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EXECUTIVESUMMARY

INTRODUCTION

Inpreparingb S ¢ , PFRDI@Highway! | FSG& {GNI GSAAO0 tftly 61 {{tovz {F
Committee (GTSC) continued to use a eldigen approach in identifying problems and setting priorities

F2N) GKS adl idSQa KAKBKa@GE (55 Ormastddanimngiiaceds Wdbisive and

takes into account issues and strategies identified by the GTSC member agencies, other state and local
agencies, enforcement agencies and-fmt-profit organizations that have submitted applications for

funding.

The preparation of the HE8Svas guided by the uniform procedures for state highway safety grant
programs established in the new surface transportation bill, Moving Ahead for Progress irf'tBerdtiiry
(MAR21). MAR21 authorizes FFY 2014 funding for the Section 402 State anch@uty 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, observbelseat,

recommended by the National Highway Traffic Safety Administration (NHTSA) and the Governors Highway
Safety Association (GHSA), were incorporated into thBEYHSSPWhere appropriate, additional

measures were established for specific programeas. A performance targefor the end of calendar year
2014was set for each of the measures

STATEWIDE HIGHWAY SAFETY PROGRAM

The GTSCINE A RSa f SIFIRSNAKALI YR &adzLJLlR2 NI F2NJ bSg | 2NJ
administration of the federdiunds awarded annually to the stat@he top priorities of thd=FY 2014

Highway 8fety Program are to address trends of incré@ag numbes of crashes involving specific

highway users and to halt the development of unfavorable trends in certain types of cradne$iSSP
addresses the following program areas: Impaired Driving; Police Traffic Services; Motorcycle Safety;
Pedestrian, Bicyeland WheelSport Safety; Occupant Protection; Traffic Records; Commuraffic
SafetyProgramsand Program Management.

In accordance with MAR M NB |j dZA NBYSYy a3 bSg , 2N]l Qa | LILX AOFGAZ2Y
submitted as attachments to the HSSPertifications 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.

9ESOdzi A @S {idzZY Y I NE Xt



Status of Statewide Performance Measures

The core measures that are tracked for the overall highway safety program are fatalities, serious injuries

and three fatality ratesBased 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 thyear (2008010) averag of 1,199. Based on

the trend, a target to decrease fatalities by 5% from the 20021 average of 1,176 to 1,117 was set for

2014.

t NEINBaa gl a |faz
2011, the numbeof 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 11,53RIpdated fatality rate measures for 201leamot yet available to assess
progress and set new targets for 2014.

YIRS Ay
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FATALITY AND SERIOUS INJURY MEASURES

Target Target

2007 2008 2009 2010 2011 2013 2014
Fatalities 1,332 1,238 1,158 1,201 1,169 1,127 1,117
3-Year Moving Average 1,407 1,341 1,243 1,199 1,176
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 irG06gstiiE0,
target set for 2014 was adjusted based on the final 2011 number for serious injuries (12,012).
. ___________________________________________________________________________________________________________|

FFY 2014 Strategie

S

¢tKS 2@0SNIff 3I2+¢ta
and reduce the severity of the injuries suffered.FFY2014, 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 assesgedugh changes ithe statewidefatality and

injury measures

IMPAIRED DRIVING

2F bSs

Status of Core Performance Measure

The core performance measure used to assess progress in the Impaire
Driving program area is alcohiohpaired driving fatalities which are
defined as drivers and motorcycle operators with a BAC of .08% or higl#
who are killed in crashes. Based on FAR& ttee number of alcohel
impaired driving fatalities declined to 315 in 2011, exceeding the target
326 set for 2013. Based on the trend in previous years, a target of
reducing alcohelmpaired driving fatalities by 5% to 299 was set for 2014%

5
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ALCOHGIMPAIRED DRIVING FATALITIES

Target  Target
2013 2014

Alcoholimpaired Driving Fatalities 377 346 318 360 315 326 299
Source:FARS

2007 2008 2009 2010 2011

FFY 2014 Impaired Driving Strategies

Reducing the numbers of alcoRatpaired drivingF I G f AGA S& | YR rdagh@ydzhi@&tBed 2y (0 K
primary goals of New Y] Q& A YLI ANBR RNAGAY3I LINBIANI YD ¢KS aiNI
LISNF2NXYIFyOS GFNBSGa aSié F2NJCC, Hnmn I Biivg Sy T2NDS
the provision of equipment and training for law enforcement officers sindtegies related to the

prosecution and adjudication of DWI offenders; DWI offender treatment, monitoring and control;

prevention, communications, public information and edtional outreach; underage drinking and

alcoholimpaired driving; drugged driving; cooperative approaches to reducing impaired driving; and
NEASEFNOK: S@lftdzZ G§A2Y YR Iyl f ebaskdirhphirediddzidgJ2 NI F2 NJ b
program.

POLICETRAFFIC SERVICES

Status of Core Performance Measure

The primary goal of the Police Traffic Services program is to decrease spezdiag fatalities. Based

on FARS data available through 20%peedingrelated fatalitiesincreased slightly to 338 in 2011

compared to 335 in the previous yeak 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 redue speedingelated fatalities by 5% by the end of calendar year 2014 was set.

SPEEDIN®ELATED FATALITIES
2007 2008 2009 2010 2011 Target 2013 Target 2014

SpeedingRelatedFatalities 417 410 371 335 338 318 321

Source: FARS

FFY2014 Police Traffic Services Strategies

Thegoal of the Police Traffic Services program is to decreashes, fatalities and injuries resulting

from unsafe driving behaviors includisgeedingand other aggressive driving behaviors; distracted

driving, including cellphornézd S 'y R GSEGAY3IT yR FlLAfdNB (G2 02 YL &
violations involving passing stopped school buses and commercial vehicles are also included under this
program area. The strategies that will contribute to improvements is finogram area are:

enforcement of traffic violations; law enforcement training programs; and communications and

outreach.

9ESOdzi A @S {idzY Y| NEB Xt



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 isowethe average of therevious 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 thedfirget

a 10% reduction by 2013 will be achieved. The target for 2014 represents a 10% reduction in the three
year average for 2002011(170)

5dz28§ Ay fFNBHS LINI (42 bSs , 2N Qa KStftYSG gz (GKS
wearing a lelmet 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 2%68m 11 to 8)by 2014 would appear to

be achievable based on the consistent downward trend.

MOTORCYCLIST FATALIANES UNHELMETED MOTORCYCLIST FATALITIES

2007 2008 2009 2010 2011 |arget  Target

2013 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
|

FFY 2014 Motorcycle Safety Strategies

The primary goals in the areamibtorcycle safety are to decrease motorcyclist fatalitisshelmeted
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; andearch, evaluation and analytical support for the
performancebased Motorcycle Safety Program.

PEDESTRIAN, BICYCLE, tNINE SKATING,
NON-MOTORIZED SCOOTERND Cmart

) :
SKATEBOARDING SAFETY g/lg/w Mﬁ Poad

Status of Core Performance Measures

The core outcome measure fpedestrian safety is pedestrian d
fatalities. Based on FARS data, the number edgstrian fatalitiesn ./>
New York Stateleclined to 303 in 2010 after increasing in each of

the three previous years, 202009.

9ESOdzi A @S {izYYl NEXt | 3S



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 20143¥as a
reduction in pedestrian fatalitieBom 287 in 2011 to 278

PEDESTRIAPTALITIES

Target  Target

2007 2008 2009 2010 2011 2013 2014

Pedestrian Fatalities 276 297 308 303 287 288 278

Source:FARS

.A0eO0tAal FLartAGASE FNB Ffaz (NI Ol SRbicichstskiledt Saa
Ay ON}aKSa 6AGK Y2(02N) gSKAOf Sao / N} aK RFGF FTNRBY
57 in 2011, up 21 from the previous year and the highest number in thg/éiaeperiod, 2002011. If

the 2012 data show a revsal 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 thregear (20092011) average of 41.

