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OUR PLAN FOR A SAFER CALIFORNIA




California Strategic Highway Safety Plan

Information and Talking Points

These talking points can be used by anyone speaking or writing about traffic safety issues in California.  When appropriate, mention of the SHSP and its role in these issues is highly recommended so that audiences become aware of the coordinated effort that is being implemented and the successes that are being seen as a result.

These talking points are primarily arranged according to Challenge Area, but with up-front sections giving background information on the SHSP, points addressing traffic safety in general, and the economic impact of traffic crashes.

For additions, changes or deletions, please send comments to chris.cochran@ots.ca.gov .
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General SHSP Background Comments
· The Strategic Highway Safety Plan (SHSP) was created in California in 2007 to address an assortment of traffic safety issues.  Historically, California has led the nation in the number of vehicle crashes largely because of the State’s significant size, population, and high volume of traffic.

· The SHSP is organized into seventeen (17) separate Challenge Areas addressing those safety issues, with more than 170 specific actions identified in the Challenge Areas.

· These actions were made possible through the collaborative efforts of more than 300 individuals from State and local agencies, advocacy groups, and private industry – an effort unprecedented in California’s history.

· California believes the investment of resources in the SHSP has contributed to the reduction of vehicle crashes and the unfortunate consequences of death and injury that often follow.  Moreover, the impact of these crashes on the economy is significant.  

Traffic Safety in California – A Snap Shot, Last updated: 04/29/14
· In 2012, California’s traffic fatalities increased 1.5 percent from 2,816 in 2011 to 2,857 in 2012. (FARS, 2013). There has been a decrease of 34.1 percent since a peak of 4,333 fatalities in 2005 (FARS, 2013).

· California’s 2012 Mileage Death Rate (MDR) – fatalities per 100 million vehicle miles traveled– is up to 0.88 from 0.84 in 2010, but much better than the national MDR of 1.1 and the fourth time the state has been below 1.0 (OTS, 2014). 

· In a report released by the Insurance Institute for Highway Safety in April 2010, California had the highest rating in the nation for laws pertaining to DUI, Young Driver Licensing, Seat Belt Use, Child Restraint Use, Motorcycle Helmet Use, and Red Light Cameras.
Discussing Economic Costs on a Statewide Level, Last updated: 04/29/14
The impacts of vehicle crashes are felt in many ways.  Minor fender-benders may result in wasted time, frustrated feelings, and some economic hardships for the individuals involved, but are hardly noticed by the majority of the population.  Conversely, major crashes resulting in serious injuries or deaths are emotionally devastating to victims, families and friends, have individually high economic impacts, and affect wider populations. Across the spectrum of society, vehicle crashes, regardless of severity, have cumulative effects.  One such effect is the economic impact on both individuals and the population overall.  These talking points address those impacts.

· Using the National Safety Council (NSC) costing protocols for calculating estimated comprehensive costs per injured person, we assessed the economic impact to California directly related to traffic crashes.  The NSC figures are updated annually and are used by many public and private entities.  

· The latest NSC update from 2011 shows each ____ impacts the economy in average costs totaling $________.  (Use following numbers; e.g., “Each death impacts the economy…totaling $1.4 million.”)

Death




$1,410,000

Non-fatal Injury


   
     $78,900
Property Damage Crash 

       $8,900
· The following is a general assessment of the economic impact of California’s traffic crashes: 
       
Type of Crash

  
# of Victims
   
Average Costs****
         

Death



          2,857*

$4 Billion
   

Non-Fatal Injury

      225,602**   
     
$17.8 Billion       

Property Damage Only                      252,876***

$2.3 Billion      






             $24.1 Billion          

       

*From 2012 FARS; ** 2011 SWITRS; ***Number of Crashes; ****Based on 2012 NSC Values;

· These costs are considered conservative in nature because they do not include every aspect of the economic impact of vehicle crashes.  For example, the costs do not account for the loss of productivity attributable to not being able to efficiently move people, goods, and services when one of these incidents creates a traffic jam on a highway.  The cost of such immobility is not included because of problems in getting the data needed for this type of costing.  Additionally, the costs are conservative because of the under-reporting of vehicle crashes, especially in the areas of minor-injury and property damage only collisions.

· The US Department of Transportation treats the issue differently because they place a figure based on the “value of life,” which greatly increases the amounts. It adds in such factors as values for loss of quality of life for victims, families, coworkers, and others, as well as what individuals are willing to pay for safety to keep themselves or others from harm.  In 2013, that “value of life” was $9.1 million for a fatality.

Discussing Economic Costs on a Personal Level

The costing figures above do not reflect the personal, emotional, and psychological impacts of a traffic crash on an individual and their family.  For example, when a death occurs and someone loses a family member or friend, there is no way to “cost out” the personal loss to the survivors.  Likewise, despite legal recourse that can result in compensation for “pain and suffering,” it is impossible to identify the true “cost” to an individual. There are, however, personal economic costs to individuals affected by vehicle crashes.  While not specifically related to the costing numbers presented above, the following generic statements/assumptions are valid with respect to the economic impact on individuals.

· When a person is seriously injured, a family member or friend often is called to help the injured person.  These care givers may lose time from their job or other priorities as they provide this assistance.  When a care giver does not get paid leave if he/she does not work, taking time off from work presents a loss of revenue to the individual.  This scenario may occur more often among socio-economically disadvantaged individuals who are employed in jobs providing an hourly wage with no accumulation of leave time.

· Many injuries take a long time to recover from and, in some cases, there may be permanent disability.  There is a personal cost for all involved when this occurs.  The injured person could, for example, suffer major inconvenience and inefficiency from a lack of mobility, and a spouse could suffer a similar hardship.

· While some people have insurance and other means to ease the economic impact of a crash, not everyone has these safety nets.  Those that do not often feel a greater adverse financial impact.  Additionally, even those with a safety net could be adversely affected.  For example, an individual who must rely on insurance benefit payments that are tied up in a legal dispute for an extended period may not be able to pay for critical living expenses, such as rent or a mortgage, if he/she is unable to work as a result of the crash.

The economic impact is not restricted to just the person involved in the crash.  It affects spouses, children, and other family members.  For example, an injury or death to the sole provider within a family without a safety net could have devastating consequences for all.

Challenge Area 01:  Reduce Impaired Driving-Related Fatalities, Last updated: 03/05/13
· Despite accounting for 27.7 percent of traffic fatalities, the number of alcohol-impaired driving fatalities remained the same in 2011 as in 2010 at 774 (FARS, 2012). 

· The number of those killed in alcohol involved crashes has fallen steadily since 2005, down by 39 percent through 2011 (FARS, 2012).

· Materials to assist communities in implementing DUI task forces have been developed.

· For the first time since 2006, DUI arrests dropped below 200,000 statewide to 195,879 in 2010, and dropped further to 180,212 in 2011. 

· Alcohol, drugs, and/or their combined use continue to be the leading cause of all fatal traffic collisions in the state.  

· Additional training has been provided for the following professionals:

· Prosecutors and judges have received additional training on DUI issues.

· Police Drug Recognition Experts’ training has been expanded to promote the arrest of drug-impaired drivers

· Hospital staffs have received training to improve reporting of DUI offenders and increase use of alcohol screening and brief intervention programs in hospitals and trauma centers

· Service staff at bars and restaurants received training on proper alcohol service and curtailing the sale of alcohol to minors has been encouraged.  Over 200,000 have received training in the last 20 years.

· As a percent of total fatalities, alcohol impaired fatalities dropped from 28.5 percent in 2010 to 27.7 percent in 2011 (FARS, 2012). This number has remained virtually unchanged in the past five years. California is slightly better than the national average of 31 percent (FARS, 2012).

· Between 2008 and 2010, impaired driving in California accounted for 12.4 percent of all injury collisions, but 51.6 percent of fatalities. Impaired driving collisions in California are 4.2 times more severe than overall collisions (Ragland, 2012). 

· Between 2008 and 2010, impaired driving collisions in California were highly clustered at night, peaking between midnight and 3am, and on weekends (Ragland, 2012). 

· There was a large decline in impaired driving collisions (12 percent) and fatalities (18.8 percent) in California between 2003-2005 and 2008-2010, but it was a slower decline than for the overall trend for all collisions (18.5 percent) and fatalities (27 percent). 
Challenge Area 02:  Reduce the Occurrence and Consequences of Leaving the Roadway and Head-On Collisions, Last updated: 03/05/13
· Though 19 percent of Americans live in rural areas, 55 percent of highway deaths occur on roads considered rural, according to the Center for Excellence in Rural Safety at the University of Minnesota. The rate of fatalities per vehicle miles traveled on rural roads was more that twice the urban fatality rate (DOT HS 811 637). The Center for Excellence in Rural Safety found that 84 percent of respondents feel "safe" on rural interstates and 79 percent on rural two-lane highways, compared with 69 percent on multilane freeways in urban areas.
· People seem to feel more comfortable on rural roads, even though the facts show that it is more dangerous.  As a result, they may feel safer engaging in riskier behavior, such as eating or using phones while driving.

· Between 2008 and 2010, leaving the road and head-on collisions in California accounted for 11.6 percent of all collisions and 29 percent of fatalities. Leaving the road and head-on collisions in California are 156 percent more severe than overall collisions. 

· Almost half of all leaving the road and head-on collisions between 2008 and 2010 in California occurred in five counties. 
· Between 2008 and 2010, leaving the road and head-on collisions in California were highly clustered during rush hour, peaking between 4pm and 6pm. Almost one-third took place on the State Highway System. 

· The decline in leaving the roadway and head-on collisions and fatalities was more significant than the overall decline in collisions and fatalities between 2003-2005 and 2008-2010. 
Challenge Area 03:  Ensure Drivers are Properly Licensed, Last updated: 03/05/13 
· One in every five fatal crashes in the United States involves at least one driver who is unlicensed or who has had their license suspended, revoked, or cancelled (Griffin and DeLaZerda, 2000). 

· Drivers with a suspended or revoked license are 3.7 times more likely that the average driver to cause a fatal crash (DeYoung, Peck & Helander, 1997). 

· Unlicensed drivers are 5 times more likely than the average driver to cause a fatal crash (DeYoung, 1997). 

· As many as 75 percent of suspended or revoked drivers continue to drive (Hagen, McConnell & Williams, 1980; van Oldenbeek & Coppin, 1965). 

· The number of drivers involved in fatal crashes who do not have a valid license at the time of the crash increased by 17 percent nationally and by 49 percent in California from 1998 to 2007, averaging 888 per year (NHTSA, 2009). 

· The rate of drivers in fatal crashes without a valid license increased 23 percent, from 14.5 percent in 1998 to 17.8 percent in 2007 (Brar, 2012). 

· Many licensed drivers continue driving in spite of deficiencies in their mental and physical abilities. 

· The safety risks and challenges posed by improperly licensed and incompetent drivers are being addressed by initiating actions to improve the driver assessment and licensing process, improved enforcement of licensure laws, and greater use of existing penalties such as vehicle impoundment for driving while unlicensed, suspended, or revoked.

Challenge Area 04:  Increase Use of Safety Belts and Child Safety Seats, Last updated: 03/05/13
· California’s 2012 observed seat belt usage rate is 95.5 percent – a 1.1 percent decrease from an all-time high in 2011. California’s slight decline may be attributed to a new survey methodology mandated by NHTSA. California’s seat belt use rate is much higher than the national average of 86 percent (OTS, 2012). 

· NHTSA estimates that 1,243 Californian lives were saved at the current seat belt use rate (NHTSA, 2012). NHTSA further estimates that 91 additional lives would be saved at 100 percent seat belt usage. 

· In California, the percent of known restrained passenger vehicle occupant fatalities (all seat positions) decreased from 67 percent in 2010 to 64 percent in 2009 (FARS, 2012). California is much better than the national average of 47 percent and no state is better than California. NHTSA estimates that about half or 241 known unrestrained fatalities would be alive today had they simply buckled up (OTS, 2012).
· California’s child safety seat usage rate reached a record high of 95 percent in 2010.

· Passenger vehicle occupant fatalities, age zero to nine, decreased 55.5 percent from 72 in 2009 to 32 in 2010 (FARS, 2011). 

· Passenger vehicle occupant fatalities age four and under decreased 59 percent from 34 in 2009 to 14 in 2010 and stayed stagnant at 14 in 2011 (FARS, 2012). 

· Between 2008 and 2010, injury collisions related to restraint use in California accounted for 3.6 percent of all collisions but 22.3 percent of fatalities. Injury collisions related to restraint use are more severe than overall collisions and were over six times more likely to result in fatalities.

· The majority of injury collisions related to restraint use between 2008 and 2010 in California occurred in urban areas (62.8 percent) and about one-third took place on the State Highway System. 
· Injury collisions and fatalities related to restraint use declined more significantly than the overall decline between 2003-2005 and 2008-2010. CA04 collisions declined 177.3 percent faster and fatalities 24.4 percent faster. 

Challenge Area 05:  Improve Driver Decisions about Rights-of-Way and Turning, Last updated: 03/05/13
· The SHSP is concerned with driver performance (not behavior) in high-speed and complex driving and decision environments, of which metropolitan area freeways present the greatest challenge. 

· Approximately 80 percent of right-of-way and turning fatal collisions occur on California freeways.  These are concentrated on a very small subset of California's highway network, which allows for targeted resource investments. 

· Most right-of-way and turning collisions occur under operating conditions (high-speed and vehicle density) where drivers decide to make abrupt or consecutive lane changes in order to merge, exit, weave, access HOV lanes, or avoid slow or stopped traffic in one lane of a multi-lane facility.  

· Most right-of-way and turning collisions occur on metropolitan freeways outside of congested peak periods, during which speeds and collision severity are suppressed for several hours each day. 

· Engineering strategies and countermeasures to combat the problem are focused on the installation, enhancement and adjustment of lower-cost traffic control devices, systems, and features that support driver decision-making in the performance of lane changing operations in complex, high-speed environments.  These include: supplemental overhead signage along approaches to  major decision points, enhanced pavement delineation treatments, continuous lighting, glare screen, and acceleration and deceleration lanes (to remove stopped and slowing traffic from through freeway lanes). 

· Because right-of-way and turning collision frequency is suppressed by metropolitan area congestion,  major mobility investments (usually freeway widening to add capacity) need to include features designed to improve driver performance and decision-making under the complex and higher speed conditions that these large investments are intended to  create.
· A challenge facing those trying to implement the plan is the difficulty in correcting or adjusting the belief that the targeted facilities are already the safest of all highway classifications.  In fact, a small but growing  percentage of freeways perform substantially worse than prevalent, conventional and standard freeways; specifically 4, 6 and even 8-lane freeways with (1) adequate interchange spacing capacity and exit ramp storage, (2) well-maintained signing, striping, lighting and drainage facilities, and (3) an absence of special use lanes that increase complexity of driver decision-making have the lowest collision rates of all highway types. 

· Those trying to implement the plan are concerned with unconventional and complex freeway infrastructure and operating conditions, as well as poor driver behavior as EXCEPTIONS to conventional infrastructure. Exceptions are corridors with extreme traffic characteristics (e.g. truck percentages that are double or triple the average) and those in which poor driver behavior is prevalent (e.g. DUI, distracted driving, drowsy driving, excessive speeding due to length / purpose of trips).

· Between 2008 and 2010, collisions involving right-of-way violations or improper driving accounted for 18.9 percent of all collisions and 23.0 percent of all fatalities. Collisions involving right-of-way violations or improper driving are 22.0 percent more severe than overall collisions. 

· Between 2008 and 2010, almost half (49 percent) of all collisions involving right-of-way violations or improper driving occurred on the State Highway System. These collisions were twice as likely to occur in urban areas (68.2 percent) than in rural areas (31.8 percent). The incidence of right-of-way violations and improper driving collisions were elevated from noon to 6pm, peaking between 3pm and 4pm.

· Between 2003-2005 and 2008-2010 in California, the decline in injury collisions involving right-of-way violations or improper driving was 24.9 percent slower than overall collisions but 7.0 percent faster than overall fatalities. 
Challenge Area 06:  Reduce Young Driver Fatalities, Last updated: 06/26/13
· Teen seat belt use increased from 94 percent in 2010 to 96.1 percent in 2012 (OTS, 2012).

· Drivers age 20 or younger involved in fatal crashes dropped 4.5 percent from 336 in 2010 to 321 in 2011 (FARS, 2012).

· In 2010, the percent of unrestrained passenger vehicle occupant “teenaged” fatalities was 41 percent - of the five largest states in terms of total traffic fatalities (CA, FL, TX, PA, & NC), California has the best rate. Since restraints are about 50 percent effective in preventing a fatality, NHTSA estimates that 25 dead California teens would be alive today had they simply buckled up (OTS, 2012).

· Teen driver fatalities (age 16-19) decreased 20.3 percent from 94 in 2009 to 75 in 2010. Males make up 72 percent of teen driver fatalities. Since 2006, teen driver fatalities have dropped 65 percent (OTS, 2012).

· Teen motor vehicle fatalities (age16-19), includes driver and passengers, decreased 30.3 percent from 258 in 2009 to 180 in 2010. Since 2006, teen motor vehicle fatalities have dropped 58.3 percent (OTS, 2012).

· In 2010, a total of 774 people died in alcohol-related crashes on California highways, streets and roads. Of those, a total of 23.3 percent (180) of those victims were under the age of 21.
· In 2004, the California Department of Alcoholic Beverage Control developed the TRACE Protocol to help track down the person, persons, or business that furnish or sell alcohol to minors who are later injured or killed in an alcohol-related emergency.  TRACE stands for Target Responsibility for Alcohol Connected Emergencies. It is an enforcement and prevention program. 

· Between 2008 and 2010, collisions involving young road users (age 15-20) accounted for 21.6 percent of all injury collisions and 17.0 percent of fatalities. Collisions involving young road users are 22.2 percent less severe than all collisions. 
· Between 2008 and 2010 in California, collisions involving young road users are over three times more likely to occur in urban areas than in rural areas. Almost one-third of collisions involving young road users occur on the State Highway System. Collisions involving young road users are highly clustered in the afternoon and early evening, peaking between 3pm and 6pm.

· Between 2003-2005 and 2008-2010 in California, the decline in collisions involving young road users was a 42.2 percent larger than overall injury collisions and 45.9 percent larger than overall fatal collisions.

Challenge Area 07:  Improve Intersection and Interchange Safety for Roadway Users, Last updated: 03/05/13
· In 2007, approximately 2.4 million intersection-related crashes occurred, representing 21.5 percent of traffic fatalities (FHWA, 2009). Through the SHSP process, local agencies now have a tool to identify locations with high crash concentrations and may take measures to improve their safety.

· The State is working proactively with metropolitan planning agencies to encourage them to incorporate various traffic measures that improve safety for all roadway users at intersections, including bicyclists and pedestrians.

· The State is attempting to develop adequate research to address intersection safety at railroad crossings.  This is challenging, due to the limited volume of data that needs to be analyzed and limited financial resources.

· Between 2008 and 2010 in California, collisions involving intersections and interchanges accounted for 29.5 percent of all injury collisions and 19.2 percent of all fatalities.  On average, collisions involving intersections and interchanges are 33.3 percent less severe than overall collisions. 

· Between 2008 and 2010 in California, an overwhelming majority (88.1 percent) of collisions involving intersections and intersections occurred in urban areas with the most common collision type being broadside at 58.9 percent. 

· Between 2003-2005 and 2008-2010 in California, the decline in collisions involving intersections and interchanges was 20.5 percent faster than overall injury collisions and the same as overall fatalities. 

Challenge Area 08:  Make Walking and Street Crossing Safer, Last updated: 04/29/14
· Pedestrian mobility is fundamental to the development of a balanced, multimodal transportation system since all trips, regardless of mode, have a walking element.
· Many potential pedestrians do not walk due to perceived safety concerns, especially vulnerable pedestrians such as seniors, young children, pregnant mothers, and people with disabilities.  There is a growing need and responsibility to provide options that give people the opportunity to walk—to walk more often, to walk to more places, and to feel safe while doing so.
· In 2012, pedestrians represented 21.4 percent of all fatalities in California, but only 14.1 percent nationally; our pedestrian fatalities per 100,000 population rate was 1.61 compared to the national rate of 1.41 (NHTSA, 2014).  California’s rate of pedestrian deaths in fatal traffic collisions was 51.8 percent higher than nationally.  
· While there are numerous sources of vehicle volume data, there are currently no sources of systematically collected pedestrian volume data. Pedestrian volume data are necessary for planning, risk assessment, and countermeasure evaluation and will be increasingly important for improving infrastructure and distributing resources.
· There is an urgent need for methods to identify pedestrian injury clusters independent of other collisions.  Such methods would be valuable for identifying causal factors as well as for directing resources.

· In 2009, California developed a three-year program that focuses on understanding the causes of pedestrian collisions in order to develop effective ways to reduce them. The goal was to substantially reduce pedestrian fatality and injury in California by establishing a Pedestrian Safety Improvement Program (PSIP), parallel in many respects to the Highway Safety Improvement Program (HSIP).

· Recent data shows that more Californians are walking than historically assumed; this increases our responsibility to ensure that pedestrian safety remains a high priority.

· There is a documented relationship between vehicle speeds and pedestrian crash severity.  About 5 percent of pedestrians are likely to be killed when struck at 20 mph, about 40 percent of pedestrians are likely to be killed when struck at 30 mph, about 80 percent of pedestrians are likely to be killed when struck at 40 mph, and nearly all are likely to be killed when struck at 50 mph or more.

· In addition to reducing pedestrian fatalities and injuries, creating safe and accessible pedestrian facilities help make walking an easy choice.  

· Pedestrian fatalities decreased by 17.5 percent from a peak of 742 in 2005 to 612 in 2012 (FARS).  

· Pedestrian serious injuries declined by 7.5 percent from 1,744 in 2006 to 1,614 in 2011 (SWITRS). 
· Between 2009 and 2011 in California, fatalities involving walking and street crossing accounted for 21.7 percent of all fatalities and severe injuries involving walking and street crossing accounted for 15.5 percent of all severe injuries. Fatal and severe injuries involving walking and street crossing were 2.9 times more severe than fatal and severe injuries overall. 
· Between 2009 and 2011 in California, injuries involving walking and street crossing were highly clustered in urban areas (89.9 percent) and during the early evening (peaking between 5pm and 7pm).  Almost 60 percent of injuries were in just four counties and less than 10 percent occurred on the State Highway System.
· Between 2006-2008 and 2009-2011 in California, overall fatal and severe injuries declined 2.4 times faster than fatal and severe injuries involving walking and street crossing. Specifically, fatal and severe injuries involving walking and street crossing declined 7.6 percent, whereas fatal and severe injuries overall declined 18.3 percent. 
Challenge Area 09:  Improve Safety for Older Roadway Users, Last updated: 04/22/14
· Nationally, the 65 and older age group numbered 43.1 million in 2012 (a 6.7 percent increase from 2010), accounting for 14 percent of the total population (NHTSA, 2014). However, the older population fatality rate per 100,000 US residents steadily declined from 18.7 in 2003 to 12.9 in 2012 (NHTSA, 2014). The highest fatality rate age group, the 85 and older age group, declined by 37 percent from 25.46 in 2003 to 15.98 in 2012 (NHTSA, 2014).
· The older adult population is projected to increase to 88.5 million by 2050, making up roughly one-fifth of the country’s total population. In 2012, adults aged 65 and older made up 15.5 percent of all traffic fatalities in California (NHTSA, 2014). By 2050, it is estimated that nearly 25 percent of Californians will be 60 or older (Daucher). This is of great concern because traffic collisions continue to be a major cause of serious injury to California’s seniors. 

· Older drivers are an increasing proportion of American drivers. Nationally, there were 35 million licensed older drivers, accounting for 16 percent of drivers in 2011 (NHTSA, 2014). This was a 21 percent increase from 2002. In contrast, the total number of all licensed drivers only increased by 9 percent (NHTSA, 2014). Estimates predict more than 40 million licensed drivers 65 and older by 2020 (NHTSA, 2010). 

· Although the majority of older drivers are good drivers, they are more likely to receive fatal injuries due to their increased physical frailty, when compared with persons from any other age groups. Per vehicle mile travelled, the fatality rate for drivers age 85 and older is nine times higher than the rate for drivers aged 25 to 69 (NHTSA, 2001). In addition to reducing fatalities, Challenge Area 09 strives to create communities that support older roadway users, including safe driving, pedestrians, and other modes of transportation to enable/encourage older drivers to use alternative transportation modes.

· The bigger issue is mobility, as opposed to driving.

· Senior driving problems cross many disciplines, and must be addressed and recognized by other traffic safety areas.

· We need to promote awareness of the dangers of “medicated” driving, a problem for many senior drivers.  

· Between 2009 and 2011 in California, fatalities involving older road users accounted for 18.9 percent of all fatalities and severe injuries involving older road users accounted for 12.8 percent of all severe injuries. However, the rate of fatal and severe injuries involving older road users is about even with the rate of fatal and severe injuries overall.  

· Between 2006-2008 and 2009-2011 in California, the fatal and severe injuries involving older road users declined 2.5 times slower than fatal and severe injuries overall. Specifically, fatal and severe injuries involving older road users declined 7.2 percent compared to 18.3 percent for fatal and severe injuries overall. 
· Between 2009 and 2011 in California, injuries involving older road users were elevated from 10am to 4pm. 
Challenge Area 10:  Reduce Speeding and Aggressive Driving, Last updated: 06/25/13
· According to the American Community Survey (2009-11), Californian workers are 10th in the nation for having the longest commute time. The increased time in the vehicle increases Californians’ exposure to aggressive drivers and warrants the attention of this Emphasis Area.

· According to 2010 SWITRS data, 30.4 percent of all fatal and injury collisions occurring in California were caused by unsafe speed.  

· In 2010, a total of 2,739 people lost their lives as a result of a traffic collision. Of those, 435 deaths had a primary collision factor of unsafe speed, accounting for 15.9 percent (SWITRS).

· In 2010, Identified Aggressive Driving behaviors (Unsafe Speed, Following Too Closely, Improper Passing, Unsafe Lane Changing, Improper Turning), accounted for 1,054 deaths or  38.5 percent of all traffic collision deaths (SWITRS).  Additionally, speeding is often accompanied by at least one of the above aggressive driving behaviors in causing those traffic instances. 
· In 2010, the majority (26.0%) of at-fault drivers in Aggressive Driving collisions (Unsafe Speed, Following Too Closely, Improper Passing, Unsafe Lane Changing, Improper Turning) were males between the ages of 15 and 29 (SWITRS).

· Between 2008 and 2010 in California, speeding and following too closely collisions accounted for 31.6 percent of all injury collisions and 16.0 percent of all fatal collisions. Speeding and following too closely collisions are 50 percent less severe than all collisions, and less than one percent of all speeding and following too closely collisions result in fatalities.
· Between 2008 and 2010 in California, the incidence of speeding and following too closely collisions was clustered in the early evening, peaking between 5pm and 6pm, and overwhelmingly rear-ends collisions (76.8 percent). Almost half of the speeding and following too closely collisions occurred on the State Highway System or in one of three counties. 
· Between 2003-2005 and 2008-2010 in California, the decline in collisions and fatalities related to speeding and following too closely was slightly slower than the overall decline for collisions (18.5 percent vs. 16.9 percent) and for fatalities (27.0 percent vs. 24.8 percent).
Challenge Area 11:  Improve Commercial Vehicle Safety, Last updated: 03/05/13
· Year after year, commercial vehicles (large trucks and busses) are involved in thousands of crashes. Heavy-truck crashes, especially those involving other vehicles, are more likely to result in death or serious injuries.
· In California, fatalities involving large trucks or buses increased 19 percent from 236 in 2010 to 281 in 2011 (FARS).   

· California is seen as a major commerce gateway to the nation with four of the fifteen highest volume seaports and our shared border with Mexico. 

· Commercial vehicle strike force operations have proven to be beneficial in further increasing the safety oversight of motor carriers and commercial vehicle drivers.  Strike forces continue to be an integral part of CHP’s Commercial Enforcement Program, which seeks to decrease the commercial vehicle mileage death rate.

· The CHP’s Commercial Industry Education Program (CIEP) is a successful, ongoing educational outreach program designed to inform the commercial trucking industry in regard to driver safety/rules of the road, equipment/record requirements of various safety inspections, as well as many other trade specific topics.  

· In a 2007 study, 13 percent of Commercial Motor Vehicle (CMV) drivers were considered to have been fatigued at the time of their crash. (LTCCS & FCSMA, 2007). The Federal Motor Carrier Safety Administration estimates that 750 deaths can be attributed to fatigue among drivers of commercial vehicles each year (NHTSA, DOT HS 810 035).
· The Safety Roadside Rest Area (SRRA) System contributes to Caltrans efforts to improve safety for the traveling public and reduce accidents by providing clean, safe and comfortable places for drivers to combat fatigue and plan their trips.  SRRAs are part of a statewide system of public and private stopping opportunities that provide needed parking for truckers, reducing unsafe parking practices along roadway shoulders and interchange ramps. Between 2008 and 2010 in California, collisions involving commercial vehicles accounted for 4.3 percent of all injury collisions but 9.9 percent of fatalities. Collisions involving commercial vehicles are 1.3 times more severe than overall injury crashes. 
· Between 2008 and 2010 in California, collisions involving commercial vehicles were almost twice more likely to occur on a weekday than weekend, a total of 31.9 percent were due to unsafe speeds, and 52.7 percent occurred on the State Highway System. About 55 percent occurred in just five counties.

· Between 2003-2005 and 2008-2010 in California, collision injuries and fatalities involving commercial vehicles declined faster than for overall injury (18.5 vs. 29.1 percent) and fatal (27.0 vs. 31.2 percent) collisions.
Challenge Area 12:  Improve Motorcycle Safety, Last updated: 03/05/13
· California has developed and implemented a focused motorcycle safety media campaign to encourage people to ride safely and get training and to encourage other vehicle drivers to be aware of motorcycles on the road. Between 2002 and 2011, California experienced an increase in the number of motorcyclist fatalities resulting from collisions, up 27.8 percent in that 10 year period. More recently, motorcyclist fatalities in California increased 17.6 percent from 352 in 2010 to 414 in 2011, but decreased 26.1 percent from a peak of 560 deaths in 2008 (FARS, 2012). 

· A study to measure the effect of formal notification of registered motorcycle owners regarding compliance with the law regarding proper licensing endorsement was completed September 30, 2011 and will be released in Spring 2013.

· The SHSP motorcycle safety team has identified and continues to identify new, viable action items to further improve motorcyclist safety in California beyond those they undertook two years ago.  

· Total motorcycle registrations increased yearly from 2003 to a peak of 824,224 in 2008.  Motorcycle registrations then decreased 1.8 percent to 809,129 in 2009 and an additional 0.06 percent to 808,634 in 2010 (OTS, 2012).

· The rate of motorcycle operators killed that were not properly licensed increased to 33 percent  in 2010 from 32 percent in 2009 (OTS, 2012).

· Between 2002 and 2008, approximately 60 percent of motorcycle operators killed under age 25 were not properly licensed. In 2009, only 45.5 percent were not properly licensed.

· Of the 414 motorcyclists killed in 2011, approximately 6 percent (26) were un-helmeted (FARS, 2012). Since helmets are about 37 percent effective in preventing fatalities, NHTSA estimates that 10 of the 26 un-helmeted motorcyclists killed would have survived had they worn a helmet (NHTSA, 2012).

· The percentage of single-vehicle (motorcycle only) crashes fell from 38 percent in 2009 to 31.9 percent in 2010 (SWITRS).

· Super sport motorcycle users engage in riskier behaviors than other motorcyclists. Super sport motorcycles are defined as consumer versions of the motorcycles used by factory racing teams. 
· Super sport motorcycles account for 14 percent of the registered motorcycles in California, yet the 114 super sport drivers and passengers killed in 2010 accounted for 35 percent of the 353 motorcyclists killed.

· Between 2002 and 2010, a total of 39 percent of Super Sport motorcycles that were fatally crashed were less than a year old, compared to 34 percent Other Sport, 24 percent Cruiser, and 30 percent Touring motorcycles.

· Between 2002 and 2010, a total of 42 percent of Super Sport riders killed were not properly licensed, compared to 31 percent Other Sport, 23 percent Cruisers and 16 percent Touring motorcycles.

· Between 2002 and 2010, a total of 65 percent of Super Sport motorcycle fatal crashes were speed-related, compared to 52 percent Other Sport, 33 percent Cruisers, and 34 percent Touring motorcycles.

· Between 2002 and 2010, a total of 65 percent of Super Sport motorcycle operators killed were between age 21-34.

· Between 2008 and 2010 in California, motorcycle collisions accounted for 6.l percent of all injury collisions but 13.7 percent of fatal crashes. Motorcycle collisions are 1.3 times more severe than overall collisions. 

· Between 2008 and 2010 in California, motorcycle collisions were clustered during the summer months of May through September. A total of 32.0 percent of motorcycle collisions were due to unsafe speeds.
· Between 2008 and 2010 in California, a total of 41.0 percent of motorcycle injury collisions occurred on the State Highway System. Over half of all motorcycle injury collisions occurred in five counties. Between 2003-2005 and 2008-2010 in California, motorcycle injury collisions and fatalities increased 11.5 percent and 12.3 percent, respectively, while overall trends in injury collisions and fatalities declined 18.5 percent and 27.0 percent, respectively. 

Challenge Area 13:  Improve Bicycle Safety, Last updated: 04/29/14
· Federal, state, and local governments and many businesses recognize the environmental, traffic, economic, and health benefits of bicycling for recreation and transportation as well as every person’s legal rights and responsibilities for bicycling on the roadway.  Over the past decade, policymakers and others have been promoting bicycle riding, linking it to clean air, a healthier population, and reduced traffic congestion.  

· Recent “Share the Road” campaigns, e.g. Shared Lane Markings/”Sharrows” & “Bikes May Use Full Lane” signs, are educating road users on the concept that in many situations bicyclists may use a full lane.

· With the passage of AB 1371, to go into effect September 2014, California drivers are required generally to stay at least three feet away when passing bicyclists. 

· California’s traffic culture has focused primarily on motor vehicles, leading the general public to believe bicycling should not occur on roadways. In April 2013, the US Department of Transportation (DOT) started a new campaign “Zero Tolerance for Drivers Who Disrespect Cyclists” to discourage life-threatening behavior toward cyclists. Former USDOT Secretary Ray LaHood stated, “We need to make sure people driving here have respect for bicyclists. Bicyclists have as much right to the road as they do.”

· There is a widespread misconception that it is up to the bicyclists to stay out of the way of motor vehicles and that bicyclists should ride on sidewalks — sidewalk bicycling is illegal in many cities and can lead to crashes involving motorists or pedestrians. 

· With few exceptions, a person bicycling on the road is entitled to the same rights and is subject to many of the same responsibilities as a person using a motor vehicle.  Everyone must be aware of their responsibilities and be respectful and tolerant of each other on California roadways. 

· California’s favorable climate and increased marketing of bicycling through events, such as the Amgen Tour of California and National Bike Month, have resulted in more recreational riding and bicycle commuting.  Ciclovia events (closing city streets to automobiles) encourage families with children and others to have fun bicycling.

· More young adults are choosing bicycles instead of a motor vehicle for more of their transportation needs.  Americans between the ages of 16 and 34 appear to be driving less than previous generations due to the high cost of driving and a greater interest in personal fitness and environmental stewardship. (U.S. Public Interest Research Group and Frontier Group)

· Immigrants are twice as likely as US-born Americans to travel by bicycle. (League of American Bicyclists and the Sierra Club)  It is essential to reach out by providing bicycling education and advocacy materials that meet the specific needs and cultural understandings of these communities. 

· As policies encourage more walking and bicycling, there is a responsibility by all to provide facilities, activities, and educational opportunities to make it as safe as possible. It may be that the more people who use bicycles or walking, the safer the roadway travel environment will be for everyone. 
· Bicycle fatalities in California increased 6.9 percent from 116 in 2011 to 124 in 2012 (FARS, 2014).
· Bicycle severe injuries in California increased 12.2 percent from 874 in 2010 to 981 in 2011 (SWITRS). 

· In California in 2011, the statewide percentage of bicyclist fatalities was 4.1 percent of all fatalities, which is nearly twice the national average of 2.1 percent (FARS, 2013).

· Between 2009 and 2011 in California, fatalities involving bicycles accounted for 4.1 percent of fatalities overall and serious injuries involving bicycles accounted for 8.6 percent of severe injuries overall. This suggests that bicyclists are over-represented in fatal and injury crashes relative to their 1.1 percent share of trips in the State, (US Census American Community Survey).  Furthermore, fatal and severe injuries involving bicycle were 1.4 times severe than fatal and severe injuries overall. 

· Between 2009 and 2011, collisions between bicycles and motor vehicles are more likely to occur on local roadways than the State Highway System. Specifically, 84.9 percent of fatalities involving bicycles and 89.4 percent of severe injuries involving bicycles occurred on a local road compared to 57.2 percent of fatalities overall and 64.3 percent of severe injuries overall. 

· Over half of all bicycle-related injury collisions between 2009 and 2011 occurred in four counties: Los Angeles, Orange, San Diego, and Santa Clara. 
· There is a documented relationship between motor vehicle speeds and bicyclist collision severity.  A report titled, “Why We Are Stuck at High Speed and What Are We Going To Do About It,” by Sara Wright and Scott Bricker (February 2012), states that “as driving speed increases, so does the likelihood of getting into a crash, and the likelihood of injury or death for the people involved in the crash.” 

· Bicycling is an increasingly important mode share in our transportation system.  However, many people do not bicycle due to concerns about safety.  Efforts to enhance infrastructure should occur in tandem with education and enforcement efforts. 

· Road use should be safe for everyone. 

Challenge Area 14:  Enhance Work Zone Safety, Last updated: 05/21/13
· In 2004, prior to the SHSP, 109 people died in California work zones (FARS). 
· More than 80 percent of work zone fatalities are drivers and passengers travelling through them (FHWA, 2013).

· The primary causes for work zone related collisions include speeding, impaired, and distracted driving.

· California developed our nation’s first recommendations for work zone design with provisions to accommodate bicyclists and pedestrians.

· Between 2008 and 2010, one-quarter of all work zone fatalities in California were due to rear-end collisions as traffic slows or stops (SWITRS). 

· We have educated construction designers on tools using new technology to warn drivers of slowing traffic and to reduce both the frequency and severity of those crashes.

· We have educated drivers through statewide “Slow for the cone zone” and “Move over” campaigns. 

· California wants to increase our efforts to educate those responsible for setting up and maintaining our work zones. A wide variety of new and existing work zone courses are now being offered to both contractor and agency personnel, with thousands already trained. Topics include work zone design, short term work zones, night time work zones, and much more.

· California continues to work with all stakeholders to develop more tools for the industry to use.

· These and other efforts have resulted in a 62.4 percent reduction in fatalities from crashes in work zone from 2004 to 2010 (FARS).
Challenge Area 15:  Improve Post Crash Survivability, Last updated: 03/05/13
· As we strive for positive changes in the ways and behaviors that may contribute to vehicle crashes, we must also be as prepared as possible to deal with human consequences of those crashes.  Post-crash survivability and care is an essential part of traffic safety.

· The efforts of the SHSP have facilitated linking the California Emergency Medical Services Information System (CEMSIS) with many other data systems statewide.

· We are working toward a system that will rapidly move critically injured patients to the right place that has the appropriate resources via a State Trauma Plan and Regional Trauma Coordinating Committees.

· In 2012, the State of California had 73 designated trauma centers (CA EMSA, Trauma Centers in California).
· We have developed a multifaceted educational program with common language for identifying the location of a crash, plus appropriate destination and transportation of injured persons.  This includes separate informational cards that will be distributed to the public and emergency responders.
· Since critical and fast care in rural areas can be problematic, we will implement a full-spectrum education program developing collaborative practice for rural trauma care. To cover the continuum of care, this education will encompass the bystander public, pre-hospital responders, and hospital personnel.

Challenge Area 16:  Improve Safety Data Collections, Access and Analysis, Last updated: 03/05/13
· Good information properly used is one of the underpinnings of a sound traffic safety program. The who, what, when, where, why, and how of crashes need to be recorded in a uniform and consistent format statewide. The technology exists to gather, integrate, and utilize information on a wide variety of important traffic safety issues. Quality data systems are vital tools that allow traffic safety professionals and others to monitor crash injuries and deaths, identify emerging problems, and evaluate safety interventions.

· The Allied Agencies Collision Reporting Statewide Integrated Traffic Records System (SWITRS) project will provide connectivity for allied agencies to submit collision reports directly to the SWITRS database.  This effort will reduce the amount of time currently needed to produce the annual SWITRS report and reduce manual re-keying of collision data by CHP staff. 

· California’s Crash Medical Outcomes Data Project responds to the current gap in knowledge regarding Californians being injured and killed in traffic collisions by linking SWITRS data with emergency department records, hospital inpatient records, and death data.  By combining these data sources, we gain a powerful ability to look at the health outcomes from crashes and the relationships between those outcomes and various risk factors and crash characteristics.  Currently, the Project’s focus is to expand the linkage by integrating additional data sources and to disseminate useful traffic injury information from the linked data to decision makers and the general public to improve traffic safety.
· The implementation of the Transportation System Network (TSN) - Traffic Accident Surveillance and Analysis System Database Enhancements project will allow Caltrans to migrate the existing TSN system to a Geographic Information System (GIS) based linear referencing system, including networking capability, to promote analytical capabilities and data sharing within the department, and with its partner agencies, such as the CHP and Department of Motor Vehicles (DMV).  Simultaneously, the department will be able to improve the timeliness and quality of its base highway system, collision and traffic volume data used by the department and its partners to identify, isolate, and analyze critical traffic safety issues.  

· The Improve the Department of Motor Vehicle’s Database Accuracy and Completeness project will identify any reporting problems from court conviction to update on the Driver Licenses Database in two ways: checking the accuracy and completeness of driving under the influence (DUI) conviction reporting, and improving median court reporting time for DUI convictions. 

· The implementation of the e-filing for the courts will obtain and deploy the hardware and software for a state-wide automated citation system that will interface electronically with all judicial jurisdictions within the State of California that are capable of accepting electronic citation data transmissions.   

Challenge Area 17:  Reduce Distracted Driving, Last updated: 03/05/13
· Distracted driving is a serious traffic safety concern that puts all road users at risk, joining alcohol and speeding as leading factors in fatal and serious injury crashes.  

· As the impacts of distracted driving are being felt at an increasing rate, primarily due to the recent surge in cell phone use and text messaging while driving, the SHSP Steering Committee added the first new Challenge Area since the plans inception.  

· The primary source of driver inattention is use of a wireless device. Drivers who use hand-held devices are four times as likely to get into crashes serious enough to injure themselves (Hoskings, Young & Regan, 2006).  Driving while using a cell phone reduces the amount of brain activity associated with driving by 37 percent, resulting in “inattention blindness” – your brain isn’t seeing what’s right in front of you because it’s too busy with your call. 

· According to NHTSA, a total of 3,092 people died in 2010 in crashes involving a distracted driver (9.4 percent of total fatalities), and an additional 416,000 were injured in the United States (NHTSA, 2012).  Nationally, the younger, inexperienced drivers under 20 years old have the highest proportion of distraction-related fatal crashes at 11 percent (NHTSA, 2012). 

· A lack of meaningful and useful data is a hindrance to combating the problem.

· Using a cell phone use while driving, whether it’s hand-held or hands-free, delays a driver's reactions as much as having a blood alcohol concentration at the legal limit of .08 percent. 

· While all distractions can endanger drivers’ safety, texting is the most alarming because it involves multiple types of distraction.  Dialing and texting can take a driver’s eyes from the roadway for five seconds or longer, while most crashes have less than three seconds reaction time.  

· Nationally nine percent of fatal crashes in 2010 were reported as distraction-affected collisions and eighteen percent of injury crashes in 2010 involved reports of distracted driving (NHTSA, 2012). 

· Of those killed in distracted-driving-related crashed nationally, 13.2 percent involved reports of a cell phone as a distraction (NHTSA, 2012). 

· The portion of drivers reportedly distracted at the time of the fatal crashes increased from 7 percent in 2005 to 11 percent in 2009 (NHTSA, Traffic Safety Facts 2009).
· Nationally, the proportion of fatalities reportedly associated with driver distraction increased from 10 percent in 2005 to 16 percent in 2009. During that time, fatal crashes with reported driver distraction also increased from 10 percent to 16 percent.(NHTSA, Traffic Safety Facts 2009)
· Of those drivers reportedly distracted during a fatal crash, the 20-to-29-year-old age group had the greatest proposition of drivers distracted by cell phones at 26 percent (NHTSA, 2012). 

· Between 2011 and 2012, an observational survey of cell phone use by drivers took place within the state, looking for hand-held and hands-free talking as well as texting and other use of mobile devices while driving. The overall rate was 10.8 percent of drivers on the road using cell phones at any given daylight time, up from 7.3 percent in 2011. Although observed cell phone use increases were seen across all age groups, 16 to 25 year olds showed a dramatic rise, doubling from 9 percent to 18 percent.
�








Note: Data without sources have not been updated.
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