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Highway Safety Plan
NATIONAL PRIORITY SAFETY PROGRAM INCENTIVE GRANTS - The State applied for the following
incentive grants:
S. 405(b) Occupant Protection: Yes
S. 405(e) Distracted Driving: Yes
S. 405(c) State Traffic Safety Information System Improvements. Yes
S. 405(f) Motorcyclist Safety Grants. Yes
S. 405(d) Impaired Driving Countermeasures. Yes
S. 405(g) State Graduated Driver Licensing Incentive: Yes
S. 405(d) Alcohol-Ignition Interlock Law: Yes
S. 405(h) Nonmotorized Safety: Yes
S. 405(d) 24-7 Sobriety Programs. Yes
S. 1906 Racial Profiling Data Collection: Yes

Highway safety planning process

Data Sources and Processes

The OGR HSD team began the planning process for devel oping the FFY 2020 HSP by gathering all relevant
datarelated to performance targets and doing an in-depth analysis of the data to find trends within one-year,
five-year, and (if feasible) ten-year periods. The data was analyzed across different fields including county,
municipality, month and day of the week, time of day, gender, and age. Furthermore, mapping software was
used to provide avisual tool to help analyze trends and hot spots throughout M assachusetts. This information
helped identify high-risk locations as well as behavioral trends among roadway users that require attention.
The data sources utilized in this analysis process are listed below:

Fatality Analysis Reporting System (FARS) — fatalities and fatal crashes

Massachusetts Crash Data System (CDS) — fatalities and injuries

Massachusetts Injury Surveillance Program — injuries and hospitalizations

Massachusetts Citation Data — roadway violations

Massachusetts Safety Belt Usage Observation Survey — safety belt usage, occupant protection
FHWA Highway Statistics — Vehicle Miles Traveled (VMT), licensed drivers, and road miles

U.S. Census Bureau statistics — population, income levels

FBI Crime Statistics — arrests for driving intoxicated and other vehicle-related crimes

Results of the data were coordinated and shared with the Massachusetts Department of Transportation to ensure
performance targets related to fatalities, serious injuries, and fatalities per 100 million VMT are identical to
what isin the Massachusetts Highway Safety Improvement Plan (HSIP) and the Strategic Highway Safety Plan
(SHSP). Other performance targets were determined through trend analysis and ongoing exchanges with key
federal, state, and local partners such as state and local police departments, Massachusetts Department of Public
Health, the Governors Highway Safety Association, and the Traffic Records Coordinating Committee.

OGR aso relied on input provided by participants during two statewide traffic safety partnership webinars held
in May of 2019. A wide range of community partners including state and local police, non-profit organizations
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focused on road safety, and municipal administrators attended the forums. The participants provided valuable
information related to traffic safety issues facing their respective communities and constituencies along with
suggestions about potential solutions to address those issues.

Taken together, data analysis and input from community partners, OGR was able to determine where to focus
funding for FFY 2020 in order to have the greatest impact in reducing crashes, injuries, fatalities, and associated
economic losses.

Processes Participants

To help determine problem areas to focus on, the HSD team engaged with many participants during the
planning process, including but not limited to:

Massachusetts Department of Transportation (MassDOT)

Massachusetts Registry of Motor Vehicles (RMV)

Massachusetts Department of Public Health

Massachusetts Department of State Police (MSP)

Governors Highway Safety Association

Massachusetts District Attorneys Association (MDAA)

Massachusetts Executive-Level Traffic Records Coordinating Committee (ETRCC)
Massachusetts Working-Level Traffic Records Coordinating Committee
Municipal Police Training Committee (MPTC)

Merit Rating Board

University of Massachusetts Traffic Safety Research Program (UMassSafe)
Local police departments

Massachusetts Chiefs of Police Association

SHSP Executive Leadership Committee

Boston Emergency Medical Services (EMS)

Massachusetts Alcoholic Beverages Control Commission (ABCC)
Massachusetts Executive Office of Health and Human Services (EOHHS)
Safe Roads Alliance

Colleges and Universities

In Control Family Foundation

Description of Highway Safety Problems

The identification of current traffic safety issues for the FFY 2020 HSP were made using data analysis of
fatalities and fatal crashes over afive-year period (2013-2017), from numerous elements including, but not
limited to, counties, cities, time-of-day, month, day-of-week, road type, gender and age. Data from available
monthly and year-end reports from FFY 2019 grant-funded programs provided further insight to traffic safety
trends. Lastly, input from traffic safety stakeholders added athird layer of analysis to the determination of
traffic safety issues in Massachusetts.

The Massachusetts population (6,895,917) ranks 15th among the 50 states of the union. There are 36,723 miles
of roadway across the 7,840 square miles of the Commonwealth. Local roads account for 68% of roadways with
24,818 miles. Massachusetts driverstallied 60,753 million VMT with interstate travel accounting for 28% of it,
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followed by major arterials (20%), minor arterials (20%) and local roads (14%). Massachusetts is among the top
25 statesin total VMT despite being one of the smallest states by land area in the country.

From 2013 to 2017, Massachusetts reported 1,783 motor vehicle-related fatalities and 14,717 incapacitating
injuries along its roadways. Thisis a 2% drop from the 1,819 deaths reported from 2012 to 2016. In terms of
fatalities per VMT, Massachusetts has consistently had either the lowest or one of the lowest fatality ratesin the
country. In 2017, Massachusetts reported 347 fatalities for afatality/VMT rate of 0.57. The five-year average of
fatality/VMT from 2013-2017 was 0.59.

There are fourteen counties across Massachusetts: Barnstable, Berkshire, Bristol, Dukes, Essex, Franklin,
Hampden, Hampshire, Middlesex, Nantucket, Norfolk, Plymouth, Suffolk, and Worcester. Over 70% of the
population lives in the eastern part of the state in Essex, Middlesex, Suffolk, Norfolk, Bristol, and Plymouth
counties. The eastern region of Massachusetts also encompasses most of the major roadways such as 1-495, |-
95, 1-93, 1-195, Rt. 128, Rt. 24, Rt. 9, Rt. 3, and Rt. 2. Boston, the capital, islocated in Suffolk County and is
the largest city in the Commonwealth.

