Washington’s Traffic 
Records data. This group is organized as the TRGC. Countermeasures for improving traffic records 
attributes are identified by agencies and partners owning/using core data systems. Project 
proposals implementing countermeasure strategies for improving traffic records core data 
systems are submitted to the TRGC for review using the Traffic Records program project proposal 
form. In addition to state agencies, local governments and tribes are eligible to submit project 
proposals addressing local data needs and goals. 
 
The TRGC prioritizes projects for funding based on, but not limited to: 

• Strength/feasibility of the proposed project 
• Implementation of the TRGC Strategic Plan Key Objectives or other federal 

recommendations. 

https://wtsc.wa.gov/safe-driving/traffic-records/strategic-plan/
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• Sustainability and availability of alternative [non-405(c)] funding sources and funding 
availability 

• Availability of new technologies and solutions 
• State and local benefits 

 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Traffic Safety Data 405c Data; 405d Impaired Driving Mid $4,005,941 
Total $4,005,941 
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4.13: Tribal Traffic Safety 
 
Problem Identification 

Tribal traffic safety in Washington State is closely tied to sovereignty, community well-being, and 
the protection of future generations. For Tribal Nations, roadways connect families, culture, 
services, and economic opportunity, while also intersecting with and, at times, disrupting 
traditional patterns of travel by horse, foot, and water. 
 
Crash and fatality data reveal persistent and preventable disparities impacting American Indian 
and Alaska Native (AI/AN) populations. These outcomes are not isolated incidents, but reflect 
layered conditions, including behavioral risk factors, rural roadway environments, jurisdictional 
complexity, infrastructure gaps, and long-standing inequities in transportation investment. 
 
Washington is home to 29 federally 
recognized Tribal Nations and 
approximately 200,000 Tribal citizens, 
with Tribal lands located in 21 of the 
state’s 39 counties. Although AI/AN 
individuals represent about two 
percent of the state’s population, 
they experience a traffic fatality rate 
4.4 times higher than all other races 
combined. 
 
These disparities occur across a wide 
range of geographic contexts. The 
majority of Tribal lands in Washington, approximately 70 to 80%, are located in rural areas, 
including several in remote or isolated regions with limited access to services and longer 
emergency response times. A smaller share, roughly 20 to 30%, are located in suburban or urban 
adjacent areas with higher traffic volumes and more complex roadway systems. These geographic 
differences influence roadway conditions, traffic patterns, and access to emergency services, 
contributing to varying traffic safety risks across Tribal communities. This reinforces the need for 
flexible, community specific approaches. 
 
The Dawes Act (1887), the Burke Act (1906), and other federal actions reduced Tribal lands and 
resulted in a discontinuous patchwork of parcels owned by Tribal members or under Tribal 
jurisdiction, even within reservation boundaries. The tax and governance implications of this 
patchwork have created complex and often challenging conditions for transportation planning 
across Tribal, county, city and state systems. 
 
A majority of fatal crashes involving AI/AN individuals occur in rural settings, often on county 
roads and state routes. These environments are associated with higher speeds, limited lighting, 
reduced pedestrian infrastructure, and longer emergency response times, all of which increase 
both crash risk and the likelihood of fatal outcomes. 
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AI/AN individuals experience significantly higher traffic fatality rates than other populations in 
Washington State. Impairment, low seat belt use, speeding, and single vehicle crashes are 
significant contributing factors. Case reviews of pedestrian crashes further show that fatalities 
often occur in areas lacking basic infrastructure such as sidewalks, crosswalks, and pedestrian 
signals, highlighting disparities in both risk exposure and post-crash survivability. 
 
Tribal citizens frequently travel between Tribal, rural, and urban communities for employment, 
education, healthcare, cultural activities, and family responsibilities. This mobility increases 
exposure to risk across state highways, rural roads, and urban arterials, reinforcing the need for 
coordinated, cross jurisdictional traffic safety strategies. 
 
Traffic safety on Tribal lands is not limited to Tribal citizens. In the past five years, more than half 
of those killed in crashes on Tribal lands were not Tribal citizens, reflecting the role of Tribal 
roadways as regional transportation corridors that serve Tribal and non-Tribal travelers alike. At 
the same time, many AI/AN traffic fatalities occur off Tribal lands, demonstrating that traffic 
safety risks extend beyond reservation boundaries and across jurisdictions. 
 
Specific risk factors further illustrate this disparity: 

• Unrestrained motor vehicle occupant fatality rates are 6.9 times higher 
•  Active transportation user fatality rates are 5.6 times higher 
• Impairment involved fatality rates are 5.3 times higher 
• Speeding involved fatality rates are 3.2 times higher 
•  Seat belt use on Tribal lands is lower than the national average 

 
The data highlights clear disparities in risk, behavior, and outcomes and underscores the need for 
coordinated, Tribal led, and culturally responsive strategies that support Tribal sovereignty and 
reduce fatalities and serious injuries. 
 
Summary of Crash and Other Consequences Data 
Crash data for American Indian and Alaska Native populations in Washington show persistent 
disparities in both risk and outcomes. These patterns reflect a combination of high-risk behaviors, 
rural roadway conditions, infrastructure limitations, and system-level challenges that impact both 
crash likelihood and survivability. Risk occurs both on and off Tribal lands and involves both Tribal 
and non-Tribal populations, reinforcing the need for coordinated, cross-jurisdictional strategies. 
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2020–2024 
Overview of Consequences 
 
• AI/AN individuals experience traffic fatality rates three to four times higher per 100,000 

population than other racial groups.  
• Fatalities and serious injuries are primarily associated with impairment, lack of seat belt use, 

speeding, and pedestrian vulnerability.  
• High-risk behaviors frequently co-occur, increasing crash severity and the likelihood of fatal 

outcomes.  
• Single-vehicle crashes account for 62% of fatal crashes involving AI/AN individuals and are 

often linked to impairment and non-restraint use.  
• A majority of fatal crashes occur in rural settings (53%), where roadway conditions and longer 

emergency response times increase mortality risk.  
• Fatal crashes most often occur on county roads (34%) and state routes (28%), which typically 

involve higher speeds, limited lighting, and minimal pedestrian infrastructure  
• Longer EMS response times and limited access to trauma care in rural areas increase the 

likelihood of death following a crash.  
• Fatal crashes on Tribal lands place significant strain on Tribal emergency response systems, 

community resources, and long-term recovery efforts.  
• While more than one third of AI/AN fatal crashes occur on Tribal lands and over half of those 

killed are non-Tribal individuals, these roadways often function as regional travel corridors. As 
a result, Tribal communities carry a disproportionate share of the response and impact, 
reflecting both shared risk and uneven burden across jurisdictions. 