BICYCLISHATALITIES

Target2 Target

2007 2008 2009 2010 2011 013 2014

Bicyclist Fatalities 50 42 29 36 57 37 35
3-Year Moving Average 47 46 40 36 41

*Data for 2011are preliminary
Source: NYS AIS

FFY 2014 Pedestrian, Bicycle and Wheel-Sport Safety Strategies

The primary goals of the pedestrian, bicyclelime skating, normotorized scooter and skateboarding
safety programs are to reduce the number of pedestrians, bicyclists and participants in other wheel
sports killed and injured in cragh. The strategies that will contribute to improvements in this program
area are: education, communication and outreach; commubétged programs; cooperative
approaches to improving pedestrian and bicycle safety; and research, evaluation and aralpicat
F2N bSg |, 2 NJ-Rsed Rddebtifag, Biytle/aBdSNVREe0brt Safety program.

9ESOdzi A @S {dzY Y| NE Xt



OCCUPANT PROTECTION

Status of Core Performance Measures

The core behavioral measure in the occupant protection program area is the observed seat belt use

rate. Inthe most recent statewide observation survey of seat belt use conducted in B0$2% . 2 NJ Qa
usagerate wasestimated at90.4%, downslightlyfrom 2011 when usage was estimated &.84%,

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. Asaresult, the target of 92% usage has been carried over to 2014.

NEW YORK STATE SEAT BELT USE RATES
95% 9294
g0% .. 90% 91% ooy~ 7
90% 88%

85% 85% 85%

83% 83%

85% | 83%

80%
75%

70%

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

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
fatalitieshas been on a consistent downward trend between 2007 (280) and 2011 (185), decreasing
more than onethird over the fiveyear period and showing excellent progress towdre 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.

e
UNRESTRAINED PASSENGER VEMICLIPANT FATALITIES

Target  Target
2013 2014

2007 2008 2009 2010 2011

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 increaselibervedstatewide seat belt

use rate andlecrease unrestrained occupant fatalities in passenger vehitles.strategies identified

for adhievingthese goals includikigh visibilityseat beltenforcement communications and outreach;

YR NB&aSINOKI S@IFfdzr GA2Yy I QteupantPloteciioin Rragkaf. & dzLJLJ2 NJi
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 safetygeat distribution and education programs.

9ESOdzi A ¥S {dzYYIl NBEXt | 3S



TRAFFIC RECORDS

Status of Performance Measures

-

The key performance measures used to monitor progress in the Traf
Records program area focus on the timeliness of the crash and
citation/adjudication data. With respect to the crash data, the
performance measure is thmean number of days from the date
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 arddnean
number of days from the date a citation is issuedhe datethe citation isentered into the TSLED
database and 2the mean number of days from the date of charge disposition to the date the charge
disposition ientered into TSLED

Based on data from Julyecember 2012, it ignlikely that any of theéhree performance targts set for

2013 will be met. Compared to the baseline period of-dgember 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 2Zhe 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 méssuanean

number of days from the disposition date of a charge to the date the disposs 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 therki8w

protocols and procedures thatave tested and implemented in 201#hich created temporary backlogs

in the processing of crash reports. dtexpected that the mean number of days will drop again in 2013
when all of the IT issues related%oa + k& workflow process have been succefigfaddressed.

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 tHEraCS 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 arefgmvethe timeliness

2F GKS RIFIGF SYyGSNBR Ayid2 (GKS aidlidSqQa ONrak |yR OA
following strategies: statewide coordination of traffic records improvements; electronic capture and

transmittal of crash and ticketata; 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 PROBRS

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 crasiBz=sed 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

9ESOdzi A ¥S {dzYYl NE Xt



crashesa greater reduction than the target @B0 set for the end of 201Based 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

Target Target
2013 2014

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

2007 2008 2009 2010 2011

Source: FARS

FFY 2014 Community Traffic Safety Programs Strategies

TheCommunity Traffic Safety Prograruea 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: communibased hipway 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
populatiors.

PROGRAM MANAGEMENT

The GTSIS responsible for coordinating and managing New York State's cosmnsigfe highway safety

LINE ANT YO ¢KS D¢{/ GFr1Sa I tSFRSNAKALI N2tS Ay ARS
providesassistance in problem identification at the local leveld avorkswith its partners to develop

progrars, public information campaigrad other activities to address the problems identifidd.
FRYAYA&AUGSNAY3I bSg , 2 Nh&CGTSGkeshicarpréhersiveTapipach, pidkRliagNd Y =
funding for a wide variety of programae reduce crashes, fatalities and injuries through education,

enforcement, engineering, community involvement and greater access to safetyd data.

In addition to the Samn 402 funding program, the new surface transportation act, MAPestablishes

the Section 405 National Priority Safety Program which provides funding in a number of specific areas.

bSg , 2NJ] Q4 I LIX AOFGAZ2Y & T2 NJ nctiop, traffdzgecdds/ ithpaked (G KS | N.
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

TheGTSEAt f YSSG GKS LISNF2NXYIyOS GFNBSGa aSa F2N
aF FShe LINBPAINIXY GKNRAZAK GKS AYLX SYSydalrdiazy 2F (GKS
Highway Safety Strategic Plan; training opportunities; planninigaaiministration;coordinatedpublic

information and education; highway safety presentations and workshops; and driver behavior and

attitudinal surveys.

9ESOdzi A @S {diYYIl NBE Xt 3S



FFY2014 HIGHWAY SAFETY PROGRAM
PLANNING PROCESS

Introduction

In preparinghe FFY 2041 A 3 Kgl & {FFSGe {GNIFGS3IA0 ttly 61 {{tox I
(GTSC) continued to use a dalt@aven approach in identifying problems and setting priorities for the
aiFi8SQa KAIKgl @ &l FSie LidERdApEhnngprassiSidclusiveé Ml Bkés LIS NJF 2
into account issues and strategies identified by the GTSC member agencies, other state and local agencies,
enforcement agencies and néar-profit organizations that have submitted applications for funding.

¢tKS | YAGSNBRAGE G 'folyeQa LyadgAGdziS F2NJI ¢NFFFAO
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 th€gatury (MAR21) signed into

law on July 6, 2012, established new uniform procedures governing the implementation of state highway
safety grant programs. Two fundjprograms are authorized by MAP 21: the Section 402 State and

Community Highway Safety grant program and the Section 405 National Priority Safety Program. New
,2Nl1Qa L FYyyAy3a LINBOSaa FyR GAYSGFIof S TF29@PakKS RSO
(HSSP) as well as the content have been adjusted to comply with these new requirements.

Overview of . A x 9 TP@thidigProcess

The GTSC conducts outreach at meetings, conferences anghapthroughout the year to gain input
from thetraffic safety community on emerging issues and new countermeashegshould be

included in the HSSHhe annual GTSC meeticgnvened by the GTSC Chairalso used as an
opportunity to review priorities and the status of initiatives undertaken by the menggencies of the
GTSCAt the annual meetingiepresentatives from each agenggport on the ongoing as well as the

new programs being implemented by their agencies and through partnerships with other departments.
Where appropriate, the information praded by the member agencies on current and proposed efforts
to improve highway safety in the staigincorporated into the HSSP.

The planning process also provides for several opportunities to discuss highway safety priorities with

traffic safety panhers at the local level. Local grantées/e the opportunity to provide inpdbr the

planning process through monitoring ¥ssand other forms of contaatith their designated GTSC
representative® Ly | RRA lrageagirEpresentStivedréqlent take part in local traffic
safetyboardmeetings todiscusdocal issues and assist with grant planning and manageni@S D¢ { / Q&
management, fiscal and program stadiso solicit ideas for thelSSFrom several organizations

representing local programs that work closely with the GTB@se organizations include the NYS

Association of Traffic Safety Boards, NYS $oW@PAssociation, NYS Association of Chiefs of Police, NYS

{ KSNAFTFaQ thaAsgobdtiondfNTS Metropdiitan Planning Organizations.