While the eastern part of the state has more roadways and people than central or western Massachusetts, it also
has an extensive public transportation system that helps alleviate the traffic congestion that comes with daily
commutes into the Metro Boston area. The Massachusetts Bay Transportation Authority (MBTA) provides
subway, bus, and commuter rail options for commuters as well as boat transportation from several coastal
communities in locations north and south of Boston. Having public transportation options available has resulted
in Suffolk County accounting for only 8% of al traffic fatalities from 2013-2017 despite the heavy volume of
traffic into and out of Metro Boston every day. Worcester County, which has end terminals for the commuter
rail aswell asarobust local public bus transportation system, accounted for 15% of al traffic fatalities during
the same time period.

Despite the low fatalities for Suffolk County, the surrounding counties of Essex, Middlesex, Norfolk, Bristol
and Plymouth accounted for 55% of al traffic fatalities from 2013-2017.

Massachusetts Counties and Major Roads

Traffic Fatalities
2013 - 2017
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At the city/town level, traffic fatalities were highest in Boston with 120 motor-vehicle related deaths during the
five-year period from 2013 to 2017. Springfield, Brockton, Worcester, and Middleborough rounded out the top
five, respectively.

Total Fatalltles (2013 - 2017)
EOSTON 120
SPRINGFIELD 5
ERDCKTON ag
WORCESTER a3
MIDDLEEDRD 2
MEW EEDFORD 25|
QUINCY 24
PLYMOUTH 23
FALL RIVER 22
HOLYDKE 19
DA RTMOUTH 18
FITCHEURG 17
LOWELL 17
WAREHAM 17
WESTFIELD 17
WESTPORT 17
CHICOPEE 15
ANDOVER 13
MA NEFIELD 1z
METHLIEN 1z
RANDOLPH 15
RATNHAM 15
DKFORD 14
TAUNTON 14
WEST SPRINGFIELD 14

Eleven of the top 25 towns hail from Southeastern Massachusetts (Bristol County — 7; Plymouth County — 4).
Brockton, Dartmouth, Fall River, Mansfield, Middleboro, New Bedford, Plymouth, Raynham, Taunton,
Wareham, and Westport accounted for 58% of the combined 430 fatalities reported in Bristol and Plymouth
County from 2013-2017. The map provided below reveals the high incidence of motor vehicle-related fatalities
across these two counties.

Surprisingly, Middlesex County only had one town (Lowell) in the top 25 given that the county accounted for
13% of the motor vehicle-related fatalities from 2013-2017. The lack of fatalities concentrated among a few
towns means Middlesex likely has had traffic fatalities occurring with regularity across all communities within
its boundary.

Asin prior HSP, Massachusetts will continue supporting and funding key programs to help make the roadways
safer in these high fatality communities and counties. To get a better idea of where and when traffic fatalities
occur in the Commonwealth, data regarding the time-of-day, day-of-week, month, roadway type, person type
and age will be examined. Thiswill help provide afuller picture of crash fatality trends in Massachusetts, which
will further assists OGR in focusing time and funding for key programs describe within this HSP.

Figure 1: Fatalities by Month, 2013-2017 (Source: FARYS)
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2013 - 2017
Motor Vehicle-Related Fatalities by Town

Fatalities by Manth
2013 - 2017
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From 2013 to 2017, traffic fatalities happened more frequently during the months of July, October and
November. These three months make up 30% of the fatalities. The period from July to December accounted for
56% of fatalities compared to 44% from January to June.

Figure 2: Fatalities by Day-of-Week, 2013-2017 (Source: FARS)
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From 2013 to 2017, the weekend accounted for the top two days for fatalities with 35% of all fatalities
occurring on either Saturday or Sunday. If Friday isincluded as part of the weekend, the three-day period
accounts for half of the fatalities that take place during the seven days of the week.

Fatalities by Time-of-Day
2013 - 2017
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Figure 3: Fatalities by Time-of-Day, 2013-2017 (Source: FARYS)

Using athree-hour range, the time from 6pm to 8:59pm recorded the most fatalities from 2013 to 2017. The
three hours prior and after this time frame was the second and third highest periods for fatalities, respectively. In
all, the time from 3pm to 11:59pm accounted for 47% of al traffic fatalities. Alcohol, drugs, speeding, and
failure to use safety restraints, which will be analyzed further in this document, are all contributing factors to the
higher totals reported during this time.

Figure 4: Fatalities by Roadway Type, 2013-2017 (Source: FARS)

Fatalities by Roadway Type
2013 - 2017
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From 2013 to 2017, traffic fatalities occurred most often on principal and minor arterial roads. These two
roadway types accounted for over half of all traffic fatalities during the five-year period. Local roads were the
site of 21% of all fatalities.

Figure 5: Fatalities by Person Type, 2013-2017 (Source: FARS)

From 2013 to 2017, drivers made up over 60% of all fatalitiesin motor vehicle-related crashes. Pedestrians
accounted for 22%, with passengers and bicyclists following behind with 14% and 3%, respectively.

Figure 6: Fatalities by Age Range, 2013-2017
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Fatalities by Person Type
2013 - 2017

Fatalities by Age Range
2013 -2017
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Lastly, fatalities by age range. Y oung teens and children (age 15 or younger) accounted for 2% of fatalities,
while older teens and young adults (age 16 to 20) accounted for 8% of traffic deaths. The low number of
fatalities can be attributed to the positive impact of Massachusetts law requiring passengers age 12 or younger
to be buckled up as well as meaningful Junior Operator Laws (JOL) that place restrictions on new drivers under
the age of 18.

Those age 21-29 accounted for 22% of al fatalities and, as will be examined in the Occupant Protection
program area, are the leading age group for unrestrained fatalities from 2013-2017. Speeding is also highly
prevalent among driversin this age group, which can increase the risk of serious or fatal injury in acrash —
especially when not wearing a seat belt.

Based on the data provided thus far, traffic fatalities in Massachusetts happen more frequently in eastern
Massachusetts compared to the central and western part of the state. Bristol and Plymouth County, with 11 of
the top 25 communities for fatalities from 2013-2017, are of particular concern and focus for OGR.