 
Broader Consequences: 
Beyond fatalities and serious injuries, these crashes carry deep and lasting impacts. They strain 
emergency response systems and create economic hardship, while for Tribal communities, they 
represent the loss of future generations, the disruption of cultural knowledge, and a break in the 
continuity of community and tradition. 
 
Primary Problems Revealed in the Data 
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Key Pattern: High-risk behaviors cluster. Impairment, lack of restraint, and speeding frequently 
occur together, increasing severity and fatal outcomes. 
 
Impairment 
• Leading contributing factor in fatal crashes 
• Fatality rate is 5.3 times higher than other racial or ethnic groups 
• 72% of AI/AN fatalities involve impairment (Either driver or walker/roller. Note: this refers to 

the identity of the person who was killed and may not refer to the identity of the person who 
was impaired) 

• Impairment was involved in 82% of female driver fatalities 
• Impairment was involved in 80% of male driver fatalities 

 
Among the AI/AN population, overall alcohol use rates are similar to or lower than the general 
population. However, among individuals who do consume alcohol, binge drinking rates are 
higher, meaning fewer individuals may drink overall, but those who do are more likely to 
consume alcohol at levels associated with significant impairment and increased impaired driving 
risk (Substance Abuse and Mental Health Services Administration; Centers for Disease Control and 
Prevention).  
 
Unrestrained Occupants 

• Fatality rate is 6.9 times higher than other races 
• Seat belt use on Tribal lands is lower than the U.S. average 
• 47% of fatally injured AI/AN occupants were unrestrained 
• Among unrestrained fatalities: 

o 78% involved impairment 
o 47% involved speeding 

• 59% of unrestrained motor vehicle occupant fatalities were female  
• Only one in five female motor vehicle passenger fatalities were restrained 

 
Speeding 

• 24% of AI/AN fatalities involved speeding 
• 79% of AI/AN speeding fatalities also involved impairment 
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Active Transportation Vulnerability 
• 28% of AI/AN fatalities were pedestrians or other active transportation users 
• Active transportation fatality rates are 5.6 times higher than other races 
• Limited pedestrian infrastructure increases exposure and crash risk 

 
Location and Regional Prevalence 
From 2020 to 2024: 

• 54% of fatal crashes involving AI/AN individuals occurred in rural areas 
• 36% occurred on Tribal lands  
• 63% involved single-vehicle crashes  
• 33% occurred on county roads  
• 29% occurred on state routes  

 
A large share of Indian lands in Washington is concentrated in five counties (Yakima, Ferry, 
Okanogan, Stevens, and Grays Harbor), representing approximately 94% of all Indian lands in the 
state. These patterns reflect concentrated risk in rural areas with higher speeds, limited 
infrastructure, and delayed emergency response. 
 
More than half of individuals killed in crashes on Tribal lands were not Tribal citizens, reinforcing 
the shared and cross-jurisdictional nature of traffic safety risk. 
 

 

                                                     Traffic Fatalities on Tribal Land 
 
 

Overrepresented Populations 
Crash data show that certain populations within American Indian and Alaska Native communities 
experience disproportionately higher risk and more severe outcomes. These patterns help 
identify where targeted, Tribal led strategies can have the greatest impact. 

 
Youth (Under 25) 

• 28% of AI/AN fatalities involve individuals under age 25, indicating elevated risk among 
younger drivers, passengers, and active transportation users 
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• Crashes involving youth are more likely to include high-risk behaviors such as impairment, 
lack of seat belt use, and speeding 

• These risks are often compounded by rural roadway conditions, including higher travel 
speeds and limited infrastructure 

• Limited access to affordable and culturally relevant driver education in some Tribal 
communities may contribute to gaps in driving experience and safe driving skills 
 

AI/AN Females 
• AI/AN females represent approximately 50% of AI/AN traffic fatalities, compared to about 

30% of traffic fatalities statewide, highlighting a significant disparity. 
• AI/AN male and female fatality rates are nearly equal, unlike typical traffic fatality trends 

where males account for a substantially higher share of fatalities. 
• Impairment is a dominant contributing factor, involved in over 80% of AI/AN female driver 

fatalities, often overlapping with speeding and lack of restraint use. 
• Nearly half of AI/AN motor vehicle occupants are unrestrained, with females representing 

a majority of unrestrained fatalities-this is for drivers and passengers. 
• Restraint use among AI/AN female passengers is significantly lower compared to other 

populations. 
• Fatal crashes frequently involve ejection and single-vehicle roadway departure, 

particularly on rural roads with higher speeds and limited shoulder space. 
• Older vehicles lacking modern safety features contribute to increased crash severity, 

particularly in rollover and ejection crashes. 
• Barriers to driver licensing and access to driver education in rural and Tribal communities 

may further increase risk. 
• Vehicle fit and driver characteristics, including height and seat belt fit, may also contribute 

to increased injury severity in certain crash types. 
 

 
 

Summary of Behaviors and Beliefs  
Traffic safety risks in Tribal communities are influenced by high-risk driving behaviors, underlying 
beliefs, and broader environmental and system level conditions. These insights are informed by 
crash data, fatal case reviews, and Tribal engagement. While the Washington Statewide Traffic 
Safety Survey provides useful information on general driver attitudes, it is not used as a primary 
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source in this section, as it does not provide Tribal specific data, has limited representation of 
Tribal communities, and does not capture the geographic, cultural, and jurisdictional factors that 
influence behavior and decision making in Tribal communities. 
 
Priority Behaviors 

• Impairment, lack of seat belt use, and speeding are the primary behaviors contributing to 
fatal and serious injury crashes and frequently occur together, increasing crash severity. 

• Speeding is commonly observed on rural roadways, particularly in areas with long travel 
distances and limited enforcement presence. 

• Seat belt use is inconsistent, particularly among passengers. 
• Pedestrian risk is elevated due to limited infrastructure, particularly along state routes and 

county roads that run through Tribal lands. 
 
Beliefs Influencing Behavior 

• Qualitative insights from fatal case reviews and Tribal engagement indicate that speeding 
is often normalized on rural roadways.  

• Stakeholder feedback suggests that rural driving environments and long travel distances 
influence how risk is understood and accepted.  

• Barriers to driver education and licensing may contribute to gaps in awareness and safe 
driving practices.  

• Due to the lack of Tribal specific survey data, there are gaps in fully understanding how 
beliefs vary across Tribal communities.  