Highway Safety Program Planning Process...Rage



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 alpoovided through the GTSC website/w.safeny.ny.govThese
resources includextensive countyspecific traffic safety dateompiled by ITSMRr use in problem

identification and assessing the performance of local programs.

¢KS RFGF NBLR2NIA F2NI SFOK 2F (GKS adraasSQa cwu O2dzyi
annually by ITSMR and postedthe website in Februarjor use in the peparation of grant

applicdions for submission to th&TS@ May. The reportanclude the most recent three years of

crash and ticket data; in addition to countyide data on all crashes and tickets, the reports include

additional tables on alcohaklated crashes, speedinglated crashes and crashes involving
motorcycles.Archives of the reports going back to 208® maintained online, for referenceTheGTSC

and ITSMRtaffsannually review the content of the reports to assess the usefsrof the information

based on feedback from local agenci¢éscal grant applicant@re encouragd to supplement the

information contained in the County Data Reports with their own crash and ticket data.

$ACAT T PIATO T £ . Ax 91 OE@gdcPlaf ECExAU 3 A&EAC
¢CKS 1 {{t AyOtdzZRSa Iy 20SNWBASg 2F bSg ,2N]lQa aidlas
identified for FFY 2014. The following program areas are addressed in the HSSP: Impaired Driving; Police
Traffic Services; Motorcycle Safety; PedeasiyBicycle and Whed&port 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,

recommenctd 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 me&sér ® CAYlLt wnmm RFEGF FNRB
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{ O2ylUAydzSa (2 0S (GKS 2FFAOAIf &2dz2NOS 2F RI O
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 BFY 2014 HSSP was prepared, 2011 FARS data

and final 2011 AIS data were the most recent complete files available. The source for the core
0SKIF@PA2NIf YSIFadNBEs GKS 20aSNWSR aSrkrid o0Sftd dzasS NI
in June; theate 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:
bSg |, 2 NJ(Taitfic $afefy Ba® Enforcement and Dispositam) Administraitve Adjudication

(AA) systems. Fintitket data for2011were available fromeach 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 STO®VI program and the New York City Police Department, in

addition to theTSLED system.

Highway 8 FSG& t NPBINI Y tf2yyAy3d t NBOS&aaxtl 3S


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

5Fa4GF FNRY bSg , 2Nl Qa 5NABSNRaA [AOSyaS FyR #SKAOfS
Census were also used in preparing the FFY 2014 HSSP. A final source of data is the survey of drivers
conducted each year at Departmenit Motor Vehicle offices. These surveys are described below.

New York State DriveBehaviorand Attitudinal Surveys

In addition to the outcome and behavioral measures discussed above, NHTSA encourages states to
conduct annual surveys to track drivesported 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 thenfaieeareas

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 CountyheTurvey 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 @it each
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 questis 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

G De¢{/ Qa NBldzSaidx L¢{aw gl a NBAI&LIR yacess fisd bFRen O2 y R
C2N] Ay RS@St 2 LdivghHSSPRhS firsi siep i SiépioceRd-wiad to conduct analyses on

data extracted from the sources that have been described. The initial analyses were conducted using the
most recent five yearsfd-ARS crash data (202@11) 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 280 mm R (1  F NP For theScdre helgadtd]l feasure, lthge ®

results from the five most recent observation surveys (20082) were analyzed to determine the trend

Ay GKS aidl (S Qatheedykail modik)favieragizivas callilaies for each of tloese

measures.

The trend analyseand 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 th@pgpare 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
WheelSpat Safety program area.

The next step in theroblem identificationprocesswvas 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 ad@ssed 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 werdrggemd 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 Wwilicensed drivers, registrations or population figures and rates,

& F LIINBLNAIF GSo Lyadz2NE RIFGF FNRBY bSg ,2N]Qa ! L{
The key results of these analyses are presented and discussed in the problem identificztimm weder

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 twre 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 baselinetfmgsie

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 thyear moving average was used as the baseline. The
percentage change targeted for each asere 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 obijective of the strategy selection process is to identifdencebasedcountermeasures thaare

best suited toaddress the issues identified in the datdven problem identification process and

collectively would lead to improvements in highway safety and the achievement of the performance
target. Countermeasures That WorlA Highway Safety Countermeasure Guide for State Highway Safety
Offices 7" edition, 2013, was consulted to identify evideAgased strategies; refences to these

strategies werericluded in the HSSPr-or those strategies that cannot be justified based on caaish

other data, a rationale for their selection was also provided.

Strategies for Programming Funds

D¢{/ Qad &AGNIGS3IASEA F2NJLINPINFYYAYI GKS FSRSNIt Fdzy
factors. One of the most important considerations is the priority assigned to the highway safety issue

that is being addressed and the potential impact gtieategy 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 federakreguois,

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.

¢tKS D2@SNYy2NRa ¢NIF FFAO { I TS lewertd ahnohielthie SvailabRity & i NRA o dzi
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 Byah&ag. During

the grant application review process, GTSC staff conducts an analysis of crashes, crash fatalities and

injuries in areas of highest risk and makes fagdiecisions 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 byhese agencieare describedhroughout 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 followp.
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Enforcement grants are monitored throughout the grametr by Highway Safety Program Representatives
and police agency and associaticaw Enforcement Liaisons, and modifications are made where
applicable. GTSC staff and Liaisons are in constant contact with enforcement agencies via meetings,
conferences, @nt monitoring sessions, phone calls, and press events, and enforcement deployment
strategies are constantly being evaluated for their impact and success.

In addition to targeted, datarivenlocationbased traffic enforcement, traffic safety gains atgsoamade

by general deterrence having enforcement omnipresent in neighborhoods that are both higher and

lower risk for crashesDW]| distracted driving, speeding and seat belt use can be transient behaviors that
ONARRIS | GOSKAOf SOK KYAKBEI & MRLI 2 § SRHDKI aX 20 (A2
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

TheO2 2 NRAYIFGA2Y 2F GKS aidldisSQa GNIFFAO NBO2NRa aea
I 22NRAYFGAYy3 [ 2dzyOAf o¢w/ /[ 0d ¢tKS ¢w// Qa YSY0oSNAK
house and maintain data systems related to highwafety. The Deputy Director of ITSMR serves as the
¢NFFFAO { I FSGe& LYyF2NXYIGA2Y {e&adaSya oc¢{L{0O /2
wSO2NRa {GNIGS3IAO tflys 2NAFYATAYy3I YR Tl OAf
compliance with NHTSA requirements regarding state traffic records programs.

Py

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 cessoiif SMR is also responsible for the final cleanup

2F GKS adrisSQa ONIaK FAES GKS ! OOARSY(d LYyTF2NXNIFGAZ2
ITSMR prepares a seriesnifie satewide summary reports and 62 individual county reports that a

available to the public via the Internet.

In addition to providing analytical support for the performarzased HSSP administered by the GTSC,

Le¢{aw faz2 Fraaradga 0GKS b, { 5SLINIHYSYyG 2F ¢NIFyaLRN.
(MCSAP)Wit G KS RS@St2LIVSYyd 2F GKS Fyydzrf / 2YYSNDALIf
the HSSP and the CVSP ensures the uniformity of the data used in the planning documents and facilitates
the adoption of consistent performance targets.

I+
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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 eth&&e O2 2 NRAY I GA 2y 2F (KS &
adaidsSvya yR G2 SyadaNBE (KS O2yaAradaSyoOe |yR dzyA¥F2NY
safety programs.