Law enforcement will be advised of the importance of conducting overtime enforcement patrols during periods
of high crash occurrences such as July thru November, Friday through Sunday, and the hours from 3pm to
midnight. Particular focus on circumstances where young adults (age 21 — 29) tend to crash will likely have a
positive effect on lowering the number of fatalities for this age group.

While the data presented so far provides a basic overview of the state of motor vehicle-related fatalitiesin
Massachusetts, the FFY 2020 HSP will also look in more detail at fatalities involving impaired driving, lack of
safety restraints or helmets, speeding, distracted driving, motorcyclists, and non-occupants (pedestrians and
bicyclists) within the respective program area.

Methods for Project Selection
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OGR will rely on a multi-faceted approach to developing and selecting the projects for FFY 2020. The input
used to develop the planned activities came from severa sources including:

Data — Trends in fatalities, fatal crashes, serious injuries, seat belt usage, and traffic citations

OGR staff — Provide extensive knowledge on current projects that may be renewed in FFY 2020 as
well as critical insight into subrecipient concerns and suggestions

Partners — State and local government, community groups and non-profit organizations with a public
safety mission.

Subrecipients — Monthly activity reports and final reports provided great information on the impacts of
current programs and what could be changed or improved to make the programs more effective.
Program managers within the HSD establish spreadsheets for every grant under their purview,
covering all aspects including funding, expenditures, and activity (i.e. number of stops, hours of
patrol, types of violations issued). Since many projects are the same year-to-year, staff are able to
compare projects across several years to see trends or where changes need to be made to improve
the impact of the funds distributed.

Open meetings — The HSD team conducted two webinars in May 2019 to solicit feedback from
partners about a wide range of traffic safety issues.

Combining al the sources together, OGR seeks to institute programs that will have the greatest positive impact
in terms of reducing crashes, fatalities, injuries and associated economic losses. Grant subrecipients will be
selected for funding based on data-backed problem identification and how their proposed activity will address
the problem.

When making NHTSA funding available to the public, an Availability of Grant Funding (AGF) opportunity
(our competitive application process) is posted online through the state Mass.Gov online portal and emails are
sent out to prior and potential partners across the state, including, but not limited to, MSP, local police,
municipalities, state agencies, hospitals and non-profit organizations to ensure eligible recipients are aware of
our funding opportunities. The emails provide a hyperlink (URL) to the location in the Mass.Gov portal where
the AGFs and associated grant documents are posted for a minimum of 4-6 weeks. OGR will continue to utilize
ascoring process that resultsin all applications being rated along with several elements and then ranked from
highest to lowest to determine grant awardees. The scoring process will involve convening a Review Team

(RT) that will read and rate al submitted applications. Scoring will be based on application compl eteness,
problem identification, description of planned activities, and the potential for positive impacts on acommunity's
traffic safety.

Due to the requirements of disseminating the NHTSA funds and specific eligible recipients, many of our
NHTSA grant subrecipients who receive these funds or are expected to receive these funds are not done so viaa
competitive review process. These subrecipients are sole source funded and a notice of intent is posted on the
Mass.Gov portal for up to 30 days to inform the public of such award to be made and for the public to comment
on if they wish to do so. Regardlessif an award is competitive or sole-sourced, all subrecipientswill be
required to complete an Application Template which will provide afull description of the program to be funded,
need, goal s/objectives/timeline and detailed budget breakdown of all costs. All expected awards are vetted by
the Executive Director, EOPSS leadership and the Governor’ s Office for final approval.
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List of Information and Data Sources

Fatality Analysis Reporting System (FARS)

MassDOT Crash Data System

Massachusetts Injury Surveillance Program
Massachusetts Citation Data

Massachusetts Statewide Seat Belt Observational Survey
Federal Highway Administration (FHWA)

Federal Bureau of Investigation (FBI) Crime Statistics
United States Census Bureau

Description of Outcomes

Coordination with SHSP

The SHSP has statewide goal's, objectives and emphasis areas which were developed in consultation with
federal, state, local, and private sector safety stakeholders using data-driven, multi-disciplinary approaches
involving engineering, education, enforcement, and emergency response.

As akey contributor to the SHSP planning process, OGR has worked with MassDOT (the lead agency for the
SHSP) and other key stakeholders such as EOHHS, Department of Public Health, regional transit authorities,
insurance companies, WalkBoston, and hospitals to develop atiered classification of emphasis areas. The
emphasis areas are broken into three levels: Strategic, Proactive, and Emerging.

Strategic areas. Impaired Driving, Intersection Crash Prevention, Lane Departures, Occupant Protection,
Speeding/Aggressive Driving, Young Drivers, Older Drivers, Pedestrians, and Motorcycle Riders.

Proactive areas. Bicycles, Truck and Bus-Involved Crashes, At-Grade Crossing, and Traffic Incident
Management Safety (formerly work zone safety). These areas represent less than 10% of annual fatalities or
severe injuries, but require attention to minimize potential increases.

Emerging areas: Data Systems, Drowsy Driving, and Driver Inattention (or Distracted Driving).These areas
focus on improving the data system used to analyze traffic safety patterns and for safety topics where datais
currently inconclusive.

In the HSP, targets many of the same emphasis areas as the SHSP including impaired driving, occupant
protection, speeding/aggressive driving, young and older drivers, pedestrians, motorcycles, bicycles, distracted
and drowsy driving, and data systems (traffic record systems). Intersection Crash Prevention, lane departures
and at-grade crossings are not emphasis areas that are within the purview of the OGR mission. Through grant
funding and media messaging, OGR seeks to change driver, passenger, and non-occupant behaviors that will
result in reduced fatalities on the roadways of Massachusetts. At the same time, the SHSP looks to limit motor
vehicle-related fatalities through infrastructure improvements such as better roadway design, improved
crosswalks, and the upgraded installation of traffic lights. The combination of improving the physical roadway
and roadway user behaviors between OGR and MassDOT, respectively, provides the best strategy for reducing
fatalities.