 
Demographics and Overrepresentation 

• AI/AN populations are overrepresented in traffic fatalities and serious injuries compared 
to other racial groups in Washington State.  

• Youth under age 25 and AI/AN females experience disproportionate risk, with unique 
contributing factors. 

• Rural roadway users are disproportionately impacted due to increased exposure to higher 
speeds, limited infrastructure, and delayed emergency response.  

 
Qualitative Insights 

• Fatal case reviews and Tribal engagement consistently reinforce the role of impairment, 
speeding, and lack of restraint use in fatal crashes.  

• Community feedback highlights concerns related to roadway conditions, high volumes of 
pass-through traffic, and limited transportation and pedestrian infrastructure. 

• Barriers to driver licensing, driver education, and transportation options influence driving 
behavior and risk exposure.  

• Concerns about inconsistent enforcement practices and community experiences have 
contributed to mistrust. 

• Tribal engagement and stakeholder input have indicated that cultural perspectives on 
death, loss, and community may influence how traffic safety risks are discussed and 
understood, reinforcing the need for culturally grounded, community informed 
approaches. 
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Implications for Strategy 
These findings indicate that traffic safety behaviors are shaped not only by individual choices but 
also by environmental conditions, access to resources, and community- level factors. Effective 
strategies must be flexible, culturally grounded, and responsive to local conditions, addressing 
infrastructure, education, enforcement, and engagement while centering Tribal leadership and 
priorities. 
 
Systemic Problems/Gaps  
Safe System Implementation and Planning Gaps 

• Washington is advancing the Safe System approach statewide; however, its effectiveness 
in Tribal communities depends on how it is implemented. Without Tribal leadership and 
adaptation to Tribal governance, culture, and community realities, the approach may not 
fully address the conditions that drive risk in Tribal communities.  

• Traffic safety systems and funding structures are largely centered on reservation-based 
strategies, despite most AI/AN individuals living off Tribal lands, limiting reach and 
effectiveness.  

• Overreliance on statewide tools and survey data obscures Tribal-specific experiences and 
does not capture collective, community-based, and culturally rooted decision making.  

 
Institutional and Structural Challenges 

• Limited access to affordable and culturally relevant driver education creates barriers to 
developing safe driving skills, contributing to overrepresentation of youth in crashes.  

• Limited access to occupant protection resources, including child safety seats, booster 
seats, and culturally relevant education, reduces proper restraint use and increases the 
risk of serious injury and fatalities in crashes.  

• Early and ongoing Tribal consultation is not consistently integrated into program planning, 
limiting the inclusion of Tribal priorities, lived experience, and local knowledge.  

• Limited staffing, technical capacity, and infrastructure in some Tribal communities limit 
the ability to proactively address traffic safety risks, resulting in more reactive rather than 
preventative approaches. 
 

System Alignment Gaps on Tribal Land 
• Roadways crossing Tribal lands are often designed, managed, and funded without full 

integration of Tribal safety priorities.  
• More than half of fatalities occurring on Tribal lands involve non-Tribal drivers, yet Tribal 

governments do not always have full authority over roadway design, speed management, 
or enforcement authority. This creates a structural disconnect between exposure and 
responsibility, where Tribal communities experience the impacts of crashes without 
control over the systems influencing safety outcomes.  

• Funding structures are often short-term and state-driven and do not align with long-term, 
sovereign Tribal planning. Reimbursement-based grant models also create l barriers, as 
some Tribes do not have the upfront resources to cover costs, limiting access to funding 
and the ability to address known safety risks. 
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• Data systems do not consistently allow Tribes to evaluate non-Tribal crash involvement on 
Tribal lands, reducing visibility into risk patterns and system impacts.  
 

Jurisdictional and Enforcement Challenges 
• Jurisdictional complexity across Tribal, state, and federal systems limits consistency in 

enforcement, prosecution, and accountability.  
• Limited staffing and resources within Tribal law enforcement agencies, particularly in rural 

and high-fatality areas, reduce enforcement capacity.  
• Concerns about inconsistent enforcement practices, including perceptions that individuals 

who appear to be Native American are more likely to be stopped or cited, have 
contributed to mistrust between Native communities and law enforcement.  

• Tribal law enforcement operates within overlapping jurisdictions, limited resources, and 
authority shaped by Tribal Councils and Tribal Courts. These dynamics may reduce 
engagement in traffic safety efforts, limit reporting, and create barriers to effective 
program implementation. 
 

Enforcement, Tribal Governance, and Cultural Considerations 
• Standard enforcement metrics often prioritize citation and arrest volume, which do not 

reflect how safety and accountability are defined within Tribal communities.  
• On Tribal lands, enforcement is often measured by community trust, fairness, and 

whether it reflects community values and supports prevention and treatment, rather than 
citation volume alone. 

• Tribal traffic codes may emphasize restorative or wellness-based approaches, creating 
differences from state deterrence-focused models.  

• Historical mistrust of external systems can impact enforcement effectiveness and 
willingness to engage with traffic safety efforts.  

• Lack of electronic ticketing systems limits citation tracking, data accuracy, and timely 
reporting.  

• Gaps in data infrastructure reduce the ability to evaluate enforcement outcomes and 
identify trends.  

 
Infrastructure and Roadway Gaps 

• Rural roadways dominate Tribal lands, with many two-lane roads lacking shoulders, 
lighting, or safe pedestrian crossings  

• State or county highways running through Tribal lands often operate at speeds 
incompatible with human survivability  

• Maintenance of existing infrastructure is underfunded, particularly on rural and 
reservation roads  

• Infrastructure design is often focused on keeping traffic moving quickly, rather than 
prioritizing safety, and it does not always align with the needs of Tribal communities  

• Limited pedestrian, bicycle, and multimodal infrastructure reduces safe mobility options  
• Limited access to reliable transportation increases overall exposure to traffic risk.  
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• Tribal roadways often function as regional corridors for commercial traffic, including large 
trucks that divert from state and county systems to bypass weigh stations or enforcement 
areas. These routes are not designed for heavy vehicle volumes, increasing increased crash 
risk, infrastructure strain, and safety impacts for Tribal communities 

 
Data and Technology Gaps 

• State traffic safety data systems do not adequately capture Tribal-specific experiences, 
including Tribal status, residency, and community factors.  