#1 1T OAET AOET1T xEOE .Ax 91T OEB80O 300AO0ACEA
MAPR21 emphasizes the importan@¥ O22 NRAY I GAy3 (GKS aidl dSQa KAIKg!l
programs administered by the other agencies within the U.S. Department of Transportation (USDOT)
0KNRdAK (GKS adlrdsSqQa {GNIGSIAO | AIKGLUegi§ldtichitati & t |y
preceded MAR21, the NYS Department of Transportation (NYSDOT) was requuegiétop and

implement a datadriven SHSP that identifies key emphasis areas to be addressed to reduce roadway
fatalities and serious injuries in New York StdieS ¢ s 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 Feti&otor 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 leestablished working relationships among the highway safetyneastin

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 miesent 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
administred 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 ir2fall3.

Format of the Plan

The FF2014Highway Safety Strategic Plan includes a description of the statewide program and the
current status othe statewidemotor vehiclecrash, fatality, and injury measures. The plan also includes
overviews of thendividual program areas which provide general descriptions of the trends and major
issues in these areas. Specific findings of the problem identification process with the pertine
documentation are presented and performance goals are established wilsunes to assess progress.
Each program area description also inclugteategies forachieving thegoals 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
COREOUTCOME AND BEHAVIORAL MESURES

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 085 075| 068 061 061
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 ofAlcohoktimpaired Driving Fatalities 433 377 346 318 360 315 299
3-Year Moving Average 415 409 385 347 341 331
C6 | Number of Speedingrelated 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-Yea Moving Average 169 175 182 169 174 170
C8 | Number of Unhelmeted Motorcyclist Fatalities 26 24 36 21 16 11 8
3-Yea 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 | Observal Seat Belt Use 83% 8% 88% 90% 91% 90% 92%
3-Year Moving Average 84%| 85% | 87%| 8% | 9% | 90%

*2011FARS data are not available to update measure

Sources: &S is the source for all of the Core Outconeaddires with thexception of Serious Injuries (C2). The source for this measure i
New York's Accident Information System (AIS) maintained by the NYS Department of Motor Vehicles. New York's annualadssevesto
of front seat outboard ccupants in passenger veleslarethe soure for the Core Behavioral Measure (B1).
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STATEWIDE HIGHWAY SAFETY PROGRAM

Overview
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attainment of these goals through its administration of the federal 1
highway safety grant prograawarded to New Yorky the National :

Highway Traffic Safety Administration
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Highway Safety Priorities for FFY 2014

The top priorities of th014highway safety program are to address trends of increasing numbers of

crashes involving specific highway users and to halt the developmemfayorable trends in certain

types of crashesNew York has identified nine emphasis areas including imprakiegafetyof younger

and older drivers, commercial vehicle operators, motorcyclists, pedestrians and bicyatists
AYLINR@GSYSyida (2 bSg |, 2 NgwarkwillbofcafinGe tNBBpgheiR d a&ad Sy

programs to increase seat belt and child rastt use and reducdangerouddriving behaviors, including
impaired driving distracted driving andpeeding.

The GTSC will be responsible for the administration and oversight of state and local highway safety
initiatives set forth in this Highway SafeStrategic Plan. The following priority activities have been
Saldl of AAKSR20I4HNR3Pb S |, 2NJ Qa
Impaired Driving
x  Continue efforts to identify and implement measures to redwteoholimpairedand drugged
drivingin NYS

x  Continue to support the 58 SPADW!I programs by providing program administration oversight
and assistance to coordinators in developing and implementing effective local DWI
countermeasures

x  Continue programs to curb underage drinking and enforce the law prohibiting the use of
fraudulentidentification to purchase alcohol

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

Police Traffic Services

x  Continue to support vigorous enforcement of the Vehicle and Traffic Laws thiealgle Traffic
Services grantgimed at dangerous driving behaviors, especially those pertaining to speeding,
distracted drivingseat belt userunning red lights and aggressive driving

x  Continue to emphasize programs and efforts that address distracted driving, including
enforcementob S¢g |, 2NJ] Qa OSftf LK2yS FyR (GSEGAYy3 I ga

{GFr0S6ARS | A3TKgl & 8{FFShe tNRINIYXtFIAS



x  Encourage police agenciesadoptpolice traffic services as an everyday priority using the
GONIF FFAO SYyT2NOSYSyYyild Aa fl g SYyF2NO®Dasy ¢ | LILINE
Driven Approaches to Crime and Sajenodel

x  Continueto support efforts to addresdrowsy driving awareness

x  Expand existing TSefforts to include a focus on commercial motor vehidievers and
motorcycle operators who engage in dangerous driving behaviors

x  Continue opportunities to partnewith federal, state and local agencies to improve commercial
vehicle safety efforts

Motorcycle Safety

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

x  Support efforts to promote Shasthe-Road messages and outreach programs to enhance
driver awareness of motorcyclists

x  Provide training for law enforcement agencies seeking taloehmotorcycle enforcement and
educatioral efforts

Pedestrian & Bicycle Safety

x  Continue tosupport efforts toimprove pedestrian and bicycle safety across the siatel,
particularlyin New York City

Occupant Protection

x  Continue active enforcement andlated 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 e policies, conduct local seat belt use surveys, raise public awareness and employ
enforcement strategies including increased nigjhte and multiagency details

x  Supportefforts that address lower seat belt use rates among specific high risk groupsasuc
younger drivers and drivers from rural areas, through special enforcement and education
programs

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

Traffic Records

x Continue to support state and local police agencies in adopting technology to improge in
traffic ticket and crasineport recording and transmission, focusing heavily on successful
transmissions from the New York City Police Department

x  Continue to employ technology to improve traffic records systems in New York to provide better
I 00Saa G2 I OO0dzNI iivers drdroadway2ty assisKirbproblént ider@ifzationR
program implementation and evaluation

x | 2y GAydzS G2 &adzZllll2NIL AYLINR@SYSyGa G2 GKS adlridsQ
timeliness and quality of the data
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x  Build oninitiatives that will impove 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

y

x  Continue to supporprograms to educate younger drivers andih&lJ LJF NSy G a 2 bS¢
ANF RdzZt 6 SR RNAGSNDRE fA0SyasS aeadsSysz | g2ARIy0OS 2
driving practices

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

x 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
x  Continue to actively bring highway safety programs to diverse popukatiohew York State

x  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
NE I ROl a i S NideiOutdaoABVerfisingi Fodhgfan 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
FLOFLEtAGASEa Ay bSé [ 2N] {dFdSo ¢KS adlrasS Iftaz2 NBt
Information System (AIS), maintained by the NYS meat of Motor Vehicles to track serious injuries,
FY20KSNJ O2NB 2dzi02YS YSIada2NBE F2NJ 0KS adlridsSQa KAIAK

The following performance targets were set in the FFY 2013 Highway Safety Strategic Plan:

x  To decrease traffic fatalities 6 percenbin the 20082010 calendar base year average of 1,199
to 1,127 by December 31, 2013

x  To decrease serious traffic injuriépercentfrom 11,048 in 2011 to 10,6y December 32013

x  To decrease fatalities/100M VMT 4 percent from the 2@080 calendar basgear average of
0.90 to 0.86 by December 31, 2013

x  To decrease urban fatalitieBDOM VMT3 percentfrom the 20082010 calendar base year
average 00.61to 0.59 by December 312013

x  To decrease rural fatalities$00M VMT4 percentfrom 1.73 in 2010 td..66 by December 31,
2013

The most recent available FARS data indicateftitatities in motor vehicle crashes in New York State
declined in 2011 to 1,169 compared to 1,201 in 2010 and the previous-jle@e(20082010) 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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EATALITIES IN FATALITIES AND
MOTOR VEHICLE CRASHES 3-YEAR MOVING AVERAGE
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Progres was also made in the core outcome measure of serious injuries. Based on the final 2011 data
now available frorb S¢ | 2 NJ Qa ! LperSonswkdrecgivimerio$&ANIZidjuriés in motor

vehicle crashes dropped t@D12from 12802in 2010, a ecrease 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.