OGR also worksin collaboration with MassDOT to establish yearly targets for three key core performance
measures — fatalities, fatalities’VMT, and serious injuries. Per federal law (FAST Act), the HSP and SHSP (or
HSIP) must have identical targets for these three performance measures. This ensures both agencies are united
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in the same objectives and will help drive all programs run by both agencies towards the common goals of
decreasing fatalities, fatalitiesVMT, and serious injuries in the long-term.

The performance targets identified in the following section were established as part of the problem
identification process described above. Performance targets were established by reviewing data trends provided

by sources such as FARS, MassDOT’ s Crash Portal, and NHTSA reports.

For FFY 2020, based on available data, OGR and MassDOT have adopted the following goals for calendar base

year 2016-2020 for fatalities, seriousinjuries, and fatalities’VMT.
Five-year average for fatalities will drop 3% to 347 by December 31, 2020

Five-year average for serious injuries will decrease 4% to 2,689 by December 31, 2020

Five-year average for fatalities/VMT will drop 3.5% to 0.56 by December 31, 2020

Performance report
Progress towards meeting State performance targets from the previous fiscal year's HSP

Sort Order

Performance measure name

Progress

C-1) Number of traffic
fatalities (FARS)

In Progress

C-2) Number of serious
injuriesin traffic crashes
(State crash datafiles)

In Progress

C-3) FatalitiesVMT (FARS,
FHWA)

In Progress

C-4) Number of unrestrained
passenger vehicle occupant
fatalities, all seat positions
(FARS)

In Progress

C-5) Number of fatalitiesin
crashes involving adriver or
motorcycle operator with a
BAC of .08 and above
(FARS)

In Progress

C-6) Number of speeding-
related fatalities (FARS)

In Progress

C-7) Number of
motorcyclist fatalities
(FARS)

In Progress

C-8) Number of unhelmeted
motorcyclist fatalities
(FARS)

In Progress

C-9) Number of drivers age
20 or younger involved in
fatal crashes (FARS)

In Progress

10

C-10) Number of pedestrian
fatalities (FARS)

In Progress

11

C-11) Number of bicyclists
fatalities (FARS)

In Progress

10/193



12 B-1) Observed seat belt use |In Progress
for passenger vehicles, front
seat outboard occupants
(survey)

13 Number of distraction- In Progress
affected fatal crashes

13 Number of linked Not Met
M assachusetts EM S/crash
reports

13 Accuracy and completeness |Not Met
of the Registry of Motor
Vehicles' Crash Data
System

13 Number of ambulance Met
services submitting
NEMSIS Version 3 reports

13 Number of intersections Not Met
with Fundamental Data
Elements (FDES)

13 Development of a new Not Met
MassTRAC

Performance Measure: C-1) Number of traffic fatalities (FARS)

Progress. In Progress

Program-Area-Level Report

C-1 Traffic Fatalities

In the FFY 2019 HSP, the performance target for fatalities was to decrease motor vehicle fatalities 3.61% from
the five-year average of 367 in 2016 to afive-year average of 353 by December 31, 2019.

One-year change (2016 to 2017): 10.3% decrease in fatalities from 387 to 347

Five-year average change (2012-2016 to 2013-2017): 2.0% decrease from 364 to 357

This performance target is currently in progress. OGR is cautiously confident the 387 fatalities reported in 2016
was an outlier and, going forward yearly fatalities will be much lower.

Performance Measure: C-2) Number of serious injuriesin traffic crashes (State
crash data files)

Progress: In Progress

Program-Area-Level Report

C-2 Serious Injuries

In the FFY 2019 HSP, the performance target for serious injuries was to decrease serious injuries 10.6% from
the five-year average of 3,132 in 2016 to afive-year average of 2,801 by December 31, 2019.

One-year change (2016 to 2017): 13.7% decrease from 2,983 to 2,575

Five-year average change (2012-2016 to 2013-2017): -6.4% drop from 3,146 to 2,943

This performance target is currently in progress. With afive-year average decline of 6.4% in the past year and a

19.5% decline in serious injuries since 2013, Massachusetts is cautiously optimistic about achieving the five-
year average goal of 2,801 by December 31, 2019.
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Performance Measure: C-3) FatalitiesVMT (FARS, FHWA)

Progress: In Progress

Program-Area-Level Report

C-3 Fatality/VMT

In the FFY 2019 HSP, the performance target for fatalities’VMT was to decrease fatality/VMT rate 8.72% from
the five-year average of 0.64 in 2016 to afive-year average of 0.58 by December 31, 2019.

One-year change (2016 to 2017): 7.9% decrease from 0.63 to 0.58

Five-year average (2012-2016 to 2013-2017): -3.2% decline from 0.63 to 0.61

This performance target isin progress. The one-year decrease was due to the drop in motor vehicle fatalities
from 387 to 347 from 2016 to 2017. OGR believesthe fatality/VMT rate will remain low as the number of
fatalities remain steady or declineswhile VMT continuesto rise. Since 2013, VMT in Massachusetts has gone
up 2% from 59,588 million to 60,753 million.

Performance Measure: C-4) Number of unrestrained passenger vehicle occupant
fatalities, all seat positions (FARS)

Progress. In Progress

Program-Area-Level Report

C-4 Unrestrained Motor Vehicle Occupant Fatalities

In the FFY 2019 HSP, the performance target was to decrease unrestrained passenger vehicle occupant fatalities
5% from the five-year average of 102 in 2016 to afive-year average of 97 by December 31, 2019.

One-year change (2016 to 2017): 12.9% increase from 116 to 131

Five-year average (2012-2016 to 2013-2017): 5.4% rise from 104 to 110

This performance target isin progress. Despite the uptick in unrestrained passenger fatalities from 2016 to
2017, OGR expects to see unrestrained fatalities drop in 2018 as the Statewide Seat Belt Usage rate rose from
74% in 2017 to 82% in 2018. An eight percentage point jump indicates more people than ever are utilizing their
seat belts when riding in amotor vehicle and ultimately means better protection from fatal injury in the event of
acrash.