• Limited access to timely, usable data constrains Tribal decision making and planning.  
• Barriers to adopting and implementing new technologies include cost, connectivity, and 

infrastructure limitations in rural and Tribal communities 
 

Rural and Community Risk Factors 
• Twenty-five of Washington’s twenty-nine federally recognized Tribes are located in rural 

areas, creating structural gaps in access to funding, infrastructure, and traffic safety 
resources  

• Rural environments increase crash severity due to higher speeds, roadway conditions, and 
longer EMS response times  

• Longer EMS response and transport times reduce survivability following crashes  
• Disproportionate impacts are seen among youth, unrestrained passengers, and AI/AN 

females, indicating the need for targeted, culturally grounded strategies.  
• Vehicle fit and driver characteristics, including height and seat belt fit, may contribute to 

risk for A female drivers in older vehicles, particularly in rollover and ejection crashes 
• Traffic safety approaches that rely on individual behavior models do not fully reflect 

collective, community-driven, and culturally rooted decision-making in Tribal communities 
 

The gaps identified above reflect broader systemic and structural challenges that limit the 
effectiveness of current traffic safety efforts in Tribal communities. These are not isolated issues, 
but interconnected barriers across governance, funding, infrastructure, data, and capacity. 
Addressing these challenges will require moving away from one size fits all approaches and 
toward strategies that are Tribal led, culturally grounded, and responsive to each community’s 
unique needs and priorities. The opportunities outlined below highlight areas for improvement 
that align with Tribal priorities, strengthen coordination, and support more effective and 
sustainable traffic safety outcomes. 
 
Opportunities  
While not all of these opportunities fall solely within WTSC authority, the agency plays a critical 
role in advancing them through funding, partnership, policy alignment, and convening cross-
jurisdictional collaboration. 

 
Tribal-Led Planning and Governance 
• Expand and formalize early and ongoing government-to-government consultation to ensure 

Tribal priorities, lived experience, and community priorities are reflected in program and 
project development.  
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• Support Tribal-led traffic safety strategies that reflect cultural values, community norms, and 
local conditions.  

• Align Safe System implementation with Tribal sovereignty, governance structures, and 
community-defined priorities.  
 

Sustainable and Flexible Funding 
• Transition from short-term and reimbursement-based funding models to more flexible, 

upfront, and sustained funding approaches.  
• Increase access to funding for Tribes regardless of cash flow limitations  
• Align funding structures with long-term Tribal planning, infrastructure needs, and sovereign 

priorities.  
 
Capacity Building and Workforce Development 
• Strengthen Tribal capacity through funding for staffing, training, and equipment, particularly 

in rural and high-risk areas. 
• Invest in dedicated Tribal traffic safety positions to support planning, implementation, and 

evaluation.  
• Expand training and certification opportunities, including Child Passenger Safety technicians 

and traffic safety professionals.  
• Support long-term program sustainability and community-driven solutions.  

 
Data Systems and Access 
• Strengthen Tribal-specific data collection and improve access to timely, usable, and 

disaggregated data to support decision making, planning, and evaluation of crash trends.  
• Improve the ability to track and understand non-Tribal involvement in crashes occurring on 

Tribal lands.  
• Support Tribal data sovereignty and the ability to analyze and apply data for local decision 

making. 
 
Technology and Innovation 
• Support implementation of electronic ticketing systems for Tribal law enforcement to improve 

citation tracking, data accuracy, and reporting.  
• Improve access to and implementation of technology that supports enforcement, data 

collection, and emergency response.  
• Address barriers related to cost, connectivity, and infrastructure in Tribal and rural 

communities.  
 
Infrastructure and Safe Road Design 
• Increase investment in Tribal traffic safety infrastructure, including planning, design support, 

and project development for high-risk roadway areas.  
• Prioritize improvements to pedestrian, bicycle, and multimodal safety infrastructure  
• Address high-risk roadway conditions such as high-speed corridors, lack of lighting, and unsafe 

crossings.  
• Coordinate with Tribes to manage commercial and truck traffic impacts on Tribal roadways.  



Ch. 4_4.13: Tribal Traffic Safety 

194 | P a g e  
 

 
Jurisdictional Coordination and Enforcement 
• Support coordination between Tribal, state, and local partners to improve communication, 

data sharing, and implementation of safety strategies across jurisdictions.  
• Strengthen Tribal enforcement capacity through staffing, training, and equipment.  
 
Culturally Responsive Enforcement and Justice Approaches 
• Expand culturally responsive enforcement training that aligns with Tribal justice approaches.  
• Support enforcement strategies that prioritize community trust, legitimacy, and connection to 

prevention and treatment systems.  
• Support the alignment enforcement approaches with restorative and wellness-based Tribal 

justice models.  
 
Culturally Responsive Education and Outreach 
• Expand culturally responsive outreach and prevention efforts delivered through trusted Tribal 

partners.  
• Support community-driven approaches that reflect culture, lived experience, and community 

priorities in shaping behavior change strategies.  
• Increase availability of occupant protection resources, including car seats, booster seats, and 

installation support.  
 
Driver Education and Youth Engagement 
• Partner with the Department of Licensing to pilot culturally relevant, community-based driver 

education programs.  
• Expand access to affordable and locally available driver education, particularly in rural Tribal 

communities.  
• Support Tribal-led development and delivery of driver education and youth-focused traffic 

safety programs.  
 
Emergency Response and Post-Crash Care 
• Support efforts to improve EMS access, coordination, and response times in rural and Tribal 

communities. 
• Invest in systems that reduce time to definitive care and improve post-crash survivability 

 
Performance Measures 

• SD-5: American Indian/Alaska Native Fatalities 
 
Countermeasure Strategies 

1. Program Coordination 
 
Countermeasure Strategy #1: Program Coordination 

Definition: Program Coordination refers to the planning, management, and collaborative 
infrastructure required to design, implement, monitor, and continuously improve traffic safety 
initiatives. Within Tribal-Based Programs, this includes Tribal-led planning, coordination, and 
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decision making that reflect Tribal sovereignty, governance, and community priorities. This 
countermeasure strategy supports the systems, people, and processes needed to implement 
culturally relevant, community-driven traffic safety efforts that are informed by Indigenous 
knowledge and local context. 
 
Application: Coordination efforts will include ongoing government-to-government engagement, 
regular communication with partners, and alignment of activities across systems such as 
enforcement, public health, transportation, and courts. Programs will incorporate Indigenous-
informed knowledge, lived experience, and community input to guide decision making and ensure 
strategies are culturally relevant and community-driven. 
 
Program Coordination will also support data-informed planning, alignment of funding with Tribal 
priorities, and consistent processes for monitoring progress and adapting strategies over time to 
improve effectiveness and sustainability. 
 