SERIOUS INJURIES IN SERIOUS INJURIES AND
14.000 MOTOR VEHICLE CRASHES 3-YEAR MOVING AVERAGE
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11,500 11,500 ’
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Source: NYS AIS == Serious Injuries —li=3-Yr Moving Average

Source: NYS AIS

Other core measures atle statewide, urban and rural fatality rates per 100 million vehicle miles
traveled (VMT). As shown in the graphs below, after a-y@ar downward trend (from 1.03 to 0.87),

the overall fatality rate in New York increased to 0.92 fatalities per 10@mWMT 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 theext 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

x  To decrease traffic fatalitiesfercent from the 2002011 calendar year average of 1,176 to
1,117 by December 31, 2014

x  To decrease serious traffic injurépercentfrom 12,012 in 2011 to 11,538y December 32014

x  To decrease fatalities/100M VMT 4 percent from the 2Q080 calendabase year average of
0.90 to 0.86 by December 31, 2013 (unable to be updated at this time)

x  To decrease urban fatalities/100M VMT 3 percent from the 2P080 calendar base year
average of 0.61 to 0.59 by December 31, 2013 (unable to be updated at this tim

x  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

x  Number oftraffic fatalities
x  Number of serious injuries
x Fataliies/100M VMT

x  Urbanfatalities/100M VMT
x  Rural fatalities/100M VMT
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IMPAIRED DRIVING

Overview

For more than three decades, New York has been a national leader
reducing crashes, fatalities and injuries resulting from alcohol and d
AYLI ANBR RNAGAYy3IOD l-e§tabliske8 O 2 NB
comprehensive system for addressing impaired dgva set of strict
laws which are supported by effective enforcement, prosecution,
adjudication and offender programs.

¢tKS D2@SNYy2NRa ¢NIFTFAO {FFSihe /2YYAGGSS 6D¢{/ 0 LIX
coordination of multiple componentsofqNg , 2 NJ] Q&4 AYLI ANBR RNAGAY 3 LINE 3IN.
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, progranmgrand inkind support that assist in

achieving the performance goals established in the HSSP include the following:

1 bS¢ ,2NJ1 Q& {¢ht 52L LINRPINIY

1 ¢KS bS¢ ,2N)] {GFGS F13SyOASa O2YLINRaAy3ad (KS D2¢
Departments of Motor Vehicles (DMV) and Health (DOH), the State Police, the Division of
Criminal Justice Services (DCJS) and its Office of Probation andiQuatédternatives (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

1 The State Police and seven regional toxicology labs

1 The NY Prosecutors Training Institute

1 Local police agencies

1 Drinking Driver Program (DDP)

1T MADD, SADD

I Y 22NJ O2YLRYSyd 2F bSé , 2NJ] Qa S DWephdwramwhiegh  RRNB &
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[BVOBrogram

is selfsustaining, GTSC is able to use the federad$ 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 ®MaFprogram, 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 natedimpaired 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

LYLI ANBR S5MAGAY3IXtF3AS



Impaired Diving was established in 2009 to provide a formal mechanism for discussing and investigating
azftdziazya G2 AaadzS xonpohdnSrapaieyddiving $ySema G | G SQa Ydz (A

Status of Performance Targets

The core outcome measure used to monitor peEgs in this area is the number of alcoftolpaired

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

relal SR ONJ aKSa dzaAy3a RFEGF FNRBY GKS adlidisSQa ! OOARSy!(
performance targets were set in the FFY 2013 Highway Safety Strategic Plan:

x  To decrease alcohdahpaired drivingatalities5 percentfrom the 20082010 calendar year
average of 343 to 326 by December 3013

x  To educe the number opersons injured in alcohaklated crashes 5 percefriom 5,447in
2011to 5,175by December 312013

Based on FARS data, the number of alcainglaired driving fatalities declined ®l5 in 2011, the
lowest level of the fivgyear period, 20022011, exceeding the target set for Z0FARS 2012 data are
not yet available to update this measure.

ALCOHOIMPAIRED DRIVING ALCOHOIMPAIRED DRIVING
FATALITIES* 500 FATALITIES* ANBYEAR MOVING
500 AVERAGE
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2007 2008 2009 2010 2011 2007 2008 2009 2010 2011
*Fatalities in crashes involving drivers and motorcycle —$—Fatalities  —fli=3-Yr Moving Average
operators with a BAC of .G8 above. *Fatalities in crashes involving drivers and motorcycle
operators with a BAC of .08 or above
To provide anore comprehensive picture, data from PERSONS INJURED IN
bSg , 2Ny Qa ! L{ | NkerofiperSoRs U ALCOHORELATED CRASHE
injured in alcohotelated crashes. It should be noted that 8:000
New YorR & Y § (i K 2déterhisieiéohdietated T175 6 886 6810
crashes, fatalities and injuries differs from the 7,000 ’ 6.337
methodology used by FARS. : 6,121
6,000
.FaSR 2y GKS &adlF dSQarsens mm 2F LIS
injured in alcohotelated crashes has been on a 5,000
consistent downward trend from 2007 to 2011. While 2007 2008 2009 2010 2011

there has been steady progress, the target of 5,175 set  Source:NYS AIS

for 2013 will be difficult to reach. Because the baseline

number used to set the target (5,4%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

Additionaldata analyses were conducted to assist GTSC in setting priorities for the Impaired Driving
program area and selecting dathiven countermeasure strategies and projects that will enable the
state to achieve its performance goalEhe key findings from theroblem identification component are
presented in this section.

Alcohol -Impaired Driving

Crash Analyses by &g

To determine which age groups of drivers were esapresented in impaired driving crashes and
arrests, the proportion of drivers in alcohdlated 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 repre=®5% of the licensed drivers but accounted
for 9% of the impaired drivers in alcoh@lated fatal and personal injury crashes and 7% of the drivers
arrested for impaired driving. Drivers agesZllrepresented 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 289 years of age were also ovapresented in impaired crashes and arrests
by a factor of two.

LICENSED DRIVERS, IMPAIRED DRIVERS INVOLVED INRECOHEDA AL AND
PERSONAL INJURY CRASHES AND DRIVERS ARRESTED FOR IMPGIRED DRIVIN

30% BY AGE GROUP: 2011

25%

20%

10%

0%
16-20 21-24 25-29 30-39 40-49 50-59 60+

M Licensed Drivers (n=11,210,78#)mpaired Drivers in A-R F&PI Crashes (n=4,@840)paired Driving Arrests (n=52,87"
Sources:NYS Driver's Licens#ée,AlSand TSLED system; Suffolk CousTyOFDWI; and NYPD

In the driver behavior sweys conducted at DMV offices in 202012, drivers 2224 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 drivettso said they had driven after diliing at least once in the past
30 dayswvere underage (120 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-tmed of all deaths. Furthermore, as reported on

the TeenDrugAbuse.us website, sponsored by Teen Help LLC, the rate of fatal crashes among alcohol

LYLI ANBR 5MAGAYy3IXtE3AS



involved drivers between the ages of 16 and 20 is more than twice the rate for alcwiobled drivers
ages21 YR 2 @S NI lylrLfeasSa 2F bSg , 2Nl Qa ONrak RFEGE a
are overrepresented in impaired driving crashes.

Crash Analyses by Location

The majority (62%) of the alcohmdlated fatal and personal injury crashes oaedrin the Upstate
region, 20% in New York City, and 18% in Nassau and Suffolk counties on Long Island.