Performance Measure: C-5) Number of fatalitiesin crashesinvolving adriver or
motorcycle operator with a BAC of .08 and above (FARS)

Progress: In Progress

Program-Area-Level Report

C-5 Alcohol-Impaired Driving Fatalities (BAC = .08 or higher)

In the FFY 2019 HSP, the performance target was to decrease a cohol-impaired driving fatalities 5% from the
five-year average of 126 in 2016 to afive-year average of 119 by December 31, 2019.

One-year change (2016 to 2017): 18.9% decrease from 148 to 120

Five-year average (2012-2016 to 2013-2017): 1.4% drop from 130 to 128

Progress is being made on this target. The total number of alcohol-impaired fatalities for the five-year period
2013-2017 was 641, down from 650 for 2012-2016. The rate of alcohol-impaired fatalities per 100 million
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VMT dropped from 0.24 in 2016 to 0.20 in 2017. OGR is cautiously optimistic the decline of both a cohol-
impaired fatalities and alcohol-impaired fatalitiesVMT indicate a positive trend towards lower alcohol-
impaired fatalities in the near future.

Performance Measure: C-6) Number of speeding-related fatalities (FARS)

Progress. In Progress

Program-Area-Level Report

C-6 Speed-Related Fatalities

In the FFY 2019 HSP, the performance target was to decrease speed-related fatalities 5% from the five-year
average of 97 in 2016 to afive-year average of 94 by December 31, 2019.

One-year change (2016 to 2017): 21.6% decrease from 125 to 98

Five-year average (2012-2016 to 2013-2017): 3.2% drop from 101 to 98

This performance target isin progress as the five-year average for 2017 moves closer towards the target of 94
by the conclusion of 2019. OGR sees the number of speed-related fatalitiesin 2016 as an outlier as the previous
three years (2013-2015) averaged 89 fatalities per year and expects the FFY 2019 target to be met in 2019.

Performance Measure: C-7) Number of motorcyclist fatalities (FARS)

Progress. In Progress

Program-Area-Level Report

C-7 Motorcyclist Fatalities

In the FFY 2019 HSP, the performance target was to decrease motorcyclist fatalities 5% from the five-year
average of 49 in 2016 to afive-year average of 46 by December 31, 2019.

One-year change (2016 to 2017): 15.9% increase from 44 to 51

Five-year average (2012-2016 to 2013-2017): 2% decline from 49 to 48

This performance target is currently in progress. Despite the increase in year-to-year motorcycle fatalities, the
five-year average dropped. OGR expects continued funding and focuses on improving motorcycle driver
trainings and education in collaboration with the RMV during FFY 2019 will lead to declining fatalities among
motorcyclists.

Performance Measure: C-8) Number of unhelmeted motorcyclist fatalities (FARS)
Progress. In Progress

Program-Area-Level Report

C-8 Unhelmeted Motorcyclist Fatalities

In the FFY 2019 HSP, the performance target was to decrease unhelmeted motorcycle fatalities 25% from the
five-year average of 4 in 2016 to afive-year average of 3 by December 31, 2019.

One-year change (2016 to 2017): 66.7% drop from 3 to 1

Five-year average (2012-2016 to 2013-2017): No change, remains at 4

Although the five-year average for both 2016 and 2017 have attained the goal of four set in the FFY 2018 HSP,
this performance target remainsin progress as the numbers for 2018 and 2019 are yet to be determined.

Performance Measure: C-9) Number of drivers age 20 or younger involved in fatal
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crashes (FARS)

Progress: In Progress

Program-Area-Level Report

C-9 Number of Drivers age 20 or younger Involved in a Fatal Crash

In the FFY 2019 HSP, the performance target was to decrease the number of young drivers (age 20 or under)
involved in fatal crashes 5% from the five-year average of 38 in 2016 to afive-year average of 36 by December
31, 2019.

One-year change (2016-2017): 25% decrease from 48 to 36

Five-year average (2012-2016 to 2013-2017): 4.7% decline from 38 to 36

Although his performance target is still in progress as the numbers from 2018 and 2019 remain to be seen, the
five-year average for 2017 has met the FFY 2019 target goal of 36 to be achieved by December 31, 2019.

Performance Measure: C-10) Number of pedestrian fatalities (FARS)

Progress. In Progress

Program-Area-Level Report

C-10 Pedestrian Fatalities

In the FFY 2019 HSP, the performance target was to decrease pedestrian fatalities 5% from the five-year
average of 79 in 2016 to afive-year average of 75 by December 31, 2019.

One-year change (2016 to 2017): 7.7% decrease from 78 to 72

Five-year average (2012-2016 to 2013-2017): 2.6% drop from 78 to 76

This performance target isin progress. The decline in both the one-year and five-year values for 2017 point
towards a high likelihood of meeting the target goal of 75 by December 31, 2019. OGR is confident the
expansion of its pedestrian safety-related grant program in FFY 2018 and 2019 will have a positive impact on
the numbers for those two years.

Performance Measure: C-11) Number of bicyclists fatalities (FARS)

Progress: In Progress

Program-Area-Level Report

C-11 Bicyclist Fatalities

In the FFY 2019 HSP, the performance target was to decrease bicyclist fatalities 10% from the five-year
average of 10in 2016 to afive-year average of 9 by December 31, 2019.

One-year change (2016 to 2017): 20% increase from 10 to 12

Five-year average (2012-2016 to 2013-2017): No change, remains at 10

This performance target is currently in progress. The expansion of the pedestrian safety-related grant program
mentioned above involves bicyclist safety as well. Subrecipients have been allowed to purchase bicycle helmets
with funding received for the Pedestrian and Bicyclist Enforcement and Equipment Grant. This recent change to
the grant will further help communities improve bicyclist safety, especially among children age 12 or younger.

Performance Measure: B-1) Observed seat belt use for passenger vehicles, front
seat outboard occupants (survey)
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Progress: In Progress

Program-Area-Level Report

B-1 Observed Seat Belt Usage

In the FFY 2019 HSP, the performance target was to increase observed seat belt use rate 3% from the five-year
average of 76% in 2016 to afive-year average of 78% by December 31, 20109.

One-year change (2016 to 2017): 10.8% increase from 74% to 82%

Five-year average (2012-2016 to 2013-2017): 1.9% increase in belt usage from 76% to 77%

This performance target is currently in progress. The increase in the five-year average, aswell asthe 7% risein
belt usage since 2014, provide evidence of a positive trend towards attaining the goal of 78% by December 31,
2019.

Performance Measure: Number of distraction-affected fatal crashes
Progress. In Progress

Program-Area-Level Report

NC-1 Distraction-Affected Fatal Crashes

In the FFY 2019 HSP, the performance target was to decrease the five-year average of distraction-affected fatal
crashes 10% from 30 in 2016 to 27 by December 31, 2019.

One-year change (2016 to 2017): 36.4% decline from 33 to 21

Five-year average (2012-2016 to 2013-2017): 7.1% decrease from 31 to 29

This performance target isin progress. The drop in both the one-year and five-year average indicate positive
movement towards the goal of 27 by December 31, 2019. OGR is confident the continued funding of statewide
distracted driving messaging such as the recent “Don’t be that guy” advertising campaign will help increase
driver awareness.

Performance Measure: Number of linked Massachusetts EM S/crash reports
Progress: Not Met
Program-Area-Level Report
TR-1 Number of Linked Massachusetts EM S/crash report
For FFY 2019, the target was to improve the integration of traffic records systems by increasing the number of
linked Massachusetts EM S/crash reports from 0% to 75% from January 1, 2018 to December 31, 2018.
The goal was not achieved as the final linkage rate was 58% as of December 31, 2018.

Performance Measure: Accuracy and completeness of the Registry of Motor

Vehicles Crash Data System
Progress. Not Met

Program-Area-Level Report

TR-2 Improve Accuracy and Completeness of RMV'’ s Crash Data System

For FFY 2019, the target was to decrease the number of crash reports rejected for not meeting the minimum
criteriato be accepted into the system from 1,487 between April 1, 2017 and March 31, 2018 to 1,425 or less
between April 1, 2018 and March 31, 2019.

This goa was not achieved as the number of crash reports rejected for not meeting the minimum criteriato be
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accepted into the system only decreased from 1,487 to 1,466 by March 31, 2019.
Performance Measure: Number of ambulance services submitting NEMSIS

Version 3 reports
Progress. Met

Program-Area-Level Report

TR-3 Number of Ambulance Services Submitting NEMSIS Version 3.0

For FFY 2019, the target was to improve the completeness of MATRIS by increasing the number of ambulance
services submitting NEM SIS Version 3 reports to the system from 0 between April 1, 2017 and March 31, 2018
to 3 or more between April 1, 2018 and March 31, 2019.

This goa was achieved with the number of ambulance services submitting NEM SIS Version 3 reports to
MATRIS increased from zero to eight by March 31, 2019.

Performance Measure: Number of intersections with Fundamental Data Elements

(FDEs)
Progress. Not Met

Program-Area-Level Report

TR-4 Number of Intersections with Fundamental Data Elements (FDES)

For FFY 2019, the target was to improve the compl eteness of the Massachusetts statewide road inventory
database by increasing the number of intersections with Fundamental Data Elements (FDES) from 0 as of June
30, 2017 to 5,400 as of December 31, 2018.

This goal was not achieved as the final number of intersections with FDEs was 1,407 by September 30, 2019.

Performance Measure: Development of anew MassTRAC
Progress: Not Met
Program-Area-Level Report
For FFY 2019, the target was to develop atentative business plan for anew MassTRAC by September 30,
2018.
This goal was not achieved as it was deemed prudent to await further research on the upgrading of MassDOT’s
Crash Data Portal before proceeding with a business plan.

Performance Plan

Sort Order

Performance
measure
name

Target Period

Target Start
Year

Target End
Y ear

Target Value

C-1) Number
of traffic
fatalities
(FARS)

SYear

2016

2020

347.00

16/193




C-2) Number
of serious
injuriesin
traffic crashes
(State crash
datafiles)

SYear

2016

2020

2689.00

C-3)
Fatalities’'VM
T (FARS,
FHWA)

SYear

2016

2020

0.56

C-4) Number
of
unrestrained
passenger
vehicle
occupant
fatalities, all
seat positions
(FARS)

5Year

2016

2020

108.00

C-5) Number
of fatalitiesin
crashes
involving a
driver or
motorcycle
operator with
aBAC of .08
and above
(FARS)

SYear

2016

2020

124.00

C-6) Number
of speeding-
related
fatalities
(FARS)

5Year

2016

2020

93.00

C-7) Number
of

motorcyclist
fatalities
(FARS)

5Year

2016

2020

46.00

C-8) Number
of
unhelmeted
motorcyclist
fatalities
(FARYS)

SYear

2016

2020

3.00

C-9) Number
of driversage
20 or younger
involved in
fatal crashes
(FARS)

5Year

2016

2020

35.00

10

C-10)
Number of
pedestrian
fatalities
(FARS)

5Year

2016

2020

73.00
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11 C-11) 2016 2020 9.00
Number of
bicyclists
fatalities
(FARS)

12 B-1)
Observed seat
belt use for
passenger
vehicles,
front seat
outboard
occupants
(survey)

13 Number of
distraction-
affected fata
crashes

15 Accuracy and
completeness
of the
Registry of
Motor
Vehicles
Crash Data
System

16 Number of
ambulance
services
submitting
NEMSIS
Version 3
reports

18 Development
of anew
MassTRAC

Performance Measure: C-1) Number of traffic fatalities (FARS)
Performance Target details

SYear

SYear 2016 2020 80.00

S5Year 2016 2020 27.00

Annual 2020 2020 1390

Annual 2020 2020 220

Other 2019 2020 1.00

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
C-1) Number of [Numeric 347.00 5Year 2016

traffic fatalities
(FARS)-2020

Performance Target Justification

Disclaimer: The first three performance measures and projected targets listed in this section — Traffic Fatalities,
Serious Injuries, and FatalitiesVMT — are required by NHTSA and FHWA to be identical to what MassDOT
projectsin its annual State Highway Safety Plan report. Please be aware that FHWA has been pushing
MassDOT to use the five-year average 2014-2018 to devel op the 2020 targets. At thistime, 2017 fatality data
for Massachusettsis till not finalized and 2018 is preliminary. MassDOT and OGR’ stargets for these three
performance measures must match or FHWA will delay funding to MassDOT until the targets arein line.
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Because of this requirement, the actual data results shown for 2013-2017 may not support, at thistime, the
projections for 2020.

C-1 Traffic Fatalities

For the FFY 2020 HSP, OGR is projecting that the five-year average for traffic fatalities will drop 3% from 358
in 2018 to 347 by December 31, 2020.

Historical data suggests that the 387 deaths reported in 2016 will be an outlier and that data from 2018 and 2019
should show areturn to the norm. As the chart below shows, the 387 reported fatalities in 2016 were preceded
by three years with lower totals. Plus, the fatalities for 2017 were over 10% lower than in 2016.

Figure 6: Traffic Fatalities, 2013-2017
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OGR is also confident that the slate of planned activities for FFY 2020 will help to further reduce traffic
fatalities as the integrated approach of enforcement, education and media outreach positively impacts occupant
and non-occupant behaviors on the roadways of Massachusetts.

Performance Measure: C-2) Number of serious injuriesin traffic crashes (State

crash data files)
Performance Target details

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
C-2) Number of |Numeric 2689.00 5Year 2016

seriousinjuries
in traffic crashes
(State crash data
files)-2020
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Program-Area-Level Report

For FFY 2020, OGR projects that the five-year average for serious injuries will decrease 4% from 2,810 in 2018
to 2,689 by December 31, 2020.

Seriousinjuries have declined nearly 20% since 2013 and OGR is confident it will continue falling in light of
the jJump in seat belt usage from 77% in 2017 to 82% in 2018. Safety improvements to vehicles such as
collision alerts and automatic braking will further increase the safety of users of Massachusetts' roadways.
Figure 7: Serious Injuries, 2013-2017

SR OIS |I'J urmes

OGR expectsits FFY 2020 planned activities to have a positive impact on serious injuries with enforcement,
education and media campaigns aimed at increasing safety awareness, especially wearing seat belts,
distractions, impairment and maintaining reasonable speeds. Each person that wears a seat belt, drives
attentively, soberly and under control increases his/her chances of surviving a crash with minimal or no injuries.

Performance Measure: C-3) FatalitiesVMT (FARS, FHWA)
Performance Target details

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Year
C-3) Numeric 0.56 5Year 2016
FatalitiesVMT
(FARS,
FHWA)-2020

Performance Target Justification

C-3 FatalitiesVMT For FFY
2020, OGR projects the five-year average for fatalities’VMT will drop 3.5% from 0.57 in 2018 to 0.56 by
December 31, 2020. In 2017, the number of fatalities dropped over 10% from 2016 and the five-year average
for fatalities declined 2%. Concurrently, VMT is expected to continue rising nearly 1% yearly. This
combination of increasing VMT and declining fatalities over the next few years will result in lower
fatality/VMT rates.

Figure 8: FatalitiesVMT, 2013-2017
Preliminary fatality datafor 2018 from RMV indicates the number of motor vehicle-relat

ed fatalitiesis 360. With the VMT expected to increase at least 1% in 2018, the five-year fatalitiesVMT rateis
projected to be 0.59. While preliminary numbers will likely lead to an unchanged five-year average ratein
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2018, OGR is confident the successful implementation of its grant programs during FFY 2019 will lead to lower
fatalitiesin 2019 that will help meet the goal of 0.56 by December 31, 2020.

Performance Measure: C-4) Number of unrestrained passenger vehicle occupant

fatalities, all seat positions (FARS)
Performance Target details

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
C-4) Number of |Numeric 108.00 5Year 2016
unrestrained
passenger

vehicle occupant
fatalities, all seat
positions
(FARS)-2020
Program-Area-Level Report

C-4 Unrestrained MV Occupant Fatalities

For FFY 2020, the performance target is to decrease the five-year average for unrestrained passenger vehicle
fatalities 2% from 110 in 2017 to 108 by December 31, 2020. After hitting aten-year low in 2015, unrestrained
fatalities have risen substantially in the following years. OGR is cautiously optimistic the jJump in seat belt
usage rate from 74% to 82% in 2018 is reflective of a more educated and knowledgeable motor vehicle
occupant population, which would lead to lower unrestrained fatalities in 2018 and 2019.

Figure 9: Unrestrained Fatalities, 2013-2017
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Unrestrained Fatalities

Given the recent increase in unrestrained fatalities, a 2% decline in the five-year average by December 31, 2020
is prudent. Asdone in FFY 2019, OGR will utilize detailed unrestrained data to focus messaging for seat belt
usage and awareness campaign in key ‘hot spots' across Massachusetts. These ‘ hot spots' include the counties
of Worcester, Bristol and Plymouth — which account for 43% of all unrestrained fatalities from 2013 to 2017. In
terms of the age range, the 21-29 segment accounted for 27% of all unrestrained fatalities and OGR will tailor
messaging to appeal to drivers and passengers in that age bracket.

Performance Measure: C-5) Number of fatalitiesin crashesinvolving adriver or

motorcycle operator with a BAC of .08 and above (FARS)
Performance Target details

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear

C-5) Number of [Numeric 124.00 5Year 2016
fatalitiesin
crashes
involving a
driver or
motorcycle
operator with a
BAC of .08 and
above (FARS)-
2020
Performance Target Justification

C-5 Alcohol-Impaired Driving Fatalities (BAC = 0.08 or higher)

For FFY 2020, the performance target is to decrease alcohol-impaired driving fatalities 3% from the five-year
average of 128 in 2017 to 124 by December 31, 2020. The fluctuation in alcohol-impaired driving fatalities
makes it difficult to predict what 2018, 2019 and 2020 may bring.

Figure 10: Alcohol-Impaired Fatalities, 2013-2017

OGR decided to decrease the target to 3% from 5% used in FFY 2019 as a hedge against the unpredictable
nature of alcohol-impaired fatalities on a year-to-year basis. For FFY 2020, there will be increased coordination
between OGR and ABCC to better target areas of high impaired driving rates and expose establishments known
for providing last drinksto driversinvolved in fatal crashes. Additionally, the M SP Sobriety Checkpoint &

Saturation Patrol Planned Activity will be structured to focus resources on clusters of communities that have
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high incidences of impaired driving fatalities on local Roads. There will be extra emphasis on engaging local
police departments to participate in the activities.

Performance Measure: C-6) Number of speeding-related fatalities (FARS)
Performance Target details

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
C-6) Number of |Numeric 93.00 5Year 2016
speeding-related
fatalities
(FARS)-2020

Performance Target Justification

C-6 Speeding-Related Fatalities

For FFY 2020, the performance target is to decrease speed-related fatalities 5% from the five-year average of 98
in 2017 to 93 by December 31, 2020. After a 22% drop in fatalities from 2016 to 2017, OGR is confident the
125 fatalities reported in 2016 is an outlier and speed-related deaths will return to mean of the previous three
years (89, 2013-2014), making the target of 93 by 2020 feasible.

Figure 11: Speed-Related Fatalities, 2013-2017

OGR will be implementing two, speed-specific programsin FFY 2020. One will be implemented by MSP and
the other will be incorporated as a new enforcement component of the Local Police Traffic Enforcement Grant
Program. Also, subrecipients of the STEP and Pedestrian and Bicycle grants will continue to provide datain
reports regarding the issuance of speed-related violations. Law enforcement, especially those in regions with
high speed-related fatalities such as Worcester and Hampden counties, will be provided detailed data to better
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align their overtime enforcement patrols with recent trends. One recommendation for FFY 2020 will be to have
more patrols during the months of July, October, and November — which account for over 33% of all speed-
related fatalities from 2013 to 2017.

Performance Measure: C-7) Number of motorcyclist fatalities (FARS)
Performance Target details

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
C-7) Number of |Numeric 46.00 5Year 2016
motorcyclist
fatalities
(FARS)-2020

Performance Target Justification

C-7 Motorcyclist Fatalities

For FFY 2020, the performance target is to decrease motorcyclist fatalities 5% from the five-year average of 48
in 2017 to 46 by December 31, 2020. Despite the increase in fatalities from 2016 to 2017, the five-year average
dropped 2% from 49 to 48. The number of motorcycle fatalities per 100 million VMT has declined from 0.09 in
201310 0.08in 2017, an 11% drop.

Figure 12: Motorcyclist Fatalities, 2013-2017

Performance Measure: C-8) Number of unhelmeted motorcyclist fatalities (FARS)
Performance Target details
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Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
C-8) Number of |Numeric 3.00 5Year 2016
unhelmeted
motorcyclist
fatalities

Performance Target Justification

C-8 Unhelmeted Motorcyclist Fatalities For FFY 2020, the performance target is to decrease unhelmeted
motorcycle fatalities 25% from the five-year average of 4 in 2017 to 3 by December 31, 2020. Since 2015,

unhelmeted fatalities have fallen from seven to one — an 85% drop.

Figure 13: Unhelmeted Fatalities, 2013-2017 Despite the decline in unhelmeted motorcycle fatalities, OGR will
continue working on effective messaging on the dangers of not wearing helmets, especially among the 21-24

age range. These riders accounted for 20% of al motorcyclist fatalities from 2013-2017.

Performance Measure: C-9) Number of drivers age 20 or younger involved in fatal

crashes (FARS)
Performance Target details
Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
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Performance Target Justification

C-9 Young Drivers (Age 20 or younger) Involved in a Fatal Crash

For FFY 2020, the performance target is to decrease the number of young drivers (age 20 or under) involved in
fatal crashes 5% from the five-year average of 36 in 2017 to 35 by December 31, 2020.

Figure 14: Y oung Driversin Fatal Crashes, 2013-2017

After hitting an all-time low of 27 in 2014, the number of drivers under 21 years of agein afatal crash has
increased by 33% to 36 in 2017. While thisis very concerning, the five-year average for 2013-2017 dropped
nearly 5% to 36. Furthermore, young drivers accounted for only 8% of all driversinvolved in afatal crash from
2013-2017 meaning OGR’ s messaging as well as Junior Operator Laws (JOL) are having a positive impact.

Performance Measure: C-10) Number of pedestrian fatalities (FARS)
Performance Target details

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
C-10) Number |Numeric 73.00 5Year 2016
of pedestrian
fatalities
(FARS)-2020
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Performance Target Justification

C-10 Pedestrian Fatalities

For FFY 2020, the performance target is to decrease pedestrian fatalities 5% from the five-year average of 76in
2017 to 73 by December 31, 2020.

Figure 15: Pedestrian Fatalities, 2013-2017

For the second consecutive year, pedestrian fatalities have declined. Since 2013, fatalities have decreased 9%
and the five-year average has gone down nearly 3%. In FFY 2020, OGR will seek to expand the pool of
potential applicants to the Pedestrian/Bicycle Enforcement and Equipment Grant Program as well as continue to
allow subrecipients the option of spending an allotted percentage of their awarded funding on pedestrian and/or
bicycle safety-related equipment such as crosswalk signs and reflectors.

OGR will reach out to communities within Suffolk County (Boston, Revere, Chelsea, Winthrop) to apply for
Pedestrian and Bicyclist Enforcement and Equipment Grant Program funding as Suffolk had pedestrians and
bicyclist accounting for 48% of all traffic fatalities from 2013-2017. Having Suffolk involved, especially
Boston, will help improve pedestrian safety in FFY 2020.

Performance Measure: C-11) Number of bicyclists fatalities (FARS)
Performance Target details

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
C-11) Number |Numeric 9.00 5Year 2016
of bicyclists
fatalities
(FARS)-2020
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Performance Target Justification
C-11 Bicyclist Fatalities For FFY 2020 HSP, the performance target is to decrease bicyclist fatalities 5% from
the five-year average of 10in 2017 to 9 by December 31, 2020.
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Figure 15: Bicyclist Fatalities, 2013-2017 Bicyclist fatalities rose 20% in 2017 from 10 from 12. The five-year
average remained constant at 10. As with pedestrian fatalities, expanding the pool of potential applicant to the
FFY 2020 Pedestrian