Countermeasure(s):   
2. Tribal Based Programs  

Justification: 
• Uniform Guidelines for State Highway Safety Programs, National Highway Traffic Safety 

Administration Highway Safety Program Guidelines 1-21 Sections: 
• Program Management  
• Law Enforcement 
• Communication Program 
• Program Evaluation and Data 
• Outreach Program 
• Use of Traffic Records System 

• Countermeasures That Work, 11th Edition, 2023 
• Dynamic Speed Display/Feedback Signs, 5-Stars (CTW) 
 

This countermeasure supports Tribal led, flexible traffic safety strategies rather than a single 
project approach, recognizing that crash patterns, roadway conditions, enforcement capacity, 
and access to services vary across Tribal communities. This approach allows each Tribe to 
address the specific factors contributing to risk, including impairment, occupant protection, 
roadway conditions, and access to driver education. 
 
It also reflects Tribal sovereignty and the importance of self-determination. Tribes operate 
with distinct priorities, cultural contexts, and governance structures, and more rigid 
approaches are often less effective. By supporting Tribal leadership, incorporating Indigenous 
Knowledge, and allowing for adaptation over time, this countermeasure strengthens local 
capacity, improves community engagement, and supports sustained safety outcomes. 
 
This approach includes flexibility to respond to evolving opportunities for Tribal engagement, 
recognizing that effective partnerships are relationship driven and may require adjustments to 
timelines, resources, and strategies. 
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Most recently, SB 6005 added an additional $500,000 to the existing proviso funding, 
increasing the total investment to $1 million per biennium. Combined with approximately 
$160,000 in federal funding, we are entering a new era of Tribal traffic safety work with the 
resources needed to build capacity, support Tribal priorities, strengthen partnerships, and 
make meaningful investments in Tribal led traffic safety initiatives across Washington. 
 
The following Tribes and partner projects represent identified opportunities for development 
in the next contract year in partnership with WTSC to address traffic safety priorities. 
 
• Youth Education: Coordinate with the WTSC Nonmotorized Program Manager to develop 

culturally grounded pedestrian and bicycle safety education materials for Tribal youth. 
Materials may include storybooks, coloring pages, and other child focused resources 
developed with Indigenous artists, storytellers, and Tribal youth to support community-
based traffic safety learning. 

• Confederated Tribes of the Colville Reservation: Development of a Tribal traffic safety 
program led by a Tribal Traffic Safety Coordinator and supported by Traffic Safety 
Technicians to strengthen data collection, analysis, and traffic safety planning. 

• Cowlitz Indian Tribe: Several potential projects have been identified to improve roadway 
safety, including an AI video analytics safety study, feasibility work, and equipment to 
support safer road conditions. 

• Kalispel Tribe of Indians: Development of a Tribal Traffic Safety Study focused on 
pedestrian safety, along with establishment of a Tribal Traffic Safety position to support 
data collection, community engagement, and identification of Tribal traffic safety 
priorities. 

• Nisqually Indian Tribe: Development and implementation of a Tribal dedicated DUI patrol 
program focused on reducing impaired driving through high visibility enforcement, 
community education, and coordination with Tribal traffic safety efforts. 

• Spokane Tribe of Indians: Development of a driver training and education program in 
partnership with the Department of Licensing to expand access to driver education and 
improve safe driving practices. 

• Squaxin Island Tribe: Several potential projects have been identified to improve roadway 
safety, including safety study work, feasibility planning, and equipment to support safer 
road conditions. 

• Suquamish Tribe: Development and implementation of a Tribal Officer Phlebotomy 
Program to strengthen impaired driving enforcement and improve timely blood evidence 
collection through officer training, equipment support, and interagency coordination. 

• Confederated Tribes of the Yakama Nation: Implementation of a Tribal traffic safety 
program led by a Tribal Traffic Safety Coordinator focused on reducing high-risk driving 
behaviors through culturally relevant education, community engagement, seat belt 
outreach, and impaired driving prevention. Development and implementation of a Tribal 
driver education project in partnership with the Department of Licensing to expand access 
to driver education, licensing support, and safe driving practices within Tribal 
communities. 
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Countermeasure Strategy Link to Performance Targets: 
The program coordination strategy supports progress toward reducing American Indian/Alaska 
Native fatalities by strengthening Tribal capacity to plan, implement, and sustain traffic safety 
programs grounded in Tribal priorities and local data. Through Tribal traffic safety coordinators, 
Tribal traffic safety committees, and improved crash data systems, this strategy helps ensure that 
traffic safety efforts are informed by accurate data, community input, and Indigenous Knowledge. 
 
These coordinated efforts support the implementation of culturally relevant education, 
enforcement, and prevention strategies addressing key risk factors such as impairment, lack of 
seat belt use, speeding, and pedestrian safety. Enhancing Tribal law enforcement training, 
expanding DUI emphasis patrols, and improving traffic records systems also improve the ability of 
Tribal communities to identify trends, target high-risk behaviors, and implement locally 
appropriate countermeasures. 
 
By strengthening Tribal leadership, coordination, and data-driven planning, this strategy increases 
the effectiveness and sustainability of traffic safety efforts within Tribal communities, contributing 
to reductions in American Indian/Alaska Native traffic fatalities. 

 
Consideration Used to Select Projects:  

• Data driven need: AI/AN traffic fatality rates are significantly higher than other populations, 
guiding prioritization of projects that address disproportionate risk and high impact 
communities and roadway conditions  

• Tribal specific approach: Projects reflect that priorities vary across Tribes and require flexible, 
community aligned strategies  

• Tribal leadership and decision making: Efforts prioritize Tribal leadership and community 
input to support locally driven and sustainable outcomes  

• Stakeholder engagement: Project selection is informed by Tribal data and engagement with 
Tribal members, law enforcement, and partners  

• Culturally responsive design: Projects incorporate Indigenous Knowledge and community 
context to improve relevance and effectiveness  

• Capacity and coordination: Priority is given to efforts that build Tribal capacity, including 
support for Tribal Traffic Safety Coordinators  

• Trust and relationship building: Projects support relationship-based approaches and locally 
trusted leadership  

• Flexibility and responsiveness: Funding allows for adaptation to evolving priorities, 
engagement, and opportunities 

 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Program Coordination NHTSA 402 $680,000 
Total $680,000 
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4.14: Young Driver 
 
Problem Identification 

Motor vehicle crashes remain a leading cause of unintentional death for young people between 
the ages of 15-24. 3 
 
Young drivers face an increased crash risk due to both their inexperience and immaturity. They 
are learning to drive and lack the skills and experience necessary to recognize and respond to risk 
appropriately. Additionally, their age-related immaturity (associated with adolescent brain 
development) is a key factor in dangerous decision-making on the road. Research on adolescent 
development suggests key areas of the brain (especially in the prefrontal cortex–the brain center 
for judgment, decision-making, and deferring immediate reward) are not fully developed until 
about 25 years of age. 
 