Compared to the proportion of licensed LICENSED DRIVERS AND ALGRHOATED
drivers in each region, the Upstate regior FATAL AND PERSONAL INJURY CRASHES
was overrepresented in alcohaklated 80% - REGION: 2011

crashes and New York City was 62%

underrepresented. 60% -

The five counties in New York State whe ~ 40% - 30%

the largest proportions of alcohoélated

fatal and personal injury crashes occurre
in 2011 were: Suffolk (11%); Nassau (79 0% -
Erie (6%); Monroe (6%); Westchester Upstate NYC Long Island
(6%).

20% 18% 18%
20% -

H Licensed Drivers H A-R F&PI Crashes

SourcesNYS Driver's License File and AIS

Analyses of Impaired Driving Arrests

Impaired driving arrests have been on a Impaired Driving Arrests

consistent downward trend in New York State. 70,000 g4 923 62227
' 60,375

Between 2007 and 2011, the number of drivers 57 247

. . L 60,000 ’
arrested for impaired driving dropped from 52,87751 115
64,023 to 52,877, a decrease of 17%. 50.000 '
Preliminary data for 2012 indicate an additional
decrease to 51,115. 40,000

While alcoholrelated fatalities and injuries 30,000

have been ora relatively consistent downward 2007 2008 2009 2010 2011 2012*
trend since 2007, it is likely that reductions in ~ *Datafor 2012 are preliminary

highway safety funding and competing priorities Sources: NYS TSLED system, Suffolk CountpBm@Rrd
for enforcement resources have also

contributed to the decline in arrests.

Analyses ofConviction 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®%for the past several years.
Approximately half of these drivers are convictadthe 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 e_xamined in a FATALITIES IN DRBELATED
recent study conducted by the Institute for Traffic 30% - CRASHES
Safety Management and Research (ITSM&.a 24% 24%

proportion of all fatalities, fatalities in drugelated

crashes dropped from 24% in 2007 to 16% in 201 (o | 18% 19% 16%
While this downward trend is important, at least 0
2yS 2dzi 2F &AE FlL 4l ffe So
roadways has tested positive for drugs over the  10%
past several years.

0% - T T T T

These findingdicate the need for a better 2007 2008 2009 2010 2011

und.e.rstanding of the drugs that _drivehave tested (N=318) (N=290) (N=201) (N=220) (N=183)
positive for and the extent to which such drugs .
AYLI ANJ I LISNB2YyQa | oAt  Source NYSAS

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

LICENSED DRIVERS AND BREIATED As is the case with alcohmdlated crashes, the

FATAL AND PERSONAL INJURY CRAS Upstate region is overepresented in drug
BY REGION: 2011 involved fatal and personal injury crashes.

80% 68%

Over twathirds (68%) of the drugelated fatal
and personal injury crashes occurred in the
Upstate region while ogl52% of the licensed
drivers reside Upstate.

Upstate NYC Long Island

® Licensed Drivers E D-R F&PI Crashes
SourcesNYS Driver's License File and AlS

Over the fiveyear period, 2002011, the largest proportion of drugnvolved driversn fatal and
personal injury crashesas in the 2129 age group (27%); this age group which only makes up 14#o of
licensed drivers also accounted for etigrd of the alcoholimpaired drivers involved in crashes.

Drivers under 21 years of age who account for only 5% of the licensed drivers were also significantly
overrepresented in drugelated crashes and tan even greater degree than their involvement in
alcohotrelated crashes. During the period 2683011, 12% of the drugnpaired drivers involved in

fatal and personal injury crashes were under age 21 compared to 9% of the alopaaled drivers.
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50%
’ LICENSED DRIVERS, DRU®LVED DRIVERS IN FATAL AND INJURY

CRASHES AND ALCOH@RAIRED DRIVERS INVOLVED IN FATAL
40% AND INJURY CRASHES BY AGE GROUP

33%
30%

25%
1% 1%
1% 20081%20% o0

20%

10%

0%

16-20 21-29 30-39 40-49 50-59 60+
M Licensed Drivers  ® Drug-Involved Drivers & Alcohol-Impaired Drivers

Sources:NYS Driver's Liceng@e and AIS

FFY 2014 Performance Targets

x  To decrease alcohahpaired drivingatalities5 percentfrom 315 in 2011 to 299 by December
31,2014

x  To reduce the number ogpersons injured in alcohaklated crashes 5 percefriom 6,121in
2011to 5,815by December 312014

FFY 2014 Performance Measures

x  Number ofalcoholimpaired driving fatalities

x  Number of alcohalmpairedinjuries

Strategies

Using a datalriven approach, New York has identifiedoanprehensive set oftrategies 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 projectsattwill be considered for Impaired Driving grant funding

are included in the complete list of proposed projects in Appendix A.

Enforcement of Impaired Driving Laws

Initiativesto increasehigh visibilityenforcement of the impaired driving laws widr@tinue to be
supportedat both the state and local level$senerally, local DWI enforcement efforts are funded
through thea G I STOEDRVI progranwhich returns a total of approximately $20,000,000 in fine
monies each year to the county STOWI programs to support local initiatives. GTSC may provide
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grant fundingto support the development and implementation of innovative enforcement strategies by
local agenciesicluding publicizegnforcement programssuch agegional saturation patrols, sobriety
checkpoints roving patrols, sting operatioresd organized statewide mobilizatians

The GTSC will also provide support and coordination for the
a01FG6§SQa LI NIGAOALN GAZ2Y AY YI
mobilizations. As in previous years, the national slogan will &
adopted for the mobilization. Press events will be held in
variouslocations around the state where members of law
enforcement and STAGPWI coordinators will join GTSC in
publicizing the crackdown on impaired drivingo ensure that
coordinatedimpaired driving messagese delivered
throughoutthe state, the GTSC wilfovide funding for public
information materials through the STGPWI Foundation.
The STOPWI coordinators will also ensure widespread participation by police agencies across the

state. Specific enforcement agencies may receive funding to facilitateottrelination 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 G 8€

and provided tahe National Highway Traffic Safety Administration (NHTSA).

RNA OA Y

9FFSOGADS SYyF2NOSYSyid NBIljdzANBa (GKFdG FRSIljdzZ 6§S NBaz
Training programs for police officers, such as Standard Field Sobriety Test (SFST) training, enhan
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 trainingpolice 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-tf-up
date breath testing instruments and other new technology including experdintained equipment can
support the police through evidence preparation and DWI arrest data reporting and is vital to an
effective impaired driving enforcement program.

For sipportingresearch, refer téhe discussion of Publicized Sobriety Checkpoograms, pp.-19 and
1-20; Publicized Saturation Patrol Programs,-g11Preliminary Breath Test Devices,f21and
Integrated Enforcement, p-24 inCountermeasures That WorK" 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 trainingctease the courtroom

skills of officers making DWI arrests and trainingpimbation officers, prosecutors and judges on the
techniques ohandling impaired driving cases atie latest informationon law enforcement practices

and judicial decisions in impaired driving casésinding 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 persmel, 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@nvict
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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 diyabf evidentiary data used in the adjudication
of impaired driving cases, such as toxicology reports, will also be funded.

For sipportingresearch, refeto the discussion of innovative DWI sanctions and the use of Traffic Safety
Resource Prosecutors and Judicial Outreach Liaisons to conduct tiainibvgs and 126 in
Countermeasures That WorK" Edition,2013.

DWI Offender Treatment, Monitoring, C ontrol

Countermeasures that are intended to have an impact on drivers convicted of impaired driving offenses

YR RSGSNI GKSY FTNRBY RNAGAY3I FFEGSNIRNAY(1TAYy3I Ay (KS
impaired driving program. Projects thatsas 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
& 0 | Dridkihg Driver Program (DDP) and its treatment referral mecharlisraddition to the fee

based services provided by the DDP programs, piojedmprove 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
screeningand assessment services, or program improvements such as the development and
implementation of a new evidendeased curriculum.

The implementation of legislation requiring ignition interlocks for drivers convicted of alcelatéd

offenses is a pr@an 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 sanctioarigcal 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
substantialresources on the monitoring of convicted DWI offenders on probation.

For sipportingresearch, refeto the discussions of Alcohol Interlocks, p4to 136 and DWI Offender
Monitoring, p. 269 inCountermeasures That WorK" 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

FYR RNAGAY3I faz2 LXIF& |y AYLRNILI y leseN®iiteBnedsyiesb Sg | 2
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 excution 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 fnigh groups wilbe 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 higisk for impaired driving, such as sporting events, and training for
servers of alcoholicdyverages 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 sipporting research, refeto the discussions of Mass Media Campaigns, gl and 145;
Responsible Beverage Service, pf6 hnd 147; Alternative Transportation, p-48 and Designated
Drivers, p. 49 inCountermeasures That WorK" Edition, 2013.

Underage Drinking and Alcohol -Impaired Driving

In addition to general deterrence approaches to reduce impaired driemgtermeasures that focus

on specific groups of drivers are neede@ecause the data show that drivers under the legal drinking
ageof 21 are overrepresented in alcohalated fatal and injury crashes, special efforts are particularly
needed to address underage drinking and driving.

Countermeasures thdimit access to alcohol by persons under tbgal drinkingage of 21will continue

to be supported irFFY 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 fréemtuDs. Resources from the State Liquor Authority,
5axQa hFTFFAOS 2F CAStR Ly@SaidAaaridirzy FyR t20Ff LRt

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.

) . . a5 Y P r) b 228
Enforcement efforts that focus on patrolling areas and djpeci A Gh® cAMSE

It’s your community, it’s your call

locations popular with underage drinkers and the establishment c
an underage tip line that the public can use to notify police where ®SS=gssre Underage Drinking
drinking by minors is observed are two evideti@sed

countermeasures that will be supported.

Funding will also based 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 ofatiéicsp
enforcement countermeasures that are implemented.

For sipportingresearch, refeto the discussions of Alcohol Vendor Compliance Checksbpmarid
56; Other Minimum Legal Drinking Age 21 Law Enforcement-pp.ahd 158; Youth Programs, pf-
59 and 160 inCountermeasures That WorK" 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 drugelated. Drivers under 30 yean$ age are significantly overrepresented among the
drugimpaired 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 astehose 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 completegse special training courses and
conducting enforcement in highisk 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 andjadication 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 scrgaoicgss 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 anetatted designer drug use.

Rx WADR
y o e
! =
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Rx WARNING Rx WAR

Projects that provide communidan and outreach
to the general public regarding the dangers of MAY CAUSE
drugged driving, and specifically impairment DWAI
resulting from prescription drug use, will also be  £5/ T ow YOUR Rx. ARRIVE ALIVE.
eligible for funding. There is also a need to increase

awareness and educate professionals vdeal with high risk populations such as school personnel and
20KSNJ LINPFSaaraz2ylta gAGKAY GKS adrisSQa AYLI ANBR R
probation officers.

SAFENY.NY.GOV

For sipportingresearch, refeto the discussion of Enforcement otiBged Driving, pp.-63 and 164 in
Countermeasures That WorR" 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 sgiatgram 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 crahes, 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 comprehensivdfirfaceted programs&nd opportunities to exchange
ideas and best practiceall of whichplay an important role in the implementation of successful projects
and programs.

2 AOAAOAEh %OAlI OAGETT AT A ''1T A1 UOEAATL

Impaired Driving Program

Projects thati dzLJLJ2 NIi G KS & (I ( Sfvan Iapairéd INIBNg frygearh Wilbbe Rihdéd!
under this strategy. The datdriven, performanceébased approach to reducing crashes, fatalities and

injuries resulting from impaired driving requires ass 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
performancebased highway safety program. These activities suggotilem identificationthe
selection operformance measures for tracking progress, and the selectievidéncebased, data

driven strategiesi K I {
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IMPAIRED DRIVING FFY 2014BUDGET & MMARY
Budget

Strategy 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
Preven_tlon,Communlcatlons, Public Information and 3,600,000 410(K8)/405d
Educational Outreach
Underage Drinking and Alcohol Impaired Driving 4,400,000 410(K8p05d
Drugged Driving 1,800,000 405d
Cooperative Approaches to Reducing Impaired Driving 400,000 405d
ResearchEvaluation and\nalytical Support for New
. 2 NBe@bé@manceBasedmpaired Driving’rogram 600,000 405d
Total 410 SAFETEN 12,000,000 410(K8)
Total 405d MAR21 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 adiiatan 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 beducing 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 handheld cell phonesEnforcement strategies related to impaired driving, moile safety,
pedestrians, bicycles and other wheglorts are included under their respective sections in the Highway
Safety Strategic Plan.

¢tKS D2@SNYy2NRa ¢NIFTFAO {FFShe /2YYAGGSS 6D¢{/ 0 LIX
coordination of New ¥ NJ Q &rivénleiifdrcement 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 [3&ge

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 accuragslymated for the contributions of each of

GKS LI NIYySNAR Ay@2f @SR Ay (KS adldSQ KAIKgle al F¥Si
funding, programming and ikind support that assist in achieving the performance goals established in

the HSSP include the following:

NYS Association of Chiefs of Police

b,{ {KSNAFTTaAQ ! aa20AlF0GA2Y
New York State Police

New York State Park Police

County and local enforcement agencies

NYS Division of Criminal Justice Services

=A =4 =4 =8 -8 =9

The combination of high visibilityneorcement 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 Yrlenfdincement model

has been applied tother GTSC funded initiativegich use dedicated traffic enforcement details to

address specific types of unsafe driving behaviors. To maximize the effectiveness of the strategies that

are implemented, a datdriven approach must be used to identify enforcement priorities and where

and when to deploy resources. This program area also encompasses training opportunities for the
A0FG5Q48 GNITFFAO SyF2NDSYSyd O2YYdzyAl#ic 6KSNBE ySs 4
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 iIRENe2013 Highway Safety
Strategic Plan:

x To cecrease speddgrelated fatalities 5 percent from 335 2010 to 318 by December 31, 2013

Based on 2011 FARS data, the number of speediated fatalities increased slightly to 338 in 2011
compared to 335 ithe 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 speedingelated fatalities in 2011.

SPEEDINGELATED FATALITIES SPEEDINBELATED FATALITIES AND
3-YEAR MOVING AVERAGE
450
417 410 500
441
400 450 425
371
350
300 300 335 338
250 250 T T T T 1
2007 2008 2009 2010 2011 2007 2008 2009 2010 2011
=4==Speed-Related Fatalities ==ilil==3-Yr Moving Average
Source:FARS Source:FARS

Problem ldentification

Additional data analyses were conducted to assist GTSC in setting priorities for the Police Traffic Services
program area and selecting dathiven countermeasure strategies and projects that will enable the

state to achieve its performanagmoals. The key findings from the problem identification component are
presented in this section.

TOTAL TICKETS ISSUED

Analyses of Traffic Tickets 5,000,000

In order to assess the trend in enforcement 4,095,908 4,054,420 4,080,449 4,026,542

activity, analyses were conducted of the traffic 4,000,000 3,663,118
(A01S8ia K2daSR Ay GKS [} 6
Enforcement and Disposition (TSLED) and R

Administrative Adjudid#on (AA) systems. 2 000.000

Analyses of the combinedtketdatafrom these R

two systems show that approximately 4 million 1.000.000

tickets were issued each year between 2007 and 2007 2008 2009 2010 2011

2010. In 2011, the number of tickets issued
dropped substantially to less than 3.7 million,
representing a decrease of 9% from 2010.

Sources: NYESLED and AA systems
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The decease in enforcement activity is likely in
part the result of declines in highway safety

PROPORTION OF TICKETS ISSUED funding and other police resources.

BY TYPE OF POLICE AGENCY, 2011

The proportions of tickets issued by the State
Police, county agencies and local police
agencies have remained fairly constaner

time. In 241, theState Police issue?ir%oof all
traffic tickets;county agencies issuely%; the

New York City Police Department (NYPD) issued
29%and all othedocal agencies issu&¥%

M State Polices County @ NYPDwi Other Loca
Sources: NYS TSLED and AA svstems

Contributing Factors in Crashes

Driverlnattention/Distraction is consistently the most frequently reported drivelated contributing

factor in fatal and personal injury crashes. The next top factors are all related to aggressive driving; in
2011, Failure to Yield the Rigbt-Way and Folloimg 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)
DriverInattention/Distraction 19.6% 20.6% 21.4%
Failure to Yield Righaf-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 policgported crashes
Source:NYS TSLED aAdministrative Adjudication Ticket Systems

SPEEDING

Analyses of Crashes

Additional analyses of speed 5 f 1 SR ONI} aKS&a ¢SNB O2yRdzOGSRd dzaAy 3 |
AIS data may not be strictly comparable due to definitional differences between the two systeths.

AIS, a speetklated crash is defined as a crash with a contributing factor of unsafe speed and/or a

speeding ticket was issued to a driver involiethe crash.

SPEEIRELATED FATAL AND PERSONAL INJURY CRASHI

While both speedrelated

fatal and injury crashes 2007 | 2008 | 2009 | 2010 | 2011

continued on downward Fatal Crashes 369 379 314 289 284
trends in 2011 more than % of all fatal crashes 30.3% | 32.7% | 29.6% 25.8% | 26.4%
one-quarter of the fatal Injury Crashes 14,405 | 14,207 |13,202 12,846 | 12,838
crashes (26%) and 11% of o of all injurycrashes  11.5% | 11.7% | 11.0% | 10.6% | 11.0%

the personal injury crashes Al data in this table are based on policeported crashes
continue to involve Source: NYS AIS

speeding.
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LICENSED DRIVERS AND SREERTED FAT

Analyses by Region AND PERSONAL INJURY CRASHES

80% -
The Upstate region is overrepresented i 620,64% BY REGION: 202911
speedrelated fatal (62%) and personal 60% -
injury crashes (64%) when compared
with the proportion of licensed drivers in 40% - 30%
. 0
the region (52%). 0
18%19% 18%0% 704
20% -
Analyses by Age
0% -

Drivers who speed and are involved in
fatal and personal injry crashes are
most likely to be under the age of 30
(52%). Drivers 229 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%)28nd 21
age groups (14%), drivein the two youngest age groups were ovepresented among the speeding
drivers who were involved in crashes and the drivers who received speeding tickets.

NYC

M Licensed Drivers ®Fatal Crashes # Injury Crashes
Source: NYS AIS

Upstate

Long Island

Over the threeyear period, 2002011, drivers under 21 years of age accounted for 21% ofp&eding
drivers involved in F&PI crashes and received 13% of the speeding tickets and dr2@ngeats of age
accounted for 31% of the speeding drivers involved in F&PI crashes and received 30% of the speeding
tickets.
LICENSED DRIVERS AND SPEEDING DRIVERS INVOLVED IN FATAL
PERSONAL INJURY CRASHES, AND DRIVERS TICKETED FOR SPEl

40% - .
BY AGE GROUP: 2a8@11
31% 30%
30% -
20% 20%

20% - 17% 17% ° 18% 19%
10% - 7% 7%

0% -

40-49 50-59 60+

Under 21
M Licensed Drivers ® Speeding Drivers in F&PI Crashesi Speeding Tickets

21-29 30-39

Source: NYS AIS
DRIVERS WHO DRIVE MORE THAN 5 MPH OV

THE SPEED LIMIT "ALWAYS" OR "MOST OF Tl

In the 2012Driver Behavior Survey, 60%
driversin the 1820 (46%) and 224 ggo,
(46%) age groups were the most

0,
likely to say they exceed the speed 40%
fAYAG altgleag 2 30%
with the proportion of drivers 20%

reporting that they speed declining 1o,

with each subsequent aggoup.
0%

&
s

TIME" BY AGE GROUP: 2012
46%

46%

40%  39%

Source: 2012 Driv&ehavior Survey
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Analyses of Tickets

TICKETS ISSUED FOR SPEEDING
Between 2007 and 2010, the number of tickets VIOLATIONS
issued for speeding violations fluctuated 800,000 246.454
between a high of 746,454 and a low of 731,313 : 704,169 709,885
704,169. After increasing to approximately 700,000
710,000 in 2010, the number of speeding ticke
dropped to 635,817 in 2011. The deeliim the 600,000
number of tickets is likely due to reductions in
highway safety funding and competing prioritie500’000
for enforcement resources.

635,817

400,000
2007 2008 2009 2010 2011
Sources: NYS TSLED and AA systems

DISTRACTED DRIVING: CELL PHONE USE AND TEXTING

Analyses of Crashes

Cell phone use, one of the unsafe drivbehaviors 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 insglivghone use,
down from seven in 2010; the number of injury crashes involving cell phone use also decreased
droppingfrom 308 in 2010 t@88in 2011.

FATAL AND PERSONAL INJURY CRASHES INVOLVING CELL PHONE USE AND TE>

2007 2008 2009 2010 2011

Fatal Crashes Involving Cell Phone U: 5 2 6 7 1
% of all fatal crashes 0.4% 0.2% 0.6% 0.6% 0.1%
Injury Crashes Involving Cell Phone U 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 poliogported crashes
Source: NYS AIS

Analyses of Tickets

¢KS ydzYoSNJ 2F GAO1SdGa AaadzsSR F2NJ gAz2ftlGaAz2ya 2F bS
between 2010 (332,039) and 2012 (216,595). The large number of tickets in 2010 was the result of New
C2N] Q& LI NI AOALN GA2Y Bnfbredmeny Deindnstrdtiort Profedt BageNdndhé SR 5 NA
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 onhedahdell

phones while driving.
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for texting violations in 2012 is nearly 10 times greater (30,132 vs. 3,248).

TICKETS ISSUED FOR VIOLATIONS OF THE
CELIPHONE 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 201Zhe key results from the survey were:

1 Approximately half (49%) of the drivers reported that they send or receive text messdujes

RNAGAY3IAT iz alAR GKFG GKSe GSEG 6KAES RNAGAY3

1 Nearly twothirds (65%) said that they talk on a cell phone while driving; as was the case with

GSEGAY3IT d: &alFAR GKSe GFf1 2y F OStf LXK2yS

f  Over twothirds of the drivers (68%) thought that using a cell phan¥¢ LJ- A N&B | RNA @GSN A
RNAGS &F FSte alf aINBIG RSHEE FyR Fy23KSNI |jdzh NG S
GazyYSo®Ifies dwsr (GK2dzZaKG GKFEG dzaAy3a | OSftf LIKz2yS
driving ability.

9 Drivers in the 284 (12%) and 384 (12%) age groups were most likely to report that they talk

2y I O8Stf LK2yS 6KAES RNAGAYI daltsle®éd 2N 4Y2

years of age (11%) and in the-85 age group (11%).
1 The frequency of texting veahighest among drivers between 18 and 24 years of age. One out of
five drivers (20%) in the 180 age group and 18% in the-24 age group send or receive text

YySaal3Sa alfoléeaé 2N avyzad 2F GKS GAYSE oKAES

DRIVERS WHO "ALWAYS/MOST OF THE TIME" TALK ON A CELL PHONE
OR TEXT WHILE DRIVING

25% BY AGE GROUP: 2012
20%
20% 18%
9 13%
15% 12% 7 12% 11%
10% 8%
4% 4%
5%
R
0% )
kG RN
7 3 77 % 6‘7 *
H Talk on Cell Phone Always/Most of the time H Text Always/Most of the time

Source: 2012 Driver Behavior Survey
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