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EXECUTIVE SUMMARY 
 

 
 

INTRODUCTION 
 
In preparing bŜǿ ¸ƻǊƪΩǎ FFY 2014 Highway {ŀŦŜǘȅ {ǘǊŀǘŜƎƛŎ tƭŀƴ όI{{tύΣ ǘƘŜ DƻǾŜǊƴƻǊΩǎ ¢ǊŀŦŦƛŎ {ŀŦŜǘȅ 
Committee (GTSC) continued to use a data-driven approach in identifying problems and setting priorities 
ŦƻǊ ǘƘŜ ǎǘŀǘŜΩǎ ƘƛƎƘǿŀȅ ǎŀŦŜǘȅ ǇǊƻƎǊŀƳΦ  ¢ƘŜ ǎǘŀǘŜΩǎ ǇŜǊŦƻǊƳŀƴŎŜ-based planning process is inclusive and 
takes into account issues and strategies identified by the GTSC member agencies, other state and local 
agencies, enforcement agencies and not-for-profit organizations that have submitted applications for 
funding.   
 
The preparation of the HSSP was guided by the uniform procedures for state highway safety grant 
programs established in the new surface transportation bill, Moving Ahead for Progress in the 21st Century 
(MAP-21).  MAP-21 authorizes FFY 2014 funding for the Section 402 State and Community Highway Safety 
grant program and the new Section 405 National Priority Safety Program.  States are required to submit a 
single application for these funding programs.  
 
The 10 core outcome measures and the one core behavioral measure, observed seat belt use, 
recommended by the National Highway Traffic Safety Administration (NHTSA) and the Governors Highway 
Safety Association (GHSA), were incorporated into the FFY 2014 HSSP.  Where appropriate, additional 
measures were established for specific program areas.  A performance target for the end of calendar year 
2014 was set for each of the measures.  
 
 

STATEWIDE HIGHWAY SAFETY PROGRAM 
 
The GTSC ǇǊƻǾƛŘŜǎ ƭŜŀŘŜǊǎƘƛǇ ŀƴŘ ǎǳǇǇƻǊǘ ŦƻǊ bŜǿ ¸ƻǊƪ {ǘŀǘŜΩǎ IƛƎƘǿŀȅ {ŀŦŜǘȅ tǊƻƎǊŀƳ ǘƘǊƻǳƎƘ ƛǘǎ 
administration of the federal funds awarded annually to the state.  The top priorities of the FFY 2014 
Highway Safety Program are to address trends of increasing numbers of crashes involving specific 
highway users and to halt the development of unfavorable trends in certain types of crashes.  The HSSP 
addresses the following program areas:  Impaired Driving; Police Traffic Services; Motorcycle Safety; 
Pedestrian, Bicycle and Wheel-Sport Safety; Occupant Protection; Traffic Records; Community Traffic 
Safety Programs  and Program Management.    
 
In accordance with MAP-нм ǊŜǉǳƛǊŜƳŜƴǘǎΣ bŜǿ ¸ƻǊƪΩǎ ŀǇǇƭƛŎŀǘƛƻƴǎ ŦƻǊ {ŜŎǘƛƻƴ плр ŦǳƴŘƛƴƎ ŀǊŜ 
submitted as attachments to the HSSP.  Certifications and supporting documentation have been 
provided for the following Section 405 incentive programs:  Occupant Protection; State Traffic Safety 
Information System Improvements; Impaired Driving Countermeasures and Motorcyclist Safety.   
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Status of Statewide Performance Measures  

The core measures that are tracked for the overall highway safety program are fatalities, serious injuries 
and three fatality rates.  Based on the 2011 FARS data, progress was made toward the 2013 target for 
reducing fatalities to 1,127; in 2011, fatalities in motor vehicle crashes in New York State declined to 
1,169 compared to 1,201 in 2010 and the previous three-year (2008-2010) average of 1,199.  Based on 
the trend, a target to decrease fatalities by 5% from the 2009-2011 average of 1,176 to 1,117 was set for 
2014.  
 
tǊƻƎǊŜǎǎ ǿŀǎ ŀƭǎƻ ƳŀŘŜ ƛƴ ǘƘŜ ŎƻǊŜ ƳŜŀǎǳǊŜ ƻŦ ǎŜǊƛƻǳǎ ƛƴƧǳǊƛŜǎΦ  .ŀǎŜŘ ƻƴ ǘƘŜ ǎǘŀǘŜΩǎ Ŧƛƴŀƭ !L{ Řŀǘŀ ŦƻǊ 
2011, the number of persons who received serious injuries declined by 6% between 2010 and 2011 
(12,802 to 12,012).  Based on this trend, the target set for 2014 was to reduce serious injuries by 4% 
from 12,012 in 2011 to 11,532. Updated fatality rate measures for 2011 are not yet available to assess 
progress and set new targets for 2014.  
 

FATALITY AND SERIOUS INJURY MEASURES 

 2007 2008 2009 2010 2011 
Target 
2013 

Target 
2014 

Fatalities 

3-Year Moving Average 

1,332 

1,407 

1,238 

1,341 

1,158 

1,243 

1,201 

1,199 

1,169 

1,176 

1,127 1,117 

Serious Injuries 13,280 12,900 12,988 12,802 12,012 10,606* 11,532 

Fatality Rate/100 Million VMT 0.97 0.92 0.87 0.92 N/A 0.86 
 

Urban Fatality Rate 0.64 0.61 0.57 0.64 N/A 0.59 
 

Rural Fatality Rate 1.99 1.88 1.77 1.73 N/A 1.66 
 

  Sources: The source for all fatality measures is FARS: the source for the serious injury measure is the NYS AIS 

*The preliminary 2011 number for serious injuries (11,048) was used to set the 2013 target for reducing serious injuries (10,606); the 
target set for 2014 was adjusted based on the final 2011 number for serious injuries (12,012).  

 

FFY 2014 Strategies  

¢ƘŜ ƻǾŜǊŀƭƭ Ǝƻŀƭǎ ƻŦ bŜǿ ¸ƻǊƪΩǎ ƘƛƎƘǿŀȅ ǎŀŦŜǘȅ ǇǊƻƎǊŀƳ ŀǊŜ ǘƻ ǇǊŜǾŜƴǘ Ƴƻtor vehicle crashes, save lives 
and reduce the severity of the injuries suffered.  In FFY 2014, a comprehensive approach will continue to 
be taken with strategies implemented in all of the major highway safety program areas.  The 
effectiveness of the collective efforts will be assessed through changes in the statewide fatality and 
injury measures. 
 

IMPAIRED DRIVING 

 

Status of Core Performance Measure 

The core performance measure used to assess progress in the Impaired 
Driving program area is alcohol-impaired driving fatalities which are 
defined as drivers and motorcycle operators with a BAC of .08% or higher 
who are killed in crashes.  Based on FARS data, the number of alcohol-
impaired driving fatalities declined to 315 in 2011, exceeding the target of 
326 set for 2013.  Based on the trend in previous years, a target of 
reducing alcohol-impaired driving fatalities by 5% to 299 was set for 2014.   
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FFY 2014 Impaired Driving Strategies   

Reducing the numbers of alcohol-impaired driving ŦŀǘŀƭƛǘƛŜǎ ŀƴŘ ƛƴƧǳǊƛŜǎ ƻƴ ǘƘŜ ǎǘŀǘŜΩǎ roadways are the 
primary goals of New YoǊƪΩǎ ƛƳǇŀƛǊŜŘ ŘǊƛǾƛƴƎ ǇǊƻƎǊŀƳΦ ¢ƘŜ ǎǘǊŀǘŜƎƛŜǎ ǘƘŀǘ ǿƛƭƭ ŎƻƴǘǊƛōǳǘŜ ǘƻ ǊŜŀŎƘƛƴƎ ǘƘŜ 
ǇŜǊŦƻǊƳŀƴŎŜ ǘŀǊƎŜǘǎ ǎŜǘ ŦƻǊ CC¸ нлмп ŀǊŜΥ ŜƴŦƻǊŎŜƳŜƴǘ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ƛƳǇŀƛǊŜŘ ŘǊƛǾƛƴƎ ƭŀǿǎΣ ƛƴcluding 
the provision of equipment and training for law enforcement officers and strategies related to the 
prosecution and adjudication of DWI offenders; DWI offender treatment, monitoring and control; 
prevention, communications, public information and educational outreach; underage drinking and 
alcohol-impaired driving; drugged driving; cooperative approaches to reducing impaired driving; and 
ǊŜǎŜŀǊŎƘΣ ŜǾŀƭǳŀǘƛƻƴ ŀƴŘ ŀƴŀƭȅǘƛŎŀƭ ǎǳǇǇƻǊǘ ŦƻǊ bŜǿ ¸ƻǊƪΩǎ ǇŜǊŦƻǊƳŀƴŎŜ-based impaired driving 
program. 
 
 

POLICE TRAFFIC SERVICES 
 

Status of Core Performance Measure 
The primary goal of the Police Traffic Services program is to decrease speeding-related fatalities.  Based 
on FARS data available through 2011, speeding-related fatalities increased slightly to 338 in 2011 
compared to 335 in the previous year.  A decline in the number of speeding tickets issued due to 
competing enforcement priorities and reduced funding has likely contributed to this lack of progress.  A 
new target to reduce speeding-related fatalities by 5% by the end of calendar year 2014 was set.  

 

FFY 2014  Police Traffic  Services Strategies 

The goal of the Police Traffic Services program is to decrease crashes, fatalities and injuries resulting 
from unsafe driving behaviors including speeding and other aggressive driving behaviors; distracted 
driving, including cell phone ǳǎŜ ŀƴŘ ǘŜȄǘƛƴƎΤ ŀƴŘ ŦŀƛƭǳǊŜ ǘƻ ŎƻƳǇƭȅ ǿƛǘƘ ǘƘŜ ǎǘŀǘŜΩǎ ǎŜŀǘ ōŜƭǘ ƭŀǿΦ  ¢ǊŀŦŦƛŎ 
violations involving passing stopped school buses and commercial vehicles are also included under this 
program area. The strategies that will contribute to improvements in this program area are:  
enforcement of traffic violations; law enforcement training programs; and communications and 
outreach.   

ALCOHOL-IMPAIRED DRIVING FATALITIES 

 2007 2008 2009 2010 2011 
Target 
2013 

Target 
2014 

Alcohol-Impaired Driving Fatalities 377 346 318 360 315 326 299 

Source:  FARS   

SPEEDING-RELATED FATALITIES 

 2007 2008 2009 2010 2011 Target 2013 Target 2014  

Speeding-Related Fatalities 417 410 371 335 338 318 321 

Source:  FARS 
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MOTORCYCLE SAFETY  
 

Status of Core Performance Measures 

The core performance measures used to assess progress in the Motorcycle Safety program area are 
motorcyclist fatalities and unhelmeted motorcyclist fatalities.  Based on the 2011 FARS data, the number 
of motorcyclist fatalities decreased to 170 which is below the average of the previous three years, 2008-
2010 (174).  This reduction shows progress toward the target of 157 set for the end of calendar year 
2013.  The lack of a consistent pattern in this measure makes it difficult to predict whether the target of 
a 10% reduction by 2013 will be achieved.  The target for 2014 represents a 10% reduction in the three-
year average for 2009-2011 (170).    
 
5ǳŜ ƛƴ ƭŀǊƎŜ ǇŀǊǘ ǘƻ bŜǿ ¸ƻǊƪΩǎ ƘŜƭƳŜǘ ƭŀǿΣ ǘƘŜ ƴǳƳōŜǊ ƻŦ Ŧŀǘŀƭƭȅ ƛƴƧǳǊŜŘ ƳƻǘƻǊŎȅŎƭƛǎǘǎ ǿƘƻ ǿŜǊŜ ƴƻǘ 
wearing a helmet is relatively small and has been on a downward trend since 2008.  In 2011, 11 
unhelmeted motorcyclists were killed in crashes exceeding the target of 14 set for the end of calendar 
year 2013.  A new target to reduce unhelmeted fatalities by 25% (from 11 to 8) by 2014 would appear to 
be achievable based on the consistent downward trend.  
 

   

FFY 2014 Motorcycle Safety Strategies 

The primary goals in the area of motorcycle safety are to decrease motorcyclist fatalities, unhelmeted 
motorcyclist fatalities and the number of motorcyclists injured. The strategies that will contribute to 
improvements in this program area are:  the Motorcycle Rider Education and Training Program; 
communications and outreach; enforcement; and research, evaluation and analytical support for the 
performance-based Motorcycle Safety Program. 

 
  

PEDESTRIAN, BICYCLE, IN-LINE SKATING,  
NON-MOTORIZED SCOOTER AND  
SKATEBOARDING SAFETY 
 

Status of Core Performance  Measures 

The core outcome measure for pedestrian safety is pedestrian 
fatalities.  Based on FARS data, the number of pedestrian fatalities in 
New York State declined to 303 in 2010 after increasing in each of 
the three previous years, 2007-2009.   
  

MOTORCYCLIST FATALITIES AND UNHELMETED MOTORCYCLIST FATALITIES 

 2007 2008 2009 2010 2011 
Target 
2013  

Target 
2014 

Motorcyclist Fatalities 168 184 155 184 170 157 153 

3-Year Moving Average 175 182 169 174 170   

Unhelmeted Motorcyclist Fatalities 24 36 21 16 11 14 8 

  Source:  FARS  
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The downward trend continued in 2011 when pedestrian fatalities dropped to 287, one below the target 
set for the end of calendar year 2013.  Based on the trend, the new target set for 2014 was a 3% 
reduction in pedestrian fatalities from 287 in 2011 to 278.  

 

    PEDESTRIAN FATALITIES 

 
2007 2008 2009 2010 2011 

Target 
2013 

Target 
2014 

Pedestrian Fatalities  276 297 308 303 287 288 278 

  Source:  FARS 

 
.ƛŎȅŎƭƛǎǘ ŦŀǘŀƭƛǘƛŜǎ ŀǊŜ ŀƭǎƻ ǘǊŀŎƪŜŘ ǘƻ ŀǎǎŜǎǎ ǘƘŜ ǎǘŀǘŜΩǎ ǇǊƻƎǊŜǎǎ ƛƴ ǊŜŘǳŎƛƴƎ ǘƘŜ ƴǳƳōŜǊ ƻŦ bicyclists killed 
ƛƴ ŎǊŀǎƘŜǎ ǿƛǘƘ ƳƻǘƻǊ ǾŜƘƛŎƭŜǎΦ  /ǊŀǎƘ Řŀǘŀ ŦǊƻƳ bŜǿ ¸ƻǊƪΩǎ !L{ ƛƴŘƛŎŀǘŜ ǘƘŀǘ ōƛŎȅŎƭƛǎǘ ŦŀǘŀƭƛǘƛŜǎ ǎǇƛƪŜŘ ǘƻ 
57 in 2011, up 21 from the previous year and the highest number in the five-year period, 2007-2011.  If 
the 2012 data show a reversal in the upward trend, the target to reduce fatalities to 37 set for the end of 
calendar year 2013 appears to be achievable.  The new target set for 2014 is based on a 5% reduction in 
bicyclist fatalities from the three-year (2009-2011) average of 41. 
 
 

BICYCLIST FATALITIES 

 
2007 2008 2009 2010 2011 

Target2
013  

Target 
2014 

Bicyclist Fatalities  50 42 29 36 57 37 35 

3-Year Moving Average 47 46 40 36 41   

*Data for 2011 are preliminary 
  Source:  NYS AIS 

 
 

FFY 2014 Pedestrian, Bicycle and Wheel -Sport Safety Strategies  

The primary goals of the pedestrian, bicycle, in-line skating, non-motorized scooter and skateboarding 
safety programs are to reduce the number of pedestrians, bicyclists and participants in other wheel 
sports killed and injured in crashes.  The strategies that will contribute to improvements in this program 
area are:  education, communication and outreach; community-based programs; cooperative 
approaches to improving pedestrian and bicycle safety; and research, evaluation and analytical support 
ŦƻǊ bŜǿ ¸ƻǊƪΩǎ ǇŜǊŦƻǊƳŀƴŎŜ-based Pedestrian, Bicycle and Wheel-Sport Safety program.  
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OCCUPANT PROTECTION    
 

Status of Core Performance Measures  

The core behavioral measure in the occupant protection program area is the observed seat belt use 
rate.  In the most recent statewide observation survey of seat belt use conducted in 2012, bŜǿ ¸ƻǊƪΩǎ 
usage rate was estimated at 90.4%, down slightly from 2011 when usage was estimated at 90.54%, 
indicating that no progress was made toward the target set for December 31, 2013.  The lack of progress 
may reflect the difficulty of achieving incremental improvements once the rate reaches such a high 
level.  As a result, the target of 92% usage has been carried over to 2014. 

 

 
 
The second core measure for tracking progress in this program area is unrestrained passenger vehicle 
occupant fatalities.  Based on FARS data, the number of unrestrained passenger vehicle occupant 
fatalities has been on a consistent downward trend between 2007 (280) and 2011 (185), decreasing 
more than one-third over the five-year period and showing excellent progress toward the target of 182 
set for 2013.  Based on this trend through 2011, the target set for 2014 is to reduce the number of 
unrestrained fatalities by 5% to 176.  
 

UNRESTRAINED PASSENGER VEHICLE OCCUPANT FATALITIES 

 2007 2008 2009 2010 2011 
Target 

2013  

Target 
2014 

Unrestrained Occupant Fatalities 280 234 209 192 185 182 176 

Source:  FARS 

 

FFY 2014 Occupant Protection Strategies  

The primary goals of the occupant protection program are to increase the observed statewide seat belt 
use rate and decrease unrestrained occupant fatalities in passenger vehicles.  The strategies identified 
for achieving these goals include high visibility seat belt enforcement; communications and outreach; 
ŀƴŘ ǊŜǎŜŀǊŎƘΣ ŜǾŀƭǳŀǘƛƻƴ ŀƴŘ ŀƴŀƭȅǘƛŎŀƭ ǎǳǇǇƻǊǘ ŦƻǊ bŜǿ ¸ƻǊƪΩǎ Occupant Protection Program.   
Strategies specific to improving child passenger safety (CPS) include:  communications and outreach; 
recruitment and training of CPS technicians; child safety seat inspection stations; car seat check events; 
and child safety seat distribution and education programs. 
 

83% 
85% 85% 85% 

83% 83% 

89% 88% 
90% 91% 90% 

92% 

70%

75%

80%

85%

90%

95%

2002 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2013
GoalSource:  NYS annual seat belt observation surveys 

NEW YORK STATE SEAT BELT USE RATES 
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TRAFFIC RECORDS 
 

Status of Performance Measures  

The key performance measures used to monitor progress in the Traffic 
Records program area focus on the timeliness of the crash and 
citation/adjudication data.  With respect to the crash data, the 
performance measure is the mean number of days from the date a 
crash occurs to the date the crash report is entered into the AIS 
(Accident Information System) database.  With regard to the citation 
and adjudication data, the performances measures are 1) the mean 
number of days from the date a citation is issued to the date the citation is entered into the TSLED 
database, and 2) the mean number of days from the date of charge disposition to the date the charge 
disposition is entered into TSLED.  
 
Based on data from July-December 2012, it is unlikely that any of the three performance targets set for 
2013 will be met.  Compared to the baseline period of July-December 2011, there were increases in 1) 
the mean number of days from the crash date to the date a crash report is entered into AIS (49.42 vs. 
33.12 days); and 2) the mean number of days from the citation date to the date the citation is entered 
into TSLED (17.40 vs. 14.69 days). The improvement that occurred in the third measure, the mean 
number of days from the disposition date of a charge to the date the disposition is entered into TSLED 
(29.10 vs. 30.37 days), does not represent sufficient progress to reach the target that was set.   
 
The lack of improvement in the crash measure is largely the result of changes in the AIS workflow 
protocols and procedures that were tested and implemented in 2012 which created temporary backlogs 
in the processing of crash reports.  It is expected that the mean number of days will drop again in 2013 
when all of the IT issues related to 5a±Ωǎ new workflow process have been successfully addressed.   
With regard to the TSLED tickets System, the lack of progress in the citation/adjudication measures can 
be attributed in large part to a reduction in the staff resources involved in the manual data entry 
processes; the continuation of the TraCS Electronic Crash and Ticketing System project in FFY 2014 is 
expected to have a positive effect on both of these measures. 
 

FFY 2014 Traffic Records Strategies  

The primary goals of the efforts undertaken in the area of traffic records are to improve the timeliness 
ƻŦ ǘƘŜ Řŀǘŀ ŜƴǘŜǊŜŘ ƛƴǘƻ ǘƘŜ ǎǘŀǘŜΩǎ ŎǊŀǎƘ ŀƴŘ Ŏƛǘŀǘƛƻƴ Řŀǘŀ ōŀǎŜǎΦ  ¢Ƙƛǎ ǿƛƭƭ ōŜ ŀŎŎƻƳǇƭƛǎƘŜŘ ǘƘǊƻǳƎƘ ǘƘŜ 
following strategies:  statewide coordination of traffic records improvements; electronic capture and 
transmittal of crash and ticket data; initiatives to improve the crash and citation/adjudication systems; 
improvement of roadway data systems; development and use of data linkages; use of technology to 
disseminate information; and research and evaluation. 
 
 

COMMUNITY TRAFFIC SAFETY PROGRAMS 
 
Status of Core Performance Measure  
 
The core outcome measure for tracking progress in the Community Traffic Safety Programs program 
area is drivers under age 21 involved in fatal crashes.  Based on 2011 FARS data, there has been a steady 
downward trend in this measure since 2007. In 2011, 127 of these young drivers were involved in fatal  
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crashes, a greater reduction than the target of 130 set for the end of 2013. Based on the consistent 
trend between 2007 and 2011, the target set for 2014 is to reduce the number of drivers age 20 or 
younger involved in fatal crashes by 10% to 114.  
 

DRIVERS AGE 20 OR YOUNGER INVOLVED IN FATAL CRASHES 

 2007 2008 2009 2010 2011 
Target 
2013  

Target 
2014 

Drivers Under 21 Involved in Fatal Crashes 218 182 178 145 127 130 114 

 Source: FARS  

 
FFY 2014 Community Traffic Safety Programs Strategies  

The Community Traffic Safety Programs area focuses on local programs that address traffic safety issues 
identified at the community level as well as the implementation of initiatives that address statewide 
highway safety priorities through the local traffic safety network.  The following strategies contribute to 
meeting these objectives:  community-based highway safety programs; statewide implementation of 
traffic safety initiatives; statewide communications and outreach; younger driver outreach and 
communications; older driver outreach and communications; and outreach to minority and other special 
populations. 
 
 

PROGRAM MANAGEMENT 
 
The GTSC is responsible for coordinating and managing New York State's comprehensive highway safety 
ǇǊƻƎǊŀƳΦ  ¢ƘŜ D¢{/ ǘŀƪŜǎ ŀ ƭŜŀŘŜǊǎƘƛǇ ǊƻƭŜ ƛƴ ƛŘŜƴǘƛŦȅƛƴƎ ǘƘŜ ǎǘŀǘŜΩǎ ƻǾŜǊŀƭƭ ǘǊŀŦŦƛŎ ǎŀŦŜǘȅ ǇǊƛƻǊƛǘƛŜǎΣ 
provides assistance in problem identification at the local level; and works with its partners to develop 
programs, public information campaigns and other activities to address the problems identified.  In 
ŀŘƳƛƴƛǎǘŜǊƛƴƎ bŜǿ ¸ƻǊƪΩǎ ƘƛƎƘǿŀȅ ǎŀŦŜǘȅ ǇǊƻƎǊŀƳΣ the GTSC takes a comprehensive approach, providing 
funding for a wide variety of programs to reduce crashes, fatalities and injuries through education, 
enforcement, engineering, community involvement and greater access to safety-related data. 
 
In addition to the Section 402 funding program, the new surface transportation act, MAP-21, establishes 
the Section 405 National Priority Safety Program which provides funding in a number of specific areas.  
bŜǿ ¸ƻǊƪΩǎ ŀǇǇƭƛŎŀǘƛƻƴǎ ŦƻǊ плр ŦǳƴŘƛƴƎ ƛƴ ǘƘŜ ŀǊŜŀǎ ƻŦ ƻŎŎǳǇŀƴǘ ǇǊƻǘŜction, traffic records, impaired 
driving and motorcycle safety are submitted as attachments to the FFY 2014 Highway Safety Strategic 
Plan.  Adjustments were made to the annual planning cycle to meet the new submission deadline of  
July 1, 2013.   
 

FFY 2014 Program Management Strategies  

The GTSC ǿƛƭƭ ƳŜŜǘ ǘƘŜ ǇŜǊŦƻǊƳŀƴŎŜ ǘŀǊƎŜǘǎ ǎŜǘ ŦƻǊ ǘƘŜ ƳŀƴŀƎŜƳŜƴǘ ƻŦ bŜǿ ¸ƻǊƪΩǎ CC¸ нлмп ƘƛƎƘǿŀȅ 
ǎŀŦŜǘȅ ǇǊƻƎǊŀƳ ǘƘǊƻǳƎƘ ǘƘŜ ƛƳǇƭŜƳŜƴǘŀǘƛƻƴ ƻŦ ǘƘŜ ŦƻƭƭƻǿƛƴƎ ǎǘǊŀǘŜƎƛŜǎΥ  ǘƘŜ ǇǊŜǇŀǊŀǘƛƻƴ ƻŦ bŜǿ ¸ƻǊƪΩǎ 
Highway Safety Strategic Plan; training opportunities; planning and administration; coordinated public 
information and education; highway safety presentations and workshops; and driver behavior and 
attitudinal surveys. 
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FFY 2014 HIGHWAY SAFETY PROGRAM 
PLANNING PROCESS 
 
 
Introduction  

In preparing the FFY 2014 IƛƎƘǿŀȅ {ŀŦŜǘȅ {ǘǊŀǘŜƎƛŎ tƭŀƴ όI{{tύΣ ǘƘŜ DƻǾŜǊƴƻǊΩǎ ¢ǊŀŦŦƛŎ {ŀŦŜǘȅ /ƻƳƳƛǘǘŜŜ 
(GTSC) continued to use a data-driven approach in identifying problems and setting priorities for the 
ǎǘŀǘŜΩǎ ƘƛƎƘǿŀȅ ǎŀŦŜǘȅ ǇǊƻƎǊŀƳΦ  bŜǿ ¸ƻǊƪΩǎ ǇŜǊŦƻǊƳŀƴŎŜ-based planning process is inclusive and takes 
into account issues and strategies identified by the GTSC member agencies, other state and local agencies, 
enforcement agencies and not-for-profit organizations that have submitted applications for funding.   
 
¢ƘŜ ¦ƴƛǾŜǊǎƛǘȅ ŀǘ !ƭōŀƴȅΩǎ LƴǎǘƛǘǳǘŜ ŦƻǊ ¢ǊŀŦŦƛŎ {ŀŦŜǘȅ aŀƴŀƎŜƳŜƴǘ ŀƴŘ wŜǎŜŀǊŎƘ όL¢{awύ ǇǊƻǾƛŘŜǎ 
analytical and technical support for the planning process and works closely with GTSC on the preparation 
of the HSSP.  
 

MAP-21 (Moving Ahead for Progress in th e 21st Century)  

The new surface transportation bill, Moving Ahead for Progress in the 21st Century (MAP-21) signed into 
law on July 6, 2012, established new uniform procedures governing the implementation of state highway 
safety grant programs.  Two funding programs are authorized by MAP 21: the Section 402 State and 
Community Highway Safety grant program and the Section 405 National Priority Safety Program.  New 
¸ƻǊƪΩǎ ǇƭŀƴƴƛƴƎ ǇǊƻŎŜǎǎ ŀƴŘ ǘƛƳŜǘŀōƭŜ ŦƻǊ ǘƘŜ ŘŜǾŜƭƻǇƳŜƴǘ ƻŦ ǘƘŜ CC¸ нлмп IƛƎƘǿŀȅ {ŀŦŜǘȅ {ǘǊŀǘŜgic Plan 
(HSSP) as well as the content have been adjusted to comply with these new requirements.   
 

Overview of .Å× 9ÏÒËȭÓ Planning Process 

The GTSC conducts outreach at meetings, conferences and workshops throughout the year to gain input 
from the traffic safety community on emerging issues and new countermeasures that should be 
included in the HSSP.  The annual GTSC meeting, convened by the GTSC Chair, is also used as an 
opportunity to review priorities and the status of initiatives undertaken by the member agencies of the 
GTSC.  At the annual meeting, representatives from each agency report on the ongoing as well as the 
new programs being implemented by their agencies and through partnerships with other departments.  
Where appropriate, the information provided by the member agencies on current and proposed efforts 
to improve highway safety in the state is incorporated into the HSSP.   
 
The planning process also provides for several opportunities to discuss highway safety priorities with 
traffic safety partners at the local level.  Local grantees have the opportunity to provide input for the 
planning process through monitoring visits and other forms of contact with their designated GTSC 
representativesΦ  Lƴ ŀŘŘƛǘƛƻƴΣ ǘƘŜ D¢{/Ωǎ Ǉrogram representatives frequently take part in local traffic 
safety board meetings to discuss local issues and assist with grant planning and management.  TƘŜ D¢{/Ωǎ 
management, fiscal and program staffs also solicit ideas for the HSSP from several organizations 
representing local programs that work closely with the GTSC.  These organizations include the NYS 
Association of Traffic Safety Boards, NYS STOP-DWI Association, NYS Association of Chiefs of Police, NYS 
{ƘŜǊƛŦŦǎΩ !ǎǎƻŎƛŀǘƛƻƴ ŀƴŘ the Association of NYS Metropolitan Planning Organizations. 
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Local Agencies Program Planning Coordination and Assistance  

The GTSC also provides guidance and various resources to assist local agencies in the preparation of grant 
applications.  Program representatives are available during site visits or by telephone to work with local 
grantees.  A number of resources are also provided through the GTSC website www.safeny.ny.gov.  These 
resources include extensive county-specific traffic safety data compiled by ITSMR for use in problem 
identification and assessing the performance of local programs.   
 
¢ƘŜ Řŀǘŀ ǊŜǇƻǊǘǎ ŦƻǊ ŜŀŎƘ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ сн ŎƻǳƴǘƛŜǎ ŀƴŘ ŀ ǎǘŀǘŜǿƛŘŜ ǎǳƳƳŀǊȅ ǊŜǇƻǊǘ ŀǊŜ ǇǊŜǇŀǊŜŘ 
annually by ITSMR and posted on the website in February for use in the preparation of grant 
applications for submission to the GTSC in May.  The reports include the most recent three years of 
crash and ticket data; in addition to county-wide data on all crashes and tickets, the reports include 
additional tables on alcohol-related crashes, speeding-related crashes and crashes involving 
motorcycles.  Archives of the reports going back to 2001 are maintained online, for reference.  The GTSC 
and ITSMR staffs annually review the content of the reports to assess the usefulness of the information 
based on feedback from local agencies.  Local grant applicants are encouraged to supplement the 
information contained in the County Data Reports with their own crash and ticket data.   
 

$ÅÖÅÌÏÐÍÅÎÔ ÏÆ .Å× 9ÏÒËȭÓ (ÉÇÈ×ÁÙ 3ÁÆÅÔÙ 3ÔÒÁÔÅgic Plan 

¢ƘŜ I{{t ƛƴŎƭǳŘŜǎ ŀƴ ƻǾŜǊǾƛŜǿ ƻŦ bŜǿ ¸ƻǊƪΩǎ ǎǘŀǘŜǿƛŘŜ ƘƛƎƘǿŀȅ ǎŀŦŜǘȅ ǇǊƻƎǊŀƳ ŀƴŘ ǘƘŜ ǇǊƛƻǊƛǘƛŜǎ 
identified for FFY 2014.  The following program areas are addressed in the HSSP:  Impaired Driving; Police 
Traffic Services; Motorcycle Safety; Pedestrian, Bicycle and Wheel-Sport Safety; Occupant Protection; 
Traffic Records; Community Traffic Safety Programs and Program Management.   
 

Performance Measures  

The 10 core outcome measures and the one core behavioral measure, observed seat belt use, 
recommended by the National Highway Traffic Safety Administration (NHTSA) and the Governors Highway 
Safety Association (GHSA), were incorporated into the FFY 2014 HSSP.  Since 2012 FARS data are not yet 
available, 2011 data are reported for the nine fatality measurŜǎΦ  Cƛƴŀƭ нлмм Řŀǘŀ ŦǊƻƳ bŜǿ ¸ƻǊƪ {ǘŀǘŜΩǎ 
Accident Information System (AIS) were reported for the serious injuries core measure and for the bicycle 
fatality measure and other injury measures incorporated into the HSSP.    
 

Data Sources 

C!w{ ŎƻƴǘƛƴǳŜǎ ǘƻ ōŜ ǘƘŜ ƻŦŦƛŎƛŀƭ ǎƻǳǊŎŜ ƻŦ Řŀǘŀ ŦƻǊ ǘƘŜ ŎƻǊŜ ƻǳǘŎƻƳŜ Ŧŀǘŀƭƛǘȅ ƳŜŀǎǳǊŜǎΦ  bŜǿ ¸ƻǊƪΩǎ 
Accident Information System (AIS) is the source for all injury crash data in the HSSP, including the 
serious injuries core outcome measure.  At the time the FFY 2014 HSSP was prepared, 2011 FARS data 
and final 2011 AIS data were the most recent complete files available.  The source for the core 
ōŜƘŀǾƛƻǊŀƭ ƳŜŀǎǳǊŜΣ ǘƘŜ ƻōǎŜǊǾŜŘ ǎŜŀǘ ōŜƭǘ ǳǎŜ ǊŀǘŜΣ ƛǎ bŜǿ ¸ƻǊƪΩǎ ŀƴƴǳŀƭ ƻōǎŜǊǾŀǘƛƻƴ ǎǳǊǾŜȅ ŎƻƴŘǳŎǘŜŘ 
in June; the rate from the 2012 survey was available for inclusion in the HSSP.   
 

The statewide speeding and seat belt ticket data included in the HSSP were extracted from two sources:  
bŜǿ ¸ƻǊƪΩǎ ¢{[95 (Traffic Safety Law Enforcement and Disposition) and Administrative Adjudication 
(AA) systems.  Final ticket data for 2011 were available from each of these systems which together cover 
all of New York State.  The statewide data on impaired driving arrests were compiled from data received 
directly from the Suffolk County STOP-DWI program and the New York City Police Department, in 
addition to the TSLED system.  
 

http://www.safeny.ny.gov/


 

Highway Safety Program Planning Process...Page 3 

5ŀǘŀ ŦǊƻƳ bŜǿ ¸ƻǊƪΩǎ 5ǊƛǾŜǊΩǎ [ƛŎŜƴǎŜ ŀƴŘ ±ŜƘƛŎƭŜ wŜƎƛǎǘǊŀǘƛƻƴ ŦƛƭŜǎ ŀƴŘ ǇƻǇǳƭŀǘƛƻƴ Řŀǘŀ ŦǊƻƳ ǘƘŜ ¦Φ{Φ 
Census were also used in preparing the FFY 2014 HSSP.  A final source of data is the survey of drivers 
conducted each year at Department of Motor Vehicle offices.  These surveys are described below.  

 
New York State Driver Behavior and Attitudinal Surveys 

In addition to the outcome and behavioral measures discussed above, NHTSA encourages states to 
conduct annual surveys to track driver-reported behaviors, attitudes and perceptions related to major 
traffic safety issues.  A baseline driver survey was conducted at five NYS Department of Motor Vehicles 
offices in summer 2010.  The offices were selected to provide representation from the three main areas 
of the state.  Three of the DMV offices are in the Upstate region:  Albany (Albany County), Syracuse 
(Onondaga County), and Yonkers (Westchester County); one is in New York City (Brooklyn) and one is on 
Long Island (Medford, Suffolk County).  The survey was repeated in June 2011 and June 2012. 
 
The survey instrument includes a total of 10 questions; information is also collected on the age, gender 
and county of residence of the survey participants.  A minimum of 300 surveys are conducted at each of 
the five DMV offices.  The survey instrument used in the 2010 and 2011 included three questions on 
seat belt use, three on speeding and four on impaired driving.  In order to collect information on the 
important topic of distracted driving, four questions on cell phone use and texting while driving were 
substituted for one question on seat belt use and impaired driving and two on speed.  The results from 
the 2012 survey were reported in the FFY 2012 Annual Report.  Survey data related to driver opinions 
perceptions and reported behaviors were used in preparing the FFY 2014 HSSP.  
 

Problem Identification Process  

!ǘ D¢{/Ωǎ ǊŜǉǳŜǎǘΣ L¢{aw ǿŀǎ ǊŜǎǇƻƴǎƛōƭŜ ŦƻǊ ŎƻƴŘǳŎǘƛƴƎ ǘƘŜ ǇǊƻōƭŜƳ ƛŘŜƴǘƛŦƛŎŀǘƛƻƴ process used by New 
¸ƻǊƪ ƛƴ ŘŜǾŜƭƻǇƛƴƎ ǘƘŜ ǎǘŀǘŜΩǎ Řŀǘŀ-driven HSSP.  The first step in the process was to conduct analyses on 
data extracted from the sources that have been described.  The initial analyses were conducted using the 
most recent five years of FARS crash data (2007-2011) to determine the trend in each of the core 
performance measures related to fatalities.  The trend in the number of serious injuries suffered in 
crashes was analyzed using 2007-нлмм Řŀǘŀ ŦǊƻƳ bŜǿ ¸ƻǊƪΩǎ !L{Φ For the core behavioral measure, the 
results from the five most recent observation surveys (2008-2012) were analyzed to determine the trend 
ƛƴ ǘƘŜ ǎǘŀǘŜΩǎ ǎŜŀǘ ōŜƭǘ ǳǎŜ ǊŀǘŜΦ  A three-year moving average was calculated for each of these core 
measures.   
 
The trend analyses and status of the following core performance measures are discussed in the Statewide 
section:  Fatalities, Fatalities/100M VMT, Rural Fatalities/VMT, Urban Fatalities/VMT and Serious Injuries.  
The remaining eight core measures are discussed under the appropriate program area sections.  
Additional performance measures are established in some program areas.  For example, bicycle fatalities, 
bicycle injuries and pedestrian injuries will be tracked to assess performance in the Pedestrian, Bicycle and 
Wheel-Sport Safety program area. 
 
The next step in the problem identification process was to conduct additional data analyses to determine 
the characteristics and factors contributing to the crashes, fatalities and injuries related to each of the 
program areas addressed in the HSSP.  The statewide summaries of crash data compiled annually by 
ITSMR for posting on the Department of Motor Vehicles website provided extensive data for these 
analyses including who was involved in the crashes, where and when they were occurring and the 
contributing factors.  In addition to looking at the trends over time in the raw numbers, the primary focus 
of the analysis strategy was to identify which groups, locations and contributing factors were 
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overrepresented through comparisons with licensed drivers, registrations or population figures and rates, 
ŀǎ ŀǇǇǊƻǇǊƛŀǘŜΦ  LƴƧǳǊȅ Řŀǘŀ ŦǊƻƳ bŜǿ ¸ƻǊƪΩǎ !L{ ǿŜǊŜ ŦǊŜǉǳŜƴǘƭȅ ƛƴŎƭǳŘŜŘ ƛƴ ǘƘŜǎŜ ŀƴŀƭȅǎŜǎΦ   
The key results of these analyses are presented and discussed in the problem identification section under 
each program area; these data were also the basis for the selection of strategies that will enable the state 
to make progress toward its performance targets.  
 

Process for Setting Performance Targets  

Performance targets were set for each of the core performance measures and for the additional measures 
selected by New York for inclusion in the HSSP using the template developed by GHSA.  For each measure, 
the most recent five years of data were reviewed to determine the appropriate baseline for setting the 
target.  If there was a consistent trend in the data then the most recent calendar year was used as the 
baseline.  If there was no consistent trend, a three-year moving average was used as the baseline.  The 
percentage change targeted for each measure was calculated based on the historical data.  In every case, 
the target that was set was an improvement over previous performance. 

 

Selection of Strategies  

The objective of the strategy selection process is to identify evidence-based countermeasures that are 
best suited to address the issues identified in the data-driven problem identification process and 
collectively would lead to improvements in highway safety and the achievement of the performance 
target.   Countermeasures That Work:  A Highway Safety Countermeasure Guide for State Highway Safety 
Offices, 7th edition, 2013, was consulted to identify evidence-based strategies; references to these 
strategies were included in the HSSP.   For those strategies that cannot be justified based on crash or 
other data, a rationale for their selection was also provided.    

 

Strategies for Programming Funds  

D¢{/Ωǎ ǎǘǊŀǘŜƎƛŜǎ ŦƻǊ ǇǊƻƎǊŀƳƳƛƴƎ ǘƘŜ ŦŜŘŜǊŀƭ ŦǳƴŘǎ ǊŜŎŜƛǾŜŘ ōȅ bŜǿ ¸ƻǊƪ ŀǊŜ ƎǳƛŘŜŘ ōȅ ŀ ƴǳƳōŜǊ ƻŦ 
factors.   One of the most important considerations is the priority assigned to the highway safety issue 
that is being addressed and the potential impact the strategy would have on reducing crashes, fatalities 
and injuries.   A second factor taken into account is how the strategy contributes to a comprehensive and 
balanced highway safety program.  A third consideration is the need to comply with federal requirements, 
such as requirements to maintain funding levels in specific program areas and restrictions placed on the 
types of activities that can be funded under certain grant programs.    
 
¢ƘŜ DƻǾŜǊƴƻǊΩǎ ¢ǊŀŦŦƛŎ {ŀŦŜǘȅ /ƻƳƳƛǘǘŜŜ ŘƛǎǘǊƛōǳǘŜǎ ŀƴ ŀƴƴǳŀƭ Ŏŀƭƭ letter to announce the availability of 
grant funds and to list the priority grant programs eligible for funding.  Grant programs, eligible for 
funding, are based on the analysis of crash data and from input received from GTSC agencies and localities 
via the Association of Traffic Safety Boards.  Grant applications are due to GTSC by the 15th of May.  During 
the grant application review process, GTSC staff conducts an analysis of crashes, crash fatalities and 
injuries in areas of highest risk and makes funding decisions based on these data.  

 

Enforcement Strategies:  Monitoring, Adjustment and Follow -Up 

A significant portion of grant funds is awarded to law enforcement agencies each year.  Specific strategies 
addressed by these agencies are described throughout the HSSP.  To be most effective in targeting the 
local highway safety problems each grant aims to address, the GTSC and its grantee agencies apply strong 
monitoring, adjustment and follow-up. 
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Enforcement grants are monitored throughout the grant year by Highway Safety Program Representatives 
and police agency and association Law Enforcement Liaisons, and modifications are made where 
applicable.  GTSC staff and Liaisons are in constant contact with enforcement agencies via meetings, 
conferences, grant monitoring sessions, phone calls, and press events, and enforcement deployment 
strategies are constantly being evaluated for their impact and success. 
 
In addition to targeted, data-driven location-based traffic enforcement, traffic safety gains are also made 
by general deterrence ς having enforcement omnipresent in neighborhoods that are both higher and 
lower risk for crashes.  DWI, distracted driving, speeding and seat belt use can be transient behaviors that 
ōǊƛŘƎŜ ŀ ǾŜƘƛŎƭŜΩǎ ŜƴǘƛǊŜ ǘǊƛǇ ǘƘǊƻǳƎƘ ōƻǘƘ ƘƛƎƘŜǊ ŀƴŘ ƭƻǿŜǊ ŎǊŀǎƘ ƭƻŎŀǘƛƻƴǎΦ  9ƴŦƻǊŎŜƳŜƴǘ ŀƎŜƴŎƛŜǎΩ 
deployment strategies are continuously evaluated and adjusted to accommodate shifts and changes in 
their local highway safety problems. 

 

Coordination of Data Collection and Information Systems  

The ŎƻƻǊŘƛƴŀǘƛƻƴ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ǘǊŀŦŦƛŎ ǊŜŎƻǊŘǎ ǎȅǎǘŜƳǎ ƛǎ ŦŀŎƛƭƛǘŀǘŜŘ ǘƘǊƻǳƎƘ ǘƘŜ ǎǘŀǘŜΩǎ ¢ǊŀŦŦƛŎ wŜŎƻǊŘǎ 
/ƻƻǊŘƛƴŀǘƛƴƎ /ƻǳƴŎƛƭ ό¢w//ύΦ  ¢ƘŜ ¢w//Ωǎ ƳŜƳōŜǊǎƘƛǇ ƛƴŎƭǳŘŜǎ ŀƭƭ ƻŦ ǘƘŜ bŜǿ ¸ƻǊƪ {ǘŀǘŜ ŀƎŜƴŎƛŜǎ ǘƘŀǘ 
house and maintain data systems related to highway safety.  The Deputy Director of ITSMR serves as the 
¢ǊŀŦŦƛŎ {ŀŦŜǘȅ LƴŦƻǊƳŀǘƛƻƴ {ȅǎǘŜƳǎ ό¢{L{ύ /ƻƻǊŘƛƴŀǘƻǊ ŀƴŘ ƛǎ ǊŜǎǇƻƴǎƛōƭŜ ŦƻǊ ǇǊŜǇŀǊƛƴƎ bŜǿ ¸ƻǊƪΩǎ ¢ǊŀŦŦƛŎ 
wŜŎƻǊŘǎ {ǘǊŀǘŜƎƛŎ tƭŀƴΣ ƻǊƎŀƴƛȊƛƴƎ ŀƴŘ ŦŀŎƛƭƛǘŀǘƛƴƎ ƳŜŜǘƛƴƎǎ ƻŦ ǘƘŜ ¢w// ŀƴŘ ŜƴǎǳǊƛƴƎ bŜǿ ¸ƻǊƪΩǎ 
compliance with NHTSA requirements regarding state traffic records programs. 
 
Under contract to GTSC, ITSMR also provides extensive services related to the traffic records systems 
housed at the NYS Department of Motor Vehicles (DMV).  In addition to responding to requests for data 
and special analyses from GTSC, DMV and their customers, ITSMR is also responsible for the final cleanup 
ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ŎǊŀǎƘ ŦƛƭŜ ǘƘŜ !ŎŎƛŘŜƴǘ LƴŦƻǊƳŀǘƛƻƴ {ȅǎǘŜƳ ό!L{ύΦ hƴŎŜ ǘƘŜ ŀƴƴǳŀƭ ŎǊŀǎƘ ŦƛƭŜ ƛǎ ŦƛƴŀƭƛȊŜŘΣ 
ITSMR prepares a series of nine statewide summary reports and 62 individual county reports that are 
available to the public via the Internet. 
 
In addition to providing analytical support for the performance-based HSSP administered by the GTSC, 
L¢{aw ŀƭǎƻ ŀǎǎƛǎǘǎ ǘƘŜ b¸{ 5ŜǇŀǊǘƳŜƴǘ ƻŦ ¢ǊŀƴǎǇƻǊǘŀǘƛƻƴΩǎ aƻǘƻǊ /ŀǊǊƛŜǊ {ŀŦŜǘȅ !ǎǎƛǎǘŀƴŎŜ tǊƻƎǊŀƳ 
(MCSAP) witƘ ǘƘŜ ŘŜǾŜƭƻǇƳŜƴǘ ƻŦ ǘƘŜ ŀƴƴǳŀƭ /ƻƳƳŜǊŎƛŀƭ ±ŜƘƛŎƭŜ {ŀŦŜǘȅ tƭŀƴ ό/±{tύΦ  L¢{awΩǎ ǊƻƭŜ ƛƴ ōƻǘƘ 
the HSSP and the CVSP ensures the uniformity of the data used in the planning documents and facilitates 
the adoption of consistent performance targets.   
 
Because ƻŦ L¢{awΩǎ ǊƻƭŜ ƛƴ ǘƘŜ ¢w// ŀƴŘ ǘƘŜ ǊŜǎǇƻƴǎƛōƛƭƛǘȅ L¢{aw Ƙŀǎ ōŜŜƴ ƎƛǾŜƴ ŦƻǊ ǇǊŜǇŀǊƛƴƎ ǘƘŜ Ŧƛƴŀƭ 
crash data file, responding to data requests on behalf of DMV and providing analytical support for the 
HSSP and the CVSP, ITSMR is in a position both to enhance ǘƘŜ ŎƻƻǊŘƛƴŀǘƛƻƴ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ƛƴŦƻǊƳŀǘƛƻƴ 
ǎȅǎǘŜƳǎ ŀƴŘ ǘƻ ŜƴǎǳǊŜ ǘƘŜ ŎƻƴǎƛǎǘŜƴŎȅ ŀƴŘ ǳƴƛŦƻǊƳƛǘȅ ƻŦ ǘƘŜ Řŀǘŀ ǳǎŜŘ ǘƻ ǎǳǇǇƻǊǘ ǘƘŜ ǎǘŀǘŜΩǎ ƘƛƎƘǿŀȅ 
safety programs. 
 

#ÏÏÒÄÉÎÁÔÉÏÎ ×ÉÔÈ .Å× 9ÏÒËȭÓ 3ÔÒÁÔÅÇÉÃ (ÉÇÈ×ÁÙ 3ÁÆÅÔÙ 0ÌÁÎ 

MAP-21 emphasizes the importance ƻŦ ŎƻƻǊŘƛƴŀǘƛƴƎ ǘƘŜ ǎǘŀǘŜΩǎ ƘƛƎƘǿŀȅ ǎŀŦŜǘȅ ǇǊƻƎǊŀƳ ǿƛǘƘ ǘƘŜ 
programs administered by the other agencies within the U.S. Department of Transportation (USDOT) 
ǘƘǊƻǳƎƘ ǘƘŜ ǎǘŀǘŜΩǎ {ǘǊŀǘŜƎƛŎ IƛƎƘǿŀȅ {ŀŦŜǘȅ tƭŀƴ ό{I{tύΦ  ¦ƴŘŜǊ ǘƘŜ ŦŜŘŜǊŀƭ {!C9¢9!-LU legislation that 
preceded MAP-21, the NYS Department of Transportation (NYSDOT) was required to develop and 
implement a data-driven SHSP that identifies key emphasis areas to be addressed to reduce roadway 
fatalities and serious injuries in New York State.  bŜǿ ¸ƻǊƪΩs SHSP was developed through a collaborative  
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process involving more than 150 representatives from public and private sector safety partners at the 
local, state and federal levels.  The participation of the Federal Highway Administration, the National 
Highway Traffic Safety Administration and the Federal Motor Carrier Safety Administration and the state 
agencies responsible for administering the federal programs within New York State in the development of 
the SHSP is indicative of the long-established working relationships among the highway safety partners in 
New York and with their federal partners.   
 
At the request of NYSDOT and GTSC, ITSMR assisted in the development of the SHSP by providing the data 
used for the identification of emphasis areas and the selection of performance measures and targets.  
Because the overall measure for assessing the performance of the SHSO, as well as the measures selected 
for several of the emphasis areas were also used in the HSSP, consistent targets were set for those 
measures that were common to both plans.  The most recent update to the SHSP was released in 2010.  
 
In spring 2013, NYSDOT held two meetings with representatives from NHTSA, FHWA, FMCSA, GTSC and 
ITSMR to discuss the coordination of the planning documents prepared for the various safety programs 
administered by the USDOT including the need for consistent performance measures and targets across 
the safety plans.   Discussions regarding the coordination of the planning documents and the preparation 
of the Strategic Highway Safety Plan will continue in fall 2013. 
 

Format of the Plan  

The FFY 2014 Highway Safety Strategic Plan includes a description of the statewide program and the 
current status of the statewide motor vehicle crash, fatality, and injury measures.  The plan also includes 
overviews of the individual program areas which provide general descriptions of the trends and major 
issues in these areas.  Specific findings of the problem identification process with the pertinent 
documentation are presented and performance goals are established with measures to assess progress.  
Each program area description also includes strategies for achieving the goals of the individual traffic 
safety area which will ultimately contribute to attaining the goals of the statewide highway safety 
program.  
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NEW YORK STATE  
FFY 2014 HIGHWAY SAFETY STRATEGIC PLAN 
CORE OUTCOME AND BEHAVIORAL MEASURES 

  
     

          

 
  Goal 

            2006 2007 2008 2009 2010 2011 2014 

C1 Number of Fatalities     
 

1,454 1,332 1,238 1,158 1,201 1,169 1,117 

  
3-Year Moving Average 

 
  1,461 1,407 1,341 1,243 1,199 1,176  

C2 Number of Serious Injuries  
 

  13,174 13,280 12,900 12,988 12,802 12,012 11,532 

  
3-Year Moving Average 

 
  13,604 13,367 13,118 13,056 12,897 12,601  

C3 Fatalities per 100 Million VMT 
 

   
  1.03 0.97 0.92 0.87 0.92 NA*  0.86 

  3-Year Moving Average 
 

  1.05 1.01 0.97 0.92 0.90   

  Rural Fatalities per 100 Million VMT    1.80 1.99 1.88 1.77 1.73 NA*  1.66 

  3-Year Moving Average 
  

1.64 1.82 1.89 1.88 1.79   

  Urban Fatalities per 100 Million VMT  
 

0.79 0.64 0.61 0.57 0.64 NA*  0.59 

  
3-Year Moving Average         0.85 0.75 0.68 0.61 0.61   

C4 Number of Unrestrained Passenger Vehicle 
Occupant Fatalities   369 280 234 209 192 185 176 

  
3-Year Moving Average 

 
  348 326 294 241 212 195  

C5 Number of Alcohol-Impaired Driving Fatalities  433 377 346 318 360 315 299 

  
3-Year Moving Average         415 409 385 347 341 331  

C6 Number of Speeding-Related Fatalities   449 417 410 371 335 338 321 

  
3-Year Moving Average  

 
  457 441 425 399 372 348  

C7 Number of Motorcyclist Fatalities 
 

  194 168 184 155 184 170 153 

  
3-Year Moving Average 

 
  169 175 182 169 174 170  

C8 Number of Unhelmeted Motorcyclist Fatalities 26 24 36 21 16 11 8 

  3-Year Moving Average 
 

  24 26 29 27 24 16  

C9 Number of Drivers Age 20 or Younger 
Involved in Fatal Crashes   226 218 182 178 145 127 114 

  
3-Year Moving Average         231 218 209 193 168 150  

C10 Number of Pedestrian Fatalities 
 

  312 276 297 308 303 287 278 

  
3-Year Moving Average 

 
  317 303 295 294 303 299  

    2007 2008 2009 2010 2011 2012 2014 

B1 Observed Seat Belt Use   83% 89% 88% 90% 91% 90% 92% 

  
3-Year Moving Average 

   84% 85% 87% 89% 90% 90% 
 

                 *2011 FARS data are not available to update measure    

 

Sources: FARS is the source for all of the Core Outcome Measures with the exception of Serious Injuries (C2). The source for this measure is 
New York's Accident Information System (AIS) maintained by the NYS Department of Motor Vehicles. New York's annual observational surveys 
of front seat outboard occupants in passenger vehicles are the source for the Core Behavioral Measure (B1). 
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STATEWIDE HIGHWAY SAFETY PROGRAM  
 
Overview  
 
¢ƘŜ Ǝƻŀƭǎ ƻŦ bŜǿ ¸ƻǊƪΩǎ ŎƻƳǇǊŜƘŜƴǎƛǾŜ ǎǘŀǘŜǿƛŘŜ ƘƛƎƘǿŀȅ ǎŀŦŜǘȅ 
program are to prevent motor vehicle crashes, save lives, and reduce 
ǘƘŜ ǎŜǾŜǊƛǘȅ ƻŦ ƛƴƧǳǊƛŜǎ ǎǳŦŦŜǊŜŘ ƛƴ ŎǊŀǎƘŜǎΦ  ¢ƘŜ DƻǾŜǊƴƻǊΩǎ ¢ǊŀŦŦƛŎ 
Safety Committee (GTSC) provides leadership and support for the 
attainment of these goals through its administration of the federal 
highway safety grant program awarded to New York by the National 
Highway Traffic Safety Administration. 
 
 

Highway Safety Priorities for FFY 2014  
 
The top priorities of the 2014 highway safety program are to address trends of increasing numbers of 
crashes involving specific highway users and to halt the development of unfavorable trends in certain 
types of crashes.  New York has identified nine emphasis areas including improving the safety of younger 
and older drivers, commercial vehicle operators, motorcyclists, pedestrians and bicyclists and 
ƛƳǇǊƻǾŜƳŜƴǘǎ ǘƻ bŜǿ ¸ƻǊƪΩǎ ǘǊŀŦŦƛŎ ǊŜŎƻǊŘǎ ǎȅǎǘŜƳǎ.  New York will also continue to implement 
programs to increase seat belt and child restraint use and reduce dangerous driving behaviors, including 
impaired driving, distracted driving and speeding.   
 
The GTSC will be responsible for the administration and oversight of state and local highway safety 
initiatives set forth in this Highway Safety Strategic Plan.  The following priority activities have been 
ŜǎǘŀōƭƛǎƘŜŘ ŦƻǊ bŜǿ ¸ƻǊƪΩǎ 2014 HSSP: 

Impaired Driving  

× Continue efforts to identify and implement measures to reduce alcohol impaired and drugged 
driving in NYS 

×  Continue to support the 58 STOP-DWI programs by providing program administration oversight 
and assistance to coordinators in developing and implementing effective local DWI 
countermeasures 

× Continue programs to curb underage drinking and enforce the law prohibiting the use of 
fraudulent identification to purchase alcohol 

× Provide training opportunities for police officers, prosecutors and the judiciary 

Police Traffic Services  

× Continue to support vigorous enforcement of the Vehicle and Traffic Laws through Police Traffic 
Services grants aimed at dangerous driving behaviors, especially those pertaining to speeding, 
distracted driving, seat belt use, running red lights and aggressive driving 

× Continue to emphasize programs and efforts that address distracted driving, including 
enforcement of bŜǿ ¸ƻǊƪΩǎ ŎŜƭƭ ǇƘƻƴŜ ŀƴŘ ǘŜȄǘƛƴƎ ƭŀǿǎ 
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× Encourage police agencies to adopt police traffic services as an everyday priority using the 
άǘǊŀŦŦƛŎ ŜƴŦƻǊŎŜƳŜƴǘ ƛǎ ƭŀǿ ŜƴŦƻǊŎŜƳŜƴǘέ ŀǇǇǊƻŀŎƘ ŀƴŘ ŦǳǊǘƘŜǊ ŜȄǇŀƴŘ ǘƘŜ 55!/¢{ (Data 
Driven Approaches to Crime and Safety) model 

× Continue to support efforts to address drowsy driving awareness  

× Expand existing PTS efforts to include a focus on commercial motor vehicle drivers and 
motorcycle operators who engage in dangerous driving behaviors 

× Continue opportunities to partner with federal, state and local agencies to improve commercial 
vehicle safety efforts 

Motorcycle Safety  

× Increase the availability of education for motorcycle operators and awareness of safe 
motorcycling through the adoption of recommendations from the Motorcycle Safety 
Assessment and encourage proper license endorsement by operators 

× Support efforts to promote Share-the-Road messages and outreach programs to enhance 
driver awareness of motorcyclists 

× Provide training for law enforcement agencies seeking to conduct motorcycle enforcement and 
educational efforts  

Pedestrian & Bicycle Safety  

× Continue to support efforts to improve pedestrian and bicycle safety across the state, and 
particularly in New York City  

Occupant Protection  

× Continue active enforcement and related public information and education activities to increase 
seat belt use in New York State; incorporate expanded enforcement in the FFY 2013 Buckle Up 
New York program.  The GTSC will continue to work with police agencies to have them adopt 
seat belt use policies, conduct local seat belt use surveys, raise public awareness and employ 
enforcement strategies including increased night-time and multi-agency details.  

× Support efforts that address lower seat belt use rates among specific high risk groups, such as 
younger drivers and drivers from rural areas, through special enforcement and education 
programs  

× Increase education and outreach on the proper use and correct installation of child safety seats 
by strengthening the network of child passenger safety programs, particularly in areas that serve 
high risk populations, and increasing training opportunities for technicians 

Traffic Records  

× Continue to support state and local police agencies in adopting technology to improve in-car 
traffic ticket and crash report recording and transmission, focusing heavily on successful 
transmissions from the New York City Police Department 

× Continue to employ technology to improve traffic records systems in New York to provide better 
ŀŎŎŜǎǎ ǘƻ ŀŎŎǳǊŀǘŜ Řŀǘŀ ƻƴ ǘƘŜ ǎǘŀǘŜΩǎ Řrivers and roadways to assist in problem identification, 
program implementation and evaluation 

× /ƻƴǘƛƴǳŜ ǘƻ ǎǳǇǇƻǊǘ ƛƳǇǊƻǾŜƳŜƴǘǎ ǘƻ ǘƘŜ ǎǘŀǘŜΩǎ ǘǊŀŦŦƛŎ ǊŜŎƻǊŘǎ ǎȅǎǘŜƳǎ ǘƘŀǘ ƛƴŎǊŜŀǎŜ ǘƘŜ 
timeliness and quality of the data  
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× Build on initiatives that will improve the efficiency and accuracy of the traffic records systems 
and increase operational efficiency by eliminating duplicative data files maintained by different 
agencies  

Younger/Older Drivers  

× Continue to support programs to educate younger drivers and theƛǊ ǇŀǊŜƴǘǎ ƻƴ bŜǿ ¸ƻǊƪΩǎ 
ƎǊŀŘǳŀǘŜŘ ŘǊƛǾŜǊΩǎ ƭƛŎŜƴǎŜ ǎȅǎǘŜƳΣ ŀǾƻƛŘŀƴŎŜ ƻŦ ƘƛƎƘ Ǌƛǎƪ ŘǊƛǾƛƴƎ ōŜƘŀǾƛƻǊ ŀƴŘ ƎŜƴŜǊŀƭ ǎŀŦŜ 
driving practices 

× Identify and recommend driver education standards and programs that can be adopted into  
curricula used in New York State 

× Continue initiatives undertaken to educate older drivers on the effects of aging on driving 
abilities and increase awareness of alternatives to driving 

Public Information & Education  

× Continue to actively bring highway safety programs to diverse populations in New York State 

× Continue to expand the use of PI&E to raise awareness of priority traffic safety issues and 
educate the public on new laws through partnerships with organizations such as the NYS 
.ǊƻŀŘŎŀǎǘŜǊΩǎ !ǎǎƻŎƛŀǘƛƻƴ, the Outdoor Advertising Foundation and the Cable 
Telecommunications Association  

 
 

Status of Performance Targets  
 
Several core outcome measures based on FARS data are used to monitor the trends in motor vehicle 
ŦŀǘŀƭƛǘƛŜǎ ƛƴ bŜǿ ¸ƻǊƪ {ǘŀǘŜΦ  ¢ƘŜ ǎǘŀǘŜ ŀƭǎƻ ǊŜƭƛŜǎ ƻƴ Řŀǘŀ ŦǊƻƳ bŜǿ ¸ƻǊƪΩǎ ŎǊŀǎƘ Řŀǘŀ ōŀǎŜΣ ǘƘŜ !ŎŎƛŘŜƴǘ 
Information System (AIS), maintained by the NYS Department of Motor Vehicles to track serious injuries, 
ŀƴƻǘƘŜǊ ŎƻǊŜ ƻǳǘŎƻƳŜ ƳŜŀǎǳǊŜ ŦƻǊ ǘƘŜ ǎǘŀǘŜΩǎ ƘƛƎƘǿŀȅ ǎŀŦŜǘȅ ǇǊƻƎǊŀƳΦ   
 
The following performance targets were set in the FFY 2013 Highway Safety Strategic Plan: 

× To decrease traffic fatalities 6 percent from the 2008-2010 calendar base year average of 1,199 
to 1,127 by December 31, 2013 

× To decrease serious traffic injuries 4 percent from 11,048 in 2011 to 10,606 by December 31, 2013 

× To decrease fatalities/100M VMT 4 percent from the 2008-2010 calendar base year average of 
0.90 to 0.86 by December 31, 2013 

× To decrease urban fatalities/100M VMT 3 percent from the 2008-2010 calendar base year 
average of 0.61 to 0.59 by December 31, 2013 

× To decrease rural fatalities/100M VMT 4 percent from 1.73 in 2010 to 1.66 by December 31, 
2013 

 
The most recent available FARS data indicate that fatalities in motor vehicle crashes in New York State 
declined in 2011 to 1,169 compared to 1,201 in 2010 and the previous three-year (2008-2010) average 
of 1,199.  Based on the number of fatalities in 2011, progress has been made toward the target of 1,127 
set for the end of calendar year 2013.   
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Progress was also made in the core outcome measure of serious injuries.  Based on the final 2011 data 
now available from bŜǿ ¸ƻǊƪΩǎ !L{Σ ǘƘŜ ƴǳƳōŜǊ ƻŦ persons who received serious ƻǊ ά!έ injuries in motor 
vehicle crashes dropped to 12,012 from 12,802 in 2010, a decrease of 6%.   Since the performance 
target set in the FFY 2013 HSSP was based on preliminary 2011 data (11,048 vs. 12,012 in the final file), 
the target of 10,606 by December 31, 2013 may be more difficult to achieve.    
 

 

 
 

 
Other core measures are the statewide, urban and rural fatality rates per 100 million vehicle miles 
traveled (VMT).  As shown in the graphs below, after a four-year downward trend (from 1.03 to 0.87), 
the overall fatality rate in New York increased to 0.92 fatalities per 100 million VMT in 2010. The urban 
fatality rate followed the same pattern, increasing to 0.64 in 2010 after declining each year from 2006 to 
2009.  The rural fatality rate, however, increased between 2006 and 2007 (from 1.80 to 1.99) and then 
decreased over the next three years reaching a rate of 1.73 fatalities per 100 million VMT in 2010.  FARS 
data for 2011 are not yet available to update these measures. 
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FFY 2014 Performance Targets  

× To decrease traffic fatalities 5 percent from the 2009-2011 calendar year average of 1,176 to 
1,117 by December 31, 2014 

× To decrease serious traffic injuries 4 percent from 12,012 in 2011 to 11,532  by December 31, 2014 

× To decrease fatalities/100M VMT 4 percent from the 2008-2010 calendar base year average of 
0.90 to 0.86 by December 31, 2013 (unable to be updated at this time) 

× To decrease urban fatalities/100M VMT 3 percent from the 2008-2010 calendar base year 
average of 0.61 to 0.59 by December 31, 2013 (unable to be updated at this time) 

× To decrease rural fatalities/100M VMT 4 percent from 1.73 in 2010 to 1.66 by December 31, 
2013 (unable to be updated at this time) 

 
FFY 2014 Performance Measures 

× Number of traffic fatalities 

× Number of serious injuries 

× Fatalities/100M VMT  

× Urban fatalities/100M VMT 

× Rural fatalities/100M VMT 
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IMPAIRED DRIVING  
 
Overview  

 
For more than three decades, New York has been a national leader in 
reducing crashes, fatalities and injuries resulting from alcohol and drug 
ƛƳǇŀƛǊŜŘ ŘǊƛǾƛƴƎΦ  !ǘ ǘƘŜ ŎƻǊŜ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ǿŜƭƭ-established 
comprehensive system for addressing impaired driving is a set of strict 
laws which are supported by effective enforcement, prosecution, 
adjudication and offender programs.    

 
¢ƘŜ DƻǾŜǊƴƻǊΩǎ ¢ǊŀŦŦƛŎ {ŀŦŜǘȅ /ƻƳƳƛǘǘŜŜ όD¢{/ύ Ǉƭŀȅǎ ǘƘŜ ŎŜƴǘǊŀƭ ǊƻƭŜ ƛƴ ǘƘŜ ǇǊƻƳƻǘƛƻƴ ŀƴŘ 
coordination of multiple components of NŜǿ ¸ƻǊƪΩǎ ƛƳǇŀƛǊŜŘ ŘǊƛǾƛƴƎ ǇǊƻƎǊŀƳΦ  ¢ƘŜ ŜǎǘƛƳŀǘŜŘ ƘƛƎƘǿŀȅ 
safety funds budgeted for each impaired driving strategy are presented in the table on page 23. 
 
The funds and other resources GTSC invests to reduce impaired driving are complemented by a number 
of other federal, state, local and private sector activities.  While a real dollar amount cannot be 
accurately estimated for the contributions of each of the partners involved in combating impaired 
driving, the most significant sources of funding, programming and in-kind support that assist in 
achieving the performance goals established in the HSSP include the following: 
 

¶ bŜǿ ¸ƻǊƪΩǎ {¢ht 5²L ǇǊƻƎǊŀƳ  

¶ ¢ƘŜ bŜǿ ¸ƻǊƪ {ǘŀǘŜ ŀƎŜƴŎƛŜǎ ŎƻƳǇǊƛǎƛƴƎ ǘƘŜ DƻǾŜǊƴƻǊΩǎ ¢ǊŀŦŦƛŎ  {ŀŦŜǘȅ /ƻƳƳƛǘǘŜŜΣ ƛƴŎƭǳŘƛƴƎ ǘƘŜ 
Departments of Motor Vehicles (DMV)  and Health (DOH), the State Police, the Division of 
Criminal Justice Services (DCJS) and its Office of Probation and Correctional Alternatives (OPCA), 
the State Liquor Authority (SLA) and its Alcohol Beverage Control (ABC) Board, the Office of 
Court Administration, the Thruway Authority, the Office of Alcoholism and Substance Abuse 
Services (OASAS) and the Division of Parole   

¶ The State Police and seven regional toxicology labs 

¶ The NY Prosecutors Training Institute 

¶ Local police agencies 

¶ Drinking Driver Program (DDP) 

¶ MADD, SADD 
 
! ƳŀƧƻǊ ŎƻƳǇƻƴŜƴǘ ƻŦ bŜǿ ¸ƻǊƪΩǎ ŜŦŦƻǊǘǎ ǘƻ ŀŘŘǊŜǎǎ ƛƳǇŀƛǊŜŘ ŘǊƛǾƛƴƎ ƛǎ ǘƘŜ {¢ht-DWI program which 
returns fines collected for impaired driving convictions to the counties where the violations occurred to 
fund enforcement and other impaired driving programs at the local level.  Since the STOP-DWI program 
is self-sustaining, GTSC is able to use the federal funds received by New York to support a variety of 
state-level initiatives that complement the local efforts and strengthen the overall impaired driving 
program.   As the organization responsible for the oversight of the STOP-DWI program, GTSC is also in a 
position to maximize the opportunities for cooperative efforts that encompass all regions of the state.  
In FFY 2014, the GTSC will continue to promote and support the participation of enforcement agencies 
at the local, county and state level in the national impaired driving mobilizations.    
 
In addition to state and local collaboration, an efficient and effective impaired driving program also 
requires coordination and cooperation within and across all of its components.  The Advisory Council on 
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Impaired Driving was established in 2009 to provide a formal mechanism for discussing and investigating 
ǎƻƭǳǘƛƻƴǎ ǘƻ ƛǎǎǳŜǎ ŀŦŦŜŎǘƛƴƎ ǘƘŜ ǎǘŀǘŜΩǎ Ƴǳƭǘƛ-component impaired driving system.   

 
Status of Performance Targets  
 
The core outcome measure used to monitor progress in this area is the number of alcohol-impaired 
driving fatalities defined as the number of fatalities in crashes involving drivers and motorcycle 
operators with a BAC of .08 or above.  New York also tracks the number of persons injured in alcohol-
relaǘŜŘ ŎǊŀǎƘŜǎ ǳǎƛƴƎ Řŀǘŀ ŦǊƻƳ ǘƘŜ ǎǘŀǘŜΩǎ !ŎŎƛŘŜƴǘ LƴŦƻǊƳŀǘƛƻƴ {ȅǎǘŜƳ ό!L{ύΦ  ¢ƘŜ ŦƻƭƭƻǿƛƴƎ 
performance targets were set in the FFY 2013 Highway Safety Strategic Plan: 

× To decrease alcohol-impaired driving fatalities 5 percent from the 2008-2010 calendar year 
average of 343 to 326 by December 31, 2013  

× To reduce the number of persons injured in alcohol-related crashes 5 percent from 5,447 in 
2011 to 5,175 by December 31, 2013  

 
Based on FARS data, the number of alcohol-impaired driving fatalities declined to 315 in 2011, the 
lowest level of the five-year period, 2007-2011, exceeding the target set for 2013. FARS 2012 data are 
not yet available to update this measure.  

 
To provide a more comprehensive picture, data from 
bŜǿ ¸ƻǊƪΩǎ !L{ ŀǊŜ ǳǎŜŘ ǘƻ ǘǊŀŎƪ ǘƘŜ ƴǳmber of persons 
injured in alcohol-related crashes.  It should be noted that 
New YorkΩǎ ƳŜǘƘƻŘƻƭƻƎȅ ǘƻ determine alcohol-related 
crashes, fatalities and injuries differs from the 
methodology used by FARS.   
 
.ŀǎŜŘ ƻƴ ǘƘŜ ǎǘŀǘŜΩǎ нлмм ŘŀǘŀΣ ǘƘŜ ƴǳƳōŜǊ ƻŦ ǇŜrsons 
injured in alcohol-related crashes has been on a 
consistent downward trend from 2007 to 2011. While 
there has been steady progress, the target of 5,175 set 
for 2013 will be difficult to reach.  Because the baseline 
number used to set the target (5,447) was a preliminary count, the target that was set was overly 
ambitious and therefore unlikely to be achieved by the end of calendar year 2013.   
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Problem Identification  
 
 Additional data analyses were conducted to assist GTSC in setting priorities for the Impaired Driving 
program area and selecting data-driven countermeasure strategies and projects that will enable the 
state to achieve its performance goals.  The key findings from the problem identification component are 
presented in this section.  
 
Alcohol -Impaired Driving  
 
Crash Analyses by Age 

To determine which age groups of drivers were over-represented in impaired driving crashes and 
arrests, the proportion of drivers in alcohol-related fatal and personal injury crashes and the proportion 
of the impaired driving arrests attributed to each age group were compared to the proportion of 
licensed drivers in that age group.   
 
In 2011, drivers under the legal drinking age of 21 represented 5% of the licensed drivers but accounted 
for 9% of the impaired drivers in alcohol-related fatal and personal injury crashes and 7% of the drivers 
arrested for impaired driving.  Drivers ages 21-24 represented 6% of the licensed drivers but comprised 
16% of drivers in impaired driving fatal and personal injury crashes and 18% of the drivers arrested for 
impaired driving.  Drivers 25-29 years of age were also over-represented in impaired crashes and arrests 
by a factor of two. 

 
In the driver behavior surveys conducted at DMV offices in 2010-2012, drivers 21-24 years of age were 
the most likely to say that they had driven within two hours after drinking at least once in the past 30 
days (20%).  Ten percent of the drivers who said they had driven after drinking at least once in the past 
30 days were underage (16-20 years of age). 
 
Alcohol use among teens continues to be a serious problem.  According to the Centers for Disease 
Control and Prevention (NCHS Data Brief, #37, May 2010), motor vehicle crashes are the leading cause 
of death among teenagers, representing more than one-third of all deaths.  Furthermore, as reported on 
the TeenDrugAbuse.us website, sponsored by Teen Help LLC, the rate of fatal crashes among alcohol- 
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involved drivers between the ages of 16 and 20 is more than twice the rate for alcohol-involved drivers 
ages 21 ŀƴŘ ƻǾŜǊΦ  !ƴŀƭȅǎŜǎ ƻŦ bŜǿ ¸ƻǊƪΩǎ ŎǊŀǎƘ Řŀǘŀ ǎǳǇǇƻǊǘ ǘƘŜǎŜ ŦƛƴŘƛƴƎǎΣ ǎƘƻǿƛƴƎ ǘƘŀǘ ȅƻǳƴƎ ŘǊƛǾŜǊǎ 
are over-represented in impaired driving crashes. 
 
Crash Analyses by Location 
 
The majority (62%) of the alcohol-related fatal and personal injury crashes occurred in the Upstate 
region, 20% in New York City, and 18% in Nassau and Suffolk counties on Long Island.   
 
Compared to the proportion of licensed 
drivers in each region, the Upstate region 
was overrepresented in alcohol -related 
crashes and New York City was 
underrepresented.   
 
The five counties in New York State where 
the largest proportions of alcohol-related 
fatal and personal injury crashes occurred 
in 2011 were:  Suffolk (11%); Nassau (7%); 
Erie (6%); Monroe (6%); Westchester 
(6%). 
 
 
 
Analyses of Impaired Driving Arrests  

Impaired driving arrests have been on a 
consistent downward trend in New York State.  
Between 2007 and 2011, the number of drivers 
arrested for impaired driving dropped from 
64,023 to 52,877, a decrease of 17%.  
Preliminary data for 2012 indicate an additional 
decrease to 51,115. 
 
While alcohol-related fatalities and injuries 
have been on a relatively consistent downward 
trend since 2007, it is likely that reductions in 
highway safety funding and competing priorities 
for enforcement resources have also 
contributed to the decline in arrests.    
 
 
Analyses of Conviction Rates  
 
Analyses of conviction information available in the TSLED system indicate that the conviction rate for 
drivers charged with drinking and driving has remained constant at 90%-91% for the past several years.  
Approximately half of these drivers are convicted on the original V&T 1192 charge and half are convicted 
on another drinking and driving charge, typically a reduction to DWAI.   
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Drugged Driving  

The role of drugs in crashes was examined in a 
recent study conducted by the Institute for Traffic 
Safety Management and Research (ITSMR).   As a 
proportion of all fatalities, fatalities in drug-related 
crashes dropped from 24% in 2007 to 16% in 2011. 
While this downward trend is important, at least 
ƻƴŜ ƻǳǘ ƻŦ ǎƛȄ Ŧŀǘŀƭƭȅ ƛƴƧǳǊŜŘ ŘǊƛǾŜǊǎ ƻƴ bŜǿ ¸ƻǊƪΩǎ 
roadways has tested positive for drugs over the 
past several years.   
 
These findings indicate  the need for a better 
understanding of the drugs that drivers have tested 
positive for and the extent to which such drugs 
ƛƳǇŀƛǊ ŀ ǇŜǊǎƻƴΩǎ ŀōƛƭƛǘȅ ǘƻ ŘǊƛǾŜ ǎŀŦŜƭȅ.   

 

The growing concern regarding the role of over-the-counter and prescription drugs in crashes, as well as 
the number of drivers who may be impaired by a combination of drugs and alcohol, suggests that drug-
impaired driving may be underreported and should continue to be a priority of the Impaired Driving 
program. 
 

As is the case with alcohol-related crashes, the 
Upstate region is over-represented in drug-
involved fatal and personal injury crashes.    
 
Over two-thirds (68%) of the drug-related fatal 
and personal injury crashes occurred in the 
Upstate region while only 52% of the licensed 
drivers reside Upstate.    
 
 
 
 
 
 
 

 
Over the five-year period, 2007-2011, the largest proportion of drug-involved drivers in fatal and 
personal injury crashes was in the 21-29 age group (27%); this age group which only makes up 14% of all 
licensed drivers also accounted for one-third of the alcohol-impaired drivers involved in crashes.    
 
Drivers under 21 years of age who account for only 5% of the licensed drivers were also significantly 
overrepresented in drug-related crashes and to an even greater degree than their involvement in 
alcohol-related crashes.  During the period 2007-20011, 12% of the drug-impaired drivers involved in 
fatal and personal injury crashes were under age 21 compared to 9% of the alcohol-impaired drivers.   
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FFY 2014 Performance Targets   

× To decrease alcohol-impaired driving fatalities 5 percent from 315 in 2011 to 299 by December 
31, 2014  

× To reduce the number of persons injured in alcohol-related crashes 5 percent from 6,121 in 
2011 to 5,815 by December 31, 2014  

 

FFY 2014 Performance Measures 

× Number of alcohol-impaired driving fatalities 

× Number of alcohol-impaired injuries 
 

 
Strategies  
 
Using a data-driven approach, New York has identified a comprehensive set of strategies that 
collectively will enable the state to reach the performance targets for the Impaired Driving program 
area.  These strategies are described below; for each strategy, a reference to the supporting research or 
other justification is provided.  The projects that will be considered for Impaired Driving grant funding 
are included in the complete list of proposed projects in Appendix A.    
 

Enforcement of Impaired Driving Laws   

Initiatives to increase high visibility enforcement of the impaired driving laws will continue to be 
supported at both the state and local levels.  Generally, local DWI enforcement efforts are funded 
through the ǎǘŀǘŜΩǎ STOP-DWI program which returns a total of approximately $20,000,000 in fine 
monies each year to the county STOP-DWI programs to support local initiatives.  GTSC may provide  
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grant funding to support the development and implementation of innovative enforcement strategies by 
local agencies including publicized enforcement programs, such as regional saturation patrols, sobriety 
checkpoints, roving patrols, sting operations and organized statewide mobilizations.   
 
The GTSC will also provide support and coordination for the 
ǎǘŀǘŜΩǎ ǇŀǊǘƛŎƛǇŀǘƛƻƴ ƛƴ ƴŀǘƛƻƴŀƭ ƛƳǇŀƛǊŜŘ ŘǊƛǾƛƴƎ ŜƴŦƻǊŎŜƳŜƴǘ 
mobilizations.  As in previous years, the national slogan will be 
adopted for the mobilization.  Press events will be held in 
various locations around the state where members of law 
enforcement and STOP-DWI coordinators will join GTSC in 
publicizing the crackdown on impaired driving.  To ensure that 
coordinated impaired driving messages are delivered 
throughout the state, the GTSC will provide funding for public 
information materials through the STOP-DWI Foundation. 
The STOP-DWI coordinators will also ensure widespread participation by police agencies across the 
state.  Specific enforcement agencies may receive funding to facilitate the coordination of enforcement 
events and to test innovative approaches.  For example, in FFY 2012, certified Drug Recognition Experts 
were present at selected enforcement events.  Data from the mobilizations will be compiled by the GTSC 
and provided to the National Highway Traffic Safety Administration (NHTSA).   
 
9ŦŦŜŎǘƛǾŜ ŜƴŦƻǊŎŜƳŜƴǘ ǊŜǉǳƛǊŜǎ ǘƘŀǘ ŀŘŜǉǳŀǘŜ ǊŜǎƻǳǊŎŜǎ ōŜ ŀǾŀƛƭŀōƭŜ ǘƻ ǘƘŜ ǎǘŀǘŜΩǎ ǇƻƭƛŎŜ ŀƎŜƴŎƛŜǎΦ 
Training programs for police officers, such as Standard Field Sobriety Test (SFST) training, enhance 
enforcement by increasing the knowledge and capabilities of police officers.  Effective training 
programs, as well as innovative delivery approaches such as podcasts and roll call videos, will be funded 
under this strategy.    
 
In addition to training, police officers must be equipped with the tools necessary to accurately detect 
impairment and to report that level of impairment in an evidentiary manner.  The availability of up-to-
date breath testing instruments and other new technology including expertly maintained equipment can 
support the police through evidence preparation and DWI arrest data reporting and is vital to an 
effective impaired driving enforcement program.  
 
For supporting research, refer to the discussion of Publicized Sobriety Checkpoint Programs, pp. 1-19 and 
1-20; Publicized Saturation Patrol Programs, p. 1-21; Preliminary Breath Test Devices, p. 1-22; and 
Integrated Enforcement, p. 1-24 in Countermeasures That Work, 7th Edition, 2013.   
 

Prosecution and Adjudication  of DWI Offenders  

The GTSC will continue to support countermeasures that improve the effectiveness of the prosecution 
and adjudication of impaired driving offenders.  These will include training to increase the courtroom 
skills of officers making DWI arrests and training for probation officers, prosecutors and judges on the 
techniques of handling impaired driving cases and the latest information on law enforcement practices 
and judicial decisions in impaired driving cases.  Funding for Traffic Safety Resource Prosecutors and 
Judicial Outreach Liaisons who are experienced in handling DWI cases and can provide training, 
education and technical support to prosecutors and other court personnel as well as law enforcement 
will be supported.  
 
In addition to training for court personnel, efforts to facilitate and promote communication and the 
exchange of information among the courts in the state are important.  Projects that implement 
alternative or innovative sanctions for impaired drivers, such as special court programs for convicted 
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alcohol and drug impaired offenders and Victim Impact Panels will also be funded.  Because the 
successful prosecution of DWI offenders depends on the strength and quality of the evidence that is 
presented, projects that improve the availability and quality of evidentiary data used in the adjudication 
of impaired driving cases, such as toxicology reports, will also be funded.   
 
For supporting research, refer to the discussion of innovative DWI sanctions and the use of  Traffic Safety 
Resource Prosecutors and Judicial Outreach Liaisons to conduct training, pp. 1-25 and 1-26 in 
Countermeasures That Work, 7th Edition, 2013.  
 

DWI Offender Treatment, Monitoring, C ontrol  

Countermeasures that are intended to have an impact on drivers convicted of impaired driving offenses 
ŀƴŘ ŘŜǘŜǊ ǘƘŜƳ ŦǊƻƳ ŘǊƛǾƛƴƎ ŀŦǘŜǊ ŘǊƛƴƪƛƴƎ ƛƴ ǘƘŜ ŦǳǘǳǊŜ ŀǊŜ ŀƭǎƻ ŀƴ ƛƳǇƻǊǘŀƴǘ ŎƻƳǇƻƴŜƴǘ ƻŦ bŜǿ ¸ƻǊƪΩǎ 
impaired driving program.  Projects that assist with the successful implementation and operation of 
selective deterrence countermeasures or with the monitoring of convicted offenders to ensure 
compliance are eligible for GTSC funding under this strategy.  The Department of Motor Vehicles, the 
Office of Alcoholism and Substance Abuse Services, and the Division of Criminal Justice Services Office of 
Probation and Correctional Alternatives also devote significant resources to the treatment, monitoring 
and control of DWI offenders. 
 
The problem of DWI recidivism and persistent drinking drivers will continue to be addressed through the 
ǎǘŀǘŜΩǎ Drinking Driver Program (DDP) and its treatment referral mechanism.  In addition to the fee -
based services provided by the DDP programs, projects to improve the effectiveness of the program will 
be considered for GTSC funding.  These may include the development of information and reporting 
systems to facilitate communication or improve tracking and monitoring, training for providers of 
screening and assessment services, or program improvements such as the development and 
implementation of a new evidence-based curriculum.     
 
The implementation of legislation requiring ignition interlocks for drivers convicted of alcohol-related 
offenses is a proven countermeasure.  Effective August 2010, all drivers convicted of DWI in New York 
State are required to have an ignition interlock installed in any vehicle they own or operate.  A strong 
monitoring component to determine compliance with this sanction is critical to the effectiveness of this 
countermeasure.  Projects that support monitoring activities and other efforts to improve compliance 
with the law will be supported.  The DCJS Office of Probation and Correctional Alternatives also expends 
substantial resources on the monitoring of convicted DWI offenders on probation. 
 
For supporting research, refer to the discussions of Alcohol Interlocks, pp. 1-34 to 1-36 and DWI Offender 
Monitoring, p. 1-69  in Countermeasures That Work, 7th Edition, 2013. 
 

Prevention, Communications , Public Information and Educational Outreach   

Countermeasures that inform the public of the dangers of impaired driving in order to prevent drinking 
ŀƴŘ ŘǊƛǾƛƴƎ ŀƭǎƻ Ǉƭŀȅ ŀƴ ƛƳǇƻǊǘŀƴǘ ǊƻƭŜ ƛƴ bŜǿ ¸ƻǊƪΩǎ ŎƻƳǇǊŜƘŜƴǎƛǾŜ ǇǊƻƎǊŀƳΦ  ¢Ƙese countermeasures 
include statewide campaigns that use tested messaging to raise public awareness, such as the slogans 
and themes used in national campaigns, as well as communication and outreach activities that generate    
publicity for the effective execution of the proven strategy of high visibility enforcement.     
 
In addition to statewide campaigns to raise public awareness, projects that provide education and other 
outreach efforts at specific types of locations or for specific high-risk groups will be supported.  Included 
under this strategy are projects that deliver information and education at venues popular with persons 
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that have been identified as high-risk for impaired driving, such as sporting events,  and  training for 
servers of alcoholic beverages at restaurants, bars and other establishments.  Other educational efforts 
to prevent impaired driving, such as the promotion of designated drivers or the use of alternate forms of 
transportation will also be considered for funding.   
 
For supporting research, refer to the discussions of Mass Media Campaigns, pp. 1-44 and 1-45; 
Responsible Beverage Service, pp. 1-46 and 1-47; Alternative Transportation, p. 1-48 and Designated 
Drivers, p. 1-49 in Countermeasures That Work, 7th Edition, 2013.  
 

Underage Drinking and Alcohol -Impaired Driving  

In addition to general deterrence approaches to reduce impaired driving, countermeasures that focus 
on specific groups of drivers are needed.   Because the data show that drivers under the legal drinking 
age of 21 are overrepresented in alcohol-related fatal and injury crashes, special efforts are particularly 
needed to address underage drinking and driving.  
 
Countermeasures that limit access to alcohol by persons under the legal drinking age of 21 will continue 
to be supported in FFY 2014.  These include projects that focus on preventing vendors from selling 
alcohol to minors, such as sting operations, and projects designed to prevent minors from illegally 
purchasing alcohol, such as checks to identify fraudulent IDs.  Resources from the State Liquor Authority, 
5a±Ωǎ hŦŦƛŎŜ ƻŦ CƛŜƭŘ LƴǾŜǎǘƛƎŀǘƛƻƴ ŀƴŘ ƭƻŎŀƭ ǇƻƭƛŎŜ ŀƎŜƴŎƛŜǎ ŀǊŜ ŀƭǎƻ ǳǎŜŘ ƛƴ ǘƘŜǎŜ ƻǇŜǊŀǘƛƻƴǎΦ  
 
Countermeasures that address the issue of social host liability and parents and other adults who provide 
minors with access to alcohol will also be considered for funding under this strategy.   

 
Enforcement efforts that focus on patrolling areas and specific 
locations popular with underage drinkers and the establishment of 
an underage tip line that the public can use to notify police where 
drinking by minors is observed are two evidence-based 
countermeasures that will be supported.   
 
Funding will also be used for media campaigns and other public information and education activities 
conducted by organizations such as SADD that raise awareness of the scope and seriousness of 
underage drinking and driving and complement and enhance the effectiveness of the specific 
enforcement countermeasures that are implemented.  
 
For supporting research, refer to the discussions of Alcohol Vendor Compliance Checks, pp. 1-55 and 1-
56; Other Minimum Legal Drinking Age 21 Law Enforcement, pp. 1-57 and 1-58; Youth Programs, pp. 1-
59 and 1-60 in Countermeasures That Work, 7th Edition, 2013.  
 

Drugged Driving   

Recent studies by the Institute for Traffic Safety Management and Research have documented that the 
involvement of drugs is a serious issue in fatal crashes in New York State, with one out of six fatalities 
(16%) being drug-related.  Drivers under 30 years of age are significantly overrepresented among the 
drug-impaired drivers involved in fatal and personal injury crashes and for drivers under age 21, drugs 
and driving may be an even more serious issue than drinking and driving.  In addition to impairment 
from illegal drug use, there is increased awareness of the dangers of mixing prescription drugs and 
driving.   
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Effective enforcement of drugged driving requires training programs that provide law enforcement with 
the knowledge and tools to detect and arrest those who operate a motor vehicle while impaired by 
drugs and provide testimony that will lead to a conviction.  Projects that provide training for law 
enforcement personnel, including the Drug Recognition Expert (DRE) and Advanced Roadside Impaired 
Driving Enforcement (ARIDE) training programs, will be funded under this strategy.  Impaired driving 
enforcement efforts that integrate drugged driving enforcement into other enforcement activities by 
incorporating law enforcement personnel who have completed these special training courses and 
conducting enforcement in high-risk areas for drugged driving will be encouraged.   
 
In addition to law enforcement, the provision of training to other professional groups is important to the 
successful prosecution and adjudication of drugged driving cases.  Projects that provide training for 
prosecutors, toxicologists who provide expert testimony in court cases, and court personnel will be 
considered for funding.   Programs to increase the sophistication of the screening process at the 
toxicology labs and the sharing of information from this process with the professional community can be 
important for detecting impairment caused by prescription, illicit and so-called designer drug use.   
 
Projects that provide communication and outreach 
to the general public regarding the dangers of 
drugged driving, and specifically impairment 
resulting from prescription drug use, will also be 
eligible for funding.  There is also a need to increase 
awareness and educate professionals who deal with high risk populations such as school personnel and 
ƻǘƘŜǊ ǇǊƻŦŜǎǎƛƻƴŀƭǎ ǿƛǘƘƛƴ ǘƘŜ ǎǘŀǘŜΩǎ ƛƳǇŀƛǊŜŘ ŘǊƛǾƛƴƎ ǎȅǎǘŜƳ ƛƴŎƭǳŘƛƴƎ ǘǊŜŀǘƳŜƴǘ ǇǊƻŦŜǎǎƛƻƴŀƭǎ ŀƴŘ 
probation officers.     
 
For supporting research, refer to the discussion of Enforcement of Drugged Driving, pp. 1-63 and 1-64 in 
Countermeasures That Work, 7th Edition, 2013.  
 

Cooperative Approaches to Reducing Impaired Driving  

Projects that promote coordination and cooperation among all components of the impaired driving 
system will be supported.  Included are activities such as workshops, symposia and conferences that 
provide training and technical assistance to highway safety program managers, law enforcement and 
other partners.  Interagency collaborations, such as the Advisory Council on Impaired Driving, recognize 
the multi-disciplinary nature of the impaired driving issue and lead to more effective approaches to 
reducing crashes, fatalities and injuries resulting from impaired driving.  

 
Justification:  Strategies that promote cooperative efforts can lead to the more effective and efficient use 
of resources, the development of comprehensive, multi-faceted programs and opportunities to exchange 
ideas and best practices, all of which play an important role in the implementation of successful projects 
and programs.   

 
2ÅÓÅÁÒÃÈȟ %ÖÁÌÕÁÔÉÏÎ ÁÎÄ !ÎÁÌÙÔÉÃÁÌ 3ÕÐÐÏÒÔ ÆÏÒ .Å× 9ÏÒËȭÓ 0ÅÒÆÏÒÍÁÎÃÅ-Based 
Impaired Driving Program  

Projects that ǎǳǇǇƻǊǘ ǘƘŜ ǎǘŀǘŜΩǎ ŎƻƳǇǊŜƘŜƴǎƛǾŜ Řŀǘŀ-driven Impaired Driving program will be funded 
under this strategy.  The data-driven, performance-based approach to reducing crashes, fatalities and 
injuries resulting from impaired driving requires access to the appropriate data as well as the technical 
capabilities to perform the analyses and interpret the results.  Research and evaluation studies that 
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assist in the identification and documentation of impaired driving issues and the assessment of the 
effectiveness of the countermeasures that are implemented will be eligible for funding.   
 
Justification:  Research, evaluation and data analysis are essential components of a successful 
performance-based highway safety program.  These activities support problem identification, the 
selection of performance measures for tracking progress, and the selection of evidence-based, data-
driven strategies ǘƘŀǘ ǿƛƭƭ ŎƻƴǘǊƛōǳǘŜ ǘƻ ǘƘŜ ŀŎƘƛŜǾŜƳŜƴǘ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ǇŜǊŦƻǊƳŀƴŎŜ ƎƻŀƭǎΦ 
 
 
 

IMPAIRED DRIVING FFY 2014 BUDGET SUMMARY 

Strategy 
Budget  
Amount Source 

Enforcement of Impaired Driving Laws $ 6,000,000 410(K8)/405d 

Prosecution and Adjudication of DWI Offenders 4,000,000 410(K8)/405d 

DWI Offender Treatment, Monitoring and Control 5,600,000 410(K8)/405d 

Prevention, Communications, Public Information and    
Educational Outreach 

3,600,000 410(K8)/405d 

Underage Drinking and Alcohol Impaired Driving 4,400,000 410(K8)/405d 

Drugged Driving 1,800,000 405d 

Cooperative Approaches to Reducing Impaired Driving 400,000 405d 

Research, Evaluation and Analytical Support for New 
¸ƻǊƪΩǎ Performance-Based Impaired Driving Program 

600,000 405d 

Total 410 SAFETEA-LU 12,000,000 410(K8) 

Total 405d MAP-21 Impaired Driving - Low 14,400,000 405d 

Total All Funds $ 26,400,000  
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POLICE TRAFFIC SERVICES 
 
 
 
Overview  
 
The Police Traffic Services program area provides for a data-driven traffic safety enforcement program 
to prevent traffic violations, crashes, fatalities and injuries in high risk areas.  Enforcement efforts in this 
area focus on improving traffic safety by reducing unsafe behaviors including speeding and other types 
of aggressive driving; failure to wear a seat belt; and distracted driving, in particular texting and talking 
on hand-held cell phones.  Enforcement strategies related to impaired driving, motorcycle safety, 
pedestrians, bicycles and other wheel-sports are included under their respective sections in the Highway 
Safety Strategic Plan. 
 
¢ƘŜ DƻǾŜǊƴƻǊΩǎ ¢ǊŀŦŦƛŎ {ŀŦŜǘȅ /ƻƳƳƛǘǘŜŜ όD¢{/ύ Ǉƭŀȅǎ ǘƘŜ ŎŜƴǘǊŀƭ ǊƻƭŜ ƛƴ ǘƘŜ ǇǊƻƳƻǘƛƻƴ ŀƴŘ 
coordination of New YƻǊƪΩǎ Řŀǘŀ-driven enforcement program involving police agencies at the state, 
county and local levels.  The estimated highway safety funds budgeted for each strategy in the police 
traffic services program area are presented in the table on page 35. 
 
The funds and other resources GTSC invests to reduce traffic violations and the resulting crashes, 
fatalities and injuries are complemented by a number of other federal, state, local and private sector 
activities.  While a real dollar amount cannot be accurately estimated for the contributions of each of 
ǘƘŜ ǇŀǊǘƴŜǊǎ ƛƴǾƻƭǾŜŘ ƛƴ ǘƘŜ ǎǘŀǘŜΩ ƘƛƎƘǿŀȅ ǎŀŦŜǘȅ ŜƴŦƻǊŎŜƳŜƴǘ ǇǊƻƎǊŀƳΣ ǘƘŜ Ƴƻǎǘ ǎƛƎƴƛŦƛŎŀƴǘ ǎƻǳǊŎŜǎ ƻŦ 
funding, programming and in-kind support that assist in achieving the performance goals established in 
the HSSP include the following: 
 

¶ NYS Association of Chiefs of Police 

¶ b¸{ {ƘŜǊƛŦŦǎΩ !ǎǎƻŎƛŀǘƛƻƴ 

¶ New York State Police 

¶ New York State Park Police 

¶ County and local enforcement agencies 

¶ NYS Division of Criminal Justice Services 
 
The combination of high visibility enforcement and sustained traffic safety messaging has proven to be 
effective in confronting dangerous driving behaviors and is an important component of the Police Traffic 
Services program area as well as the overall traffic safety program in New York.  This enforcement model 
has been applied to other GTSC funded initiatives which use dedicated traffic enforcement details to 
address specific types of unsafe driving behaviors.  To maximize the effectiveness of the strategies that 
are implemented, a data-driven approach must be used to identify enforcement priorities and where 
and when to deploy resources.  This program area also encompasses training opportunities for the 
ǎǘŀǘŜΩǎ ǘǊŀŦŦƛŎ ŜƴŦƻǊŎŜƳŜƴǘ ŎƻƳƳǳƴƛǘȅ ǿƘŜǊŜ ƴŜǿ ǎƪƛƭƭǎ ŀǊŜ ŀŎǉǳƛǊŜŘ ŀƴŘ ǘƘŜ ƭŀǘŜǎǘ ƛƴ ǘǊŀffic 
enforcement tactics are shared.   
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Status of Performance Target  
 
The core outcome measure for tracking progress in the Police Traffic Services program area is speeding-
related fatalities in crashes.  The following performance target was set in the FFY 2013 Highway Safety 
Strategic Plan: 

× To decrease speeding-related fatalities 5 percent from 335 in 2010 to 318 by December 31, 2013 
 

Based on 2011 FARS data, the number of speeding-related fatalities increased slightly to 338 in 2011 
compared to 335 in the previous year.  The drop in the number of tickets issued for speeding in 2011, 
and for traffic violations overall, is likely to have contributed to the lack of progress toward the goal of 
reducing speeding-related fatalities in 2011. 

 
 

 
Problem Identification  
 
Additional data analyses were conducted to assist GTSC in setting priorities for the Police Traffic Services 
program area and selecting data-driven countermeasure strategies and projects that will enable the 
state to achieve its performance goals.  The key findings from the problem identification component are 
presented in this section.  
 
Analyses of Traffic Tickets  

In order to assess the trend in enforcement 
activity, analyses were conducted of the traffic 
ǘƛŎƪŜǘǎ ƘƻǳǎŜŘ ƛƴ ǘƘŜ ǎǘŀǘŜΩǎ ¢ǊŀŦŦƛŎ {ŀŦŜǘȅ [ŀǿ 
Enforcement and Disposition (TSLED) and 
Administrative Adjudication (AA) systems.  
Analyses of the combined ticket data from these 
two systems show that approximately 4 million 
tickets were issued each year between 2007 and 
2010.  In 2011, the number of tickets issued 
dropped substantially to less than 3.7 million, 
representing a decrease of 9% from 2010.    
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27% 

17% 29% 

27% 

PROPORTION OF TICKETS ISSUED  
 BY TYPE OF POLICE AGENCY, 2011 

State Police County NYPD Other Local

Sources:  NYS TSLED and AA systems 

The decrease in enforcement activity is likely in 
part the result of declines in highway safety 
funding and other police resources.  
 
The proportions of tickets issued by the State 
Police, county agencies and local police 
agencies have remained fairly constant over 
time.  In 2011, the State Police issued 27% of all 
traffic tickets; county agencies issued 17%; the 
New York City Police Department (NYPD) issued 
29% and all other local agencies issued 27%. 
 
 

 
Contributing Factors in Crashes  

Driver Inattention/Distraction is consistently the most frequently reported driver-related contributing 
factor in fatal and personal injury crashes.  The next top factors are all related to aggressive driving; in 
2011, Failure to Yield the Right-of-Way and Following Too Closely were each reported for 18% of the 
crashes and Unsafe Speed was reported as a contributing factor in 11%. 

CONTRIBUTING FACTORS IN FATAL AND PERSONAL INJURY CRASHES  

 2009 2010 2011 
 (N=121,419) (N=122,181) (N=117,652) 

Driver Inattention/Distraction 19.6% 20.6% 21.4% 
Failure to Yield Right-of-Way 16.0% 16.5% 17.5% 
Following Too Closely 15.3% 16.2% 17.7% 
Unsafe Speed 10.9% 10.5% 10.9% 
*All data in this table are based on police-reported crashes 
 Source:  NYS TSLED and Administrative Adjudication Ticket Systems 

 

 
SPEEDING 
 
Analyses of Crashes   

Additional analyses of speed-ǊŜƭŀǘŜŘ ŎǊŀǎƘŜǎ ǿŜǊŜ ŎƻƴŘǳŎǘŜŘ ǳǎƛƴƎ Řŀǘŀ ŦǊƻƳ bŜǿ ¸ƻǊƪΩǎ !L{Τ C!w{ ŀnd 
AIS data may not be strictly comparable due to definitional differences between the two systems.  In the 
AIS, a speed-related crash is defined as a crash with a contributing factor of unsafe speed and/or a 
speeding ticket was issued to a driver involved in the crash.   
 
While both speed-related 
fatal and injury crashes 
continued on downward 
trends in 2011, more than 
one-quarter of the fatal 
crashes (26%) and 11% of 
the personal injury crashes 
continue to involve 
speeding.  

SPEED-RELATED FATAL AND PERSONAL INJURY CRASHES* 

  2007  2008  2009  2010 2011 

Fatal Crashes 369 379 314 289 284 

% of all fatal crashes 30.3% 32.7% 29.6% 25.8% 26.4% 

Injury Crashes 14,405 14,207 13,202 12,846 12,838 

% of all injury crashes 11.5% 11.7% 11.0% 10.6% 11.0% 

   *All data in this table are based on police-reported crashes 
     Source:  NYS AIS 
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Analyses by Region 

The Upstate region is overrepresented in 
speed-related fatal (62%) and personal 
injury crashes (64%) when compared 
with the proportion of licensed drivers in 
the region (52%).   
 
Analyses by Age  

Drivers who speed and are involved in 
fatal and personal injury crashes are 
most likely to be under the age of 30 
(52%).  Drivers 21-29 years of age are 
also most likely to be ticketed for 
speeding.  Based on comparisons with the proportion of licensed drivers in the under 21 (5%) and 21-29 
age groups (14%), drivers in the two youngest age groups were over-represented among the speeding 
drivers who were involved in crashes and the drivers who received speeding tickets.   
 
Over the three-year period, 2009-2011, drivers under 21 years of age accounted for 21% of the speeding 
drivers involved in F&PI crashes and received 13% of the speeding tickets and drivers 21-29 years of age 
accounted for 31% of the speeding drivers involved in F&PI crashes and received 30% of the speeding 
tickets. 

 

 
 
 
 
 
 
 
 
 
 
 
 

 
 
In the 2012 Driver Behavior Survey, 
drivers in the 18-20 (46%) and 21-24 
(46%) age groups were the most 
likely to say they exceed the speed 
ƭƛƳƛǘ άŀƭǿŀȅǎέ ƻǊ άƳƻǎǘ ƻŦ ǘƘŜ ǘƛƳŜέ 
with the proportion of drivers 
reporting that they speed declining 
with each subsequent age group.   
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Analyses of Tickets 
 
Between 2007 and 2010, the number of tickets 
issued for speeding violations fluctuated 
between a high of 746,454 and a low of 
704,169.  After increasing to approximately 
710,000 in 2010, the number of speeding tickets 
dropped to 635,817 in 2011. The decline in the 
number of tickets is likely due to reductions in 
highway safety funding and competing priorities 
for enforcement resources.   
 

 
 

 

 
DISTRACTED DRIVING:  CELL PHONE USE AND TEXTING 
 
Analyses of Crashes 

Cell phone use, one of the unsafe driving behaviors frequently associated with driver inattention and 
distraction, continues to be reported as a contributing factor in less than 1% of fatal and injury crashes 
most likely due to underreporting.  In 2011, only one fatal crash was reported to involve cell phone use, 
down from seven in 2010; the number of injury crashes involving cell phone use also decreased, 
dropping from 308 in 2010 to 288 in 2011.  
 

 
Analyses of Tickets 

¢ƘŜ ƴǳƳōŜǊ ƻŦ ǘƛŎƪŜǘǎ ƛǎǎǳŜŘ ŦƻǊ Ǿƛƻƭŀǘƛƻƴǎ ƻŦ bŜǿ ¸ƻǊƪΩǎ ŎŜƭƭ ǇƘƻƴŜ ƭŀǿ Ƙŀǎ ōŜŜƴ ƻƴ ŀ ŘƻǿƴǿŀǊŘ ǘǊŜƴŘ 
between 2010 (332,039) and 2012 (216,595). The large number of tickets in 2010 was the result of New 
¸ƻǊƪΩǎ ǇŀǊǘƛŎƛǇŀǘƛƻƴ ƛƴ ŀ ƴŀǘƛƻƴŀƭ 5ƛǎǘǊŀŎǘŜŘ 5ǊƛǾƛƴƎ Enforcement Demonstration Project based on the 
high visibility enforcement model.  New York was one of two states selected by NHTSA to participate in 
this project during which more than 9,500 tickets were issued for texting and talking on hand-held cell 
phones while driving.    

FATAL AND PERSONAL INJURY CRASHES INVOLVING CELL PHONE USE AND TEXTING* 

 2007 2008 2009 2010 2011 

Fatal Crashes Involving Cell Phone Use 5 2 6 7 1 

% of all fatal crashes 0.4% 0.2% 0.6% 0.6% 0.1% 

Injury Crashes Involving Cell Phone Use 252 257 296 308 288 

% of all injury crashes 0.2% 0.2% 0.2% 0.3% 0.2% 

Fatal Crashes Involving Texting NA NA NA 1 0 

Injury Crashes Involving Texting NA NA NA 1 11 

    *All data in this table are based on police-reported crashes 
      Source:  NYS AIS     
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/ƻƳǇŀǊŜŘ ǘƻ нлмлΣ ǘƘŜ ŦƛǊǎǘ Ŧǳƭƭ ȅŜŀǊ ǘƘŜ ǎǘŀǘŜΩǎ ǘŜȄǘƛƴƎ ƭŀǿ ǿŀǎ ƛƴ ŜŦŦŜŎǘΣ ǘƘŜ ƴǳƳōŜǊ ƻŦ ǘƛŎƪŜǘǎ ƛǎǎǳŜŘ 
for texting violations in 2012 is nearly 10 times greater (30,132 vs. 3,248).   

 
TICKETS ISSUED FOR VIOLATIONS OF THE  

CELL PHONE AND TEXTING LAWS 

 2010 2011 2012* 

Cell Phone Tickets 332,039 248,239 216,595 

Texting Tickets 3,248 9,003 30,132 

*Preliminary Data    
Source:  NYS TSLED and Administrative Adjudication Ticket Systems 

 

Driver Behavior Survey 

A series of questions on cell phone use and texting were added to the Driver Behavior Survey conducted 
at DMV offices in 2012. The key results from the survey were: 
 

¶ Approximately half (49%) of the drivers reported that they send or receive text messages while 
ŘǊƛǾƛƴƎΤ ф҈ ǎŀƛŘ ǘƘŀǘ ǘƘŜȅ ǘŜȄǘ ǿƘƛƭŜ ŘǊƛǾƛƴƎ άƳƻǎǘ ƻŦ ǘƘŜ ǘƛƳŜέ ƻǊ άŀƭǿŀȅǎέΦ  

¶ Nearly two-thirds (65%) said that they talk on a cell phone while driving; as was the case with 
ǘŜȄǘƛƴƎΣ ф҈ ǎŀƛŘ ǘƘŜȅ ǘŀƭƪ ƻƴ ŀ ŎŜƭƭ ǇƘƻƴŜ ǿƘƛƭŜ ŘǊƛǾƛƴƎ άƳƻǎǘ ƻŦ ǘƘŜ ǘƛƳŜέ ƻǊ άŀƭǿŀȅǎέΦ    

¶ Over two-thirds of the drivers (68%) thought that using a cell phone ƛƳǇŀƛǊǎ ŀ ŘǊƛǾŜǊΩǎ ŀōƛƭƛǘȅ ǘƻ 
ŘǊƛǾŜ ǎŀŦŜƭȅ άŀ ƎǊŜŀǘ ŘŜŀƭέ ŀƴŘ ŀƴƻǘƘŜǊ ǉǳŀǊǘŜǊ όнс҈ύ ǎŀƛŘ ŀ ŘǊƛǾŜǊΩǎ ŀōƛƭƛǘȅ ǿƻǳƭŘ ōŜ ŀŦŦŜŎǘŜŘ 
άǎƻƳŜǿƘŀǘέΦ  Oƴƭȅ с҈ ǘƘƻǳƎƘǘ ǘƘŀǘ ǳǎƛƴƎ ŀ ŎŜƭƭ ǇƘƻƴŜ ǿƘƛƭŜ ŘǊƛǾƛƴƎ ŘƻŜǎ άƴƻǘ ŀǘ ŀƭƭέ ŀŦŦŜŎǘ 
driving ability.  

¶ Drivers in the 25-34 (12%) and 35-44 (12%) age groups were most likely to report that they talk 
ƻƴ ŀ ŎŜƭƭ ǇƘƻƴŜ ǿƘƛƭŜ ŘǊƛǾƛƴƎ  άŀƭǿŀȅǎέ ƻǊ άƳƻǎǘ ƻŦ ǘƘŜ ǘƛƳŜέΣ ŦƻƭƭƻǿŜŘ ŎƭƻǎŜƭȅ ōȅ ŘǊƛǾŜǊǎ нм-24 
years of age (11%) and in the 45-54 age group (11%).  

¶ The frequency of texting was highest among drivers between 18 and 24 years of age.  One out of 
five drivers (20%) in the 18-20 age group and 18% in the 21-24 age group send or receive text 
ƳŜǎǎŀƎŜǎ άŀƭǿŀȅǎέ ƻǊ άƳƻǎǘ ƻŦ ǘƘŜ ǘƛƳŜέ ǿƘƛƭŜ ŘǊƛǾƛƴƎΦ 
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