Young drivers are also at a heightened risk of being involved in vehicle crashes due in part to their 
ongoing development of emotional intelligence (EI). Emotional intelligence, which includes self-
regulation, impulse control, and emotional awareness, plays a crucial role in driving behavior. 
Research has shown that drivers with lower emotional regulation skills are more likely to engage 
in aggressive, impulsive, and risky driving behaviors, all of which contribute to higher crash rates. 
Young drivers often struggle with controlling frustration, impulsivity, and peer influence while 
driving due to their ongoing emotional development. This emotional immaturity can lead to 
dangerous behaviors such as speeding, tailgating, and road rage, increasing their likelihood of 
crashes and citations.4 
 
Summary of Crash and Other Consequences Data 
Between 2022 and 2024, the annual average was approximately 638,000 licensed young drivers 
aged 16-24. This represented about 10.7% of Washington’s licensed drivers; however, 26% of 
fatalities during that time involved a young driver. 
 
Note: 15-year-olds are categorized as young drivers since they can get a permit, but they aren't 
captured in licensed driver counts since they can't legally obtain a driver's license in WA State 
until age 16.  

 
3 https://wisqars.cdc.gov/data/lcd/home  
4 Ahmed, J. (2021). Developing a Scale to Assess Emotional Intelligence in the Context of Driving. Bozeman, MT: Center for 
Health and Safety Culture, Montana State University. 

https://wisqars.cdc.gov/data/lcd/home
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Overall, fatalities decreased 
by 8.9% in 2024, but there 
was an even sharper decrease 
of 22% among fatalities 
involving young drivers.  
  
In 2024, one in four traffic 
fatalities involved a young 
driver. Young drivers involved 
in fatal crashes are often 
more likely to engage in high-
risk behaviors compared to 
other drivers in fatal crashes, 
such as driving impaired, driving too fast, being unrestrained, and driving distracted. For young 
drivers involved in a fatal crash in 2022-2024, the contributing factors reported for the young 
drivers were:  
• 42% of young drivers involved in a crash were impaired, as compared to 34% of drivers 25 and 

older involved in a fatal crash  
• 36% of young drivers involved in a crash were speeding, as compared to 19% of drivers 25 and 

older involved in a fatal crash 
• 10% of young drivers involved in a crash were distracted, as compared to 11% of drivers 25 

and older involved in a crash, and  
• 18% of young drivers involved in a crash were not using seat belts, excluding motorcycles, as 

compared to 15% of drivers 25 and older involved in a crash. 5 
 
Of note, the prevalence of speeding and impairment is higher among young drivers involved in 
fatal crashes as compared to drivers 25 and older involved in fatal crashes.   
 
Newly licensed drivers aged 18-24 have substantially higher rates of involvement in injury and 
fatal crashes compared to their same-age peers who were licensed at age 16. These drivers who 
started driving with an intermediate license continue to have either the lowest or relatively lower 
injury/fatal crash rates compared to same-age peers who did not start driving until age 18 or 
older and through age 24. 
 

  

 
5 https://wtsc.wa.gov/dashboards/young-drivers-involved-in-fatal-crashes-dashboard/  

Figure 2: Traffic Fatalities Involving a Young Driver (15-24) by Year 

https://wtsc.wa.gov/dashboards/young-drivers-involved-in-fatal-crashes-dashboard/
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Summary of Behaviors and Beliefs  
Results from the Washington statewide traffic safety survey showed that there were 
significant differences in self-reported speeding, seat belt use, and distracted driving, 
independent of gender, educational attainment, income, and race, between respondents ages 
18-24 and respondents 25 and older. Respondents ages 18-24 reported more frequent 
speeding and texting while driving and less frequent seat belt use compared to respondents 
ages 25 and older.  
 
Speeding, seat belt use, and distracted driving were each significantly associated with 
perceived danger of the behavior, perceived frequency of others in their community engaging 
in these behaviors, and perceived likelihood of getting caught by police for engaging in these 
behaviors. If an individual perceived a behavior as dangerous, they were less likely to engage 
in that behavior. Similarly, if an individual perceived others around them were frequently 
engaging in these behaviors, they were more likely to engage in them themselves. Lastly, if an 
individual believed they would be caught for engaging in these behaviors, they were less likely 
to engage in them.  
 
Analysis generally did not show any significant variation in age for these associations except 
for perceptions of others' behavior, as 18–24-year-old respondents reported being less 
impacted by their perceptions of others compared to respondents 25 and older. 
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Systemic Problems/Gaps  
New drivers 18 – 25 need driver education. 
The data shows that newly licensed drivers aged 18-25 have roughly twice the rate of injury and 
fatal crashes compared to same-age peers who were licensed at age 16. A major barrier for 16- to 
17-year-olds currently required to take a driver education course is the cost, which is substantial 
($400 - $750 per course, currently). More than half waited or planned to wait to be licensed at 
age 18 or older to avoid the cost of driver education. Low income students, who also include 
disproportionate numbers of Black and Hispanic students, were more likely to wait, thereby 
missing the safety benefits of driver training and intermediate licensing.6 The full impact of 
drivers waiting until 18 to obtain their license, and not having the benefit of formal driver 
education classes or the Graduated Driver’s License regulations, is displayed early in this plan and 
also outlined on a policy brief developed by WTSC, “Reducing the Risks of Injury and Fatal Crashes 
among Young Drivers, 16 through 25 Years of Age” 7 
 
Parents and Guardians of new drivers 
We place a big responsibility on parents to teach driving at a challenging time in their child’s 
development, and after they’ve already spent years demonstrating possibly less than ideal driving 
habits themselves. Those under age 18 must complete 50 hours of behind-the-wheel driving time 
with a parent, guardian, or other licensed driver with over five years of experience. They need 
awareness of Graduated Driver Licensing (GDL) “guardrails” and tools and techniques to teach 
their new drivers.  
 
Opportunities  
Continued implementation of the new Young Driver Safety Bill – HB1878 
The Washington State Legislature passed HB 1878 in the 2025 legislative session, making several 
key changes to strengthen young driver education by expanding who must complete training, 
increasing access, and reinforcing learning after licensure. The bill gradually requires driver 
education for new drivers ages 18–21, phasing the requirement in over several years. Also, a new 
Work Zone and First Responder Safety course is a requirement for applicants for initial driver's 
licenses under the age of 25.  
 
This new law closes a major gap where older teens and young adults previously could be licensed 
without formal training, despite higher crash risk due to inexperience and risky behaviors.  It also 
adds new safety education requirements, including a course on work zone and first responder 
safety, and requires an additional training course for young drivers who commit multiple 
violations, helping correct risky behavior early.   
 
To improve access, the bill establishes a voucher program to reduce financial barriers and funds 
expanded driver education programs, instructor training, and partnerships with schools and tribal 
communities.  Together, these changes ensure more young drivers receive consistent, high-

 
6 Washington State Graduated Driver Licensing (GDL) Program Attitude and Behavior Survey Results, 07/29/2020  
7 https://wtsc.wa.gov/wp-content/uploads/2024/03/Policy-Brief_Young-Driver-fact-sheet_WTSC_2023.pdf  

https://wtsc.wa.gov/wp-content/uploads/2024/03/Policy-Brief_Young-Driver-fact-sheet_WTSC_2023.pdf
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quality education, ongoing guidance, and targeted intervention. This should lead to better driving 
skills, safer behaviors, and fewer serious crashes among young drivers.  

 
The Washington Department of Licensing (DOL) was tasked with developing the Driver Education 
Voucher Program (DEVP). By covering a significant portion of training costs, the program removes 
a major financial barrier that often prevents young people - especially those in low-income 
households - from enrolling in formal driver education courses. 
 
This increased access means more young drivers will complete structured, standardized training 
that includes core safety topics such as traffic laws, hazard recognition, and safe driving 
behaviors. The program also supports participation in additional training when needed, including 
refresher courses and intervention courses for drivers with violations, helping reinforce safe 
driving practices over time. 
 
DEVP takes a targeted, data-driven approach to reach those who need education the most. Using 
an index based on income, transportation access, and community characteristics, the program 
prioritizes voucher distribution to areas with higher need and fewer mobility options. This ensures 
that young drivers in underserved communities are more likely to receive training and guidance 
that supports safe driving. 
 
The program also strengthens how young drivers are informed and guided into education. 
Outreach efforts will use multiple channels - such as social media, schools, community and 
technical colleges, and partnerships with state and local organizations - to raise awareness and 
connect young people and their families to voucher opportunities. 
 
In practice, DEVP is expected to support thousands of young drivers each year (with initial 
estimates of over 5,000 vouchers annually), increasing participation in driver education statewide. 
By expanding access, targeting high-need populations, and reinforcing continued learning, the 
program strengthens the overall driver education system and helps guide young drivers toward 
safer driving behaviors. 
 
Potential of Positive Peer Influence and Positive Social Norms on Beliefs and Behaviors  
Positive peer influence can serve as a powerful tool in improving young people’s driving behaviors 
and fostering a culture of responsible behavior behind the wheel, especially when employing a 
positive social norms approach. Peer-to-peer influence holds a significant impact on young drivers 
because teenagers often feel a strong sense of connection and identification with their peers. 
Peers are also likely to communicate in a manner that feels collaborative rather than 
authoritative, fostering open dialogue and receptiveness to change. Unlike adults who may be 
perceived as distant or out of touch, peers are seen as equals, making their influence more 
persuasive. This should ultimately contribute to a reduction in fatalities and serious injuries.  
 
Fatality Reviews 
Insights gleaned from WTSC Young Driver Fatality Case Reviews, as well as local county public 
health Child Death Reviews, present valuable opportunities to inform the creation of innovative 



Ch. 4_4.14: Young Driver 

204 | P a g e  
 

strategies to improve traffic safety for young drivers. By systematically analyzing these cases, 
stakeholders can identify common risk factors, patterns, and gaps in existing interventions. This 
evidence-based approach can guide targeted actions, such as developing new educational 
programs, refining policy measures, and strengthening collaboration between public health 
agencies, schools, and law enforcement. Leveraging these findings will support the 
implementation of more effective prevention efforts, ultimately reducing fatalities and serious 
injuries among young drivers and fostering safer communities statewide. 
 
Website and social media 
There is significant potential to further develop the young driver page on the WTSC website, 
adding more resources for parents. There is also great potential for leveraging existing and future 
media on our Instagram channel. We need to keep this format in mind as we produce media in 
the future.   
 
As October 18 – 24, 2026, is Teen Driver Safety Week, there is an opportunity to run some 
existing teen-focused social media content from Traffic Safety Marketing or Teens In the Driver 
Seat, on WTSC’s Instagram, tag partner channels, and potentially boost those posts for the 15-24 
age group. 
 
Young Driver Related Projects Funded in Other WTSC Programs  
• Most Steer Clear (Impaired, federal funds) – A positive community norms messaging campaign 

in King, Pierce and Snohomish counties designed to keep teens and young adults age 16-25 
safe by encouraging them to avoid using and driving under the influence of cannabis and 
alcohol.  

• “Catch a Ride, Not a DUI” Most Drive Sober (Impaired, state funds) – This project will develop 
and disseminate impaired driving messaging using Positive Community Norms (PCN) to rural 
youth in Yakima County (age 16-26). These young drivers have been identified as high-risk for 
youth substance abuse through Community Prevention and Wellness Initiative (CPWI) rural 
risk assessment, Washington Healthy Youth Survey, and WTSC data. 

 
Expanded opportunities with unlimited funding and capacity 
• Paid social media: Run paid “Drive Like a Pro” PSAs to address speeding and pedestrian safety.  
• Intelligent Speed Assistance (ISA) demonstrations: Implement voluntary ISA installation 

programs for young drivers to provide real-time feedback on speed compliance, reinforce safe 
driving behaviors, and generate data and stories that normalize adherence to speed limits. 
These demonstrations would also leverage peer influence to encourage broader adoption.  

• Public awareness campaign to support HB 1878 implementation: Expand outreach and 
education efforts to ensure young drivers, parents, and communities understand the new 
driver education requirements and voucher program. This would improve awareness, increase 
participation, and support successful implementation of the policy changes.  

• Young Driver Advisory Committee: Establish a committee and facilitate regular meetings to 
strengthen collaboration and coordination among partners. This forum would support 
information sharing and align strategies in young driver safety policies and programs, but 
would also carry the expectation of increased funding for young driver programs.  

https://www.trafficsafetymarketing.gov/safety-topics/teen-driver-safety#6251
https://www.instagram.com/teensdriverseat/
https://www.instagram.com/teensdriverseat/
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Performance Measures 

• SC-3: Number of drivers age 20 or younger involved in fatal crashes 
• SD-4: Number of drivers ages 21-24 involved in fatal crashes 

 
Countermeasure Strategies  

1. Culture Change 
 
Countermeasure Strategy #1: Culture Change 

Definition: Culture Change encompasses countermeasures that influence public beliefs, social 
norms, and expectations around traffic safety. This countermeasure strategy focuses on creating 
an environment in which safe behaviors are understood, valued, and socially reinforced by 
increasing awareness, shifting attitudes, and supporting voluntary compliance. 

 
Application:  
Public health, law enforcement, and peer-led programs promote culture change. Providing 
information to parents on how to teach new drivers also creates a cultural change in how driving 
is taught. 
 

Countermeasure(s):   
Justification: 
1. Peer-to-Peer Teen Traffic Safety Education  

• Fischer, P. (2019, March). Peer-to-peer teen traffic safety program guide (Report No. 
DOT HS 812 631). Washington, DC: National Highway Traffic Safety Administration. 

2. Traffic Safety Education in Schools  
• March 2009 Uniform Guidelines for State Highway Safety Programs, Guideline #4: 

Driver Education 
• V. Communication Program  

3. Programs to Assist Parents/Guardians of Young Drivers  
• March 2009, Uniform Guidelines for State Highway Safety Programs, Guideline #4: 

Driver Education: 
• I. Program Management  
• IV. Driver Education and Training Program. 
• V. Communication Program  

Countermeasure Strategy Link to Performance Targets:  
The culture change strategy supports progress toward reducing the number of young drivers 
involved in fatal crashes by influencing the beliefs, norms, and expectations that shape young 
driver behavior. Peer-to-peer education programs, school-based traffic safety education, and 
resources for parents and guardians increase awareness of risk factors and reinforce safe driving 
behaviors among young drivers. 
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These efforts promote consistent safety messaging and encourage positive peer influence, 
parental involvement, and early development of safe driving habits. By shaping attitudes and 
expectations around responsible driving during the early years of independent driving, these 
initiatives support long-term behavior change and contribute to reductions in fatal crashes 
involving young drivers. 

 
Consideration Used to Select Projects:  

The selection of projects was guided by:  
• Traffic safety data showing the most significant behavioral risk factors for young drivers 
• Expressed desires of communities for educational programs in schools delivered by first 

responders 
• Target Zero Managers (TZMs) feedback on increasing adoption of traffic safety programs in 

schools 
• Evaluation data showing program effectiveness 
• Partnership with the Washington Department of Licensing (DOL)  

 
 
Federal Fund Description 

Countermeasure Strategy Federal Funding Source: Estimated 3-Year 
Allocation: 

Culture Change NHTSA 402; 405e Distracted Driving $785,000 
Total $785,000 
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Appendix A: Acronyms  
 

Acronym Meaning  Acronym Meaning 
3HSP Triennial Highway Safety Plan  EMS Emergency Medical Service 
AABB  Association for the Advancement of Blood 

and Biotherapies  

eTRIP Electronic Traffic Information Processing 

AAP American Academy of Pediatricians   FARS Fatality Analysis Reporting System  
ACEP American College of Emergency Physicians   FCR Fatal Case Reviews 
ACS-COT American College of Surgeons Committee 

on Trauma   
FFY   Federal Fiscal Year 

ADA Americans with Disabilities Act   FHWA Federal Highway Administration  
ADR Abstract Driving Record  GDL Graduated Driver Licensing 
AGA Annual Grant Application  GHSA Governors Highway Safety Association  
AI/AN American Indian and Alaska Native  GMR Grants Management and Review  
APM Additional Performance Measures  HB House Bill 
ARF Annual Report File  HCA Health Care Authority  
ARIDE Advanced Roadside Impaired Driving 

Enforcement   
HSIP Highway Safety Improvement Plan  

ATSC Active Transportation Safety Council  HVE High Visibility Enforcement 
ATU Active Transportation User  ID  Identification 
BAC Blood Alcohol Content   IIHS Insurance Institute for Highway Safety 
CDC Centers for Disease Control and Prevention   ISA Intelligent Speed Assistance 
CEM Community Engagement Manager   LEL Law Enforcement Liaison 
CFC Coded Fatal Crash   MADD Mothers Against Drunk Driving 
CHSC Center for Health and Safety Culture   MCC Motorcycle Crashes  
CJTC Criminal Justice Training Commission  MPH Miles Per Hour 
CMT Cambridge Mobile Telematics 

 

MPOs Metropolitan Planning Organizations  

CPST Child Passenger Safety Technician 
 

NAEMSP National Association of Emergency Medical 
Physicians  

CPWI Community Prevention and Wellness 
Initiative  

NAMS National Agenda on Motorcycle Safety  

CSAP Comprehensive Safety Action Plan  
 

NCHRP National Cooperative Highway Research 
Program  

CTW Countermeasure That Work  NDCF National Digital Check Form  
CY Calendar Year 

 
NHTSA National Highway Traffic Safety 

Administration 
DEVP Driver Education Voucher Program  OFM Office of Financial Management  
DOH Department of Health 

 
OSPI Office of Superintendent of Public 

Instruction  
DOL Department of Licensing  OT Overtime 
DRE Drug Recognition Expert  PCN Positive Community Norms 
DUI Driving Under the Influence  PP&E Public Participation & Engagement 
EMS Emergency Medical Service    
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Acronym Title  Acronym Title 
PTCR Police Traffic Collision Report  SUV Sport Utility Vehicle 
RADD Research and Data Division  TAC Technical Advisory Committee  
RCW Revised Code of Washington (RCW)  TDAE Traffic Data Analysis and Evaluation  
RINO  Rapid Health Information Network  THC Tetrahydrocannabinol 
RSVP Répondez S'il Vous Plaît/ Please Respond  TRGC Traffic Records Governance Council 
RTPOs Regional Transportation Planning 

Organizations   
TRIP Traffic Records Integration Program 

SB Senate Bill  TZM Target Zero Manager 
SBIRT Screening, Brief Intervention, and Referral 

to Treatment   
VMT Vehicle Miles Traveled 

SHSO State Highway Safety Office  
 

WASPC WA Association of Sheriffs and Police 
Chiefs 

SHSP Strategic Highway Safety Plan  WEMS WTSC Grant Management System  
SMAC Speed Management Advisory Cooperative  

 
WEMSIS Washington Emergency Medical Services 

Information System 
SRTS Safe Routes to School 

 
WIDAC Washington Impaired Driving Advisory 

Council  
SSA Safe System Approach  

 
WSDOT  Washington State Department of 

Transportation 
STAC Safe Travel for All Children  WSP Washington State Patrol 
SUD Substance Use Disorder   WTSC Washington Traffic Safety Commission 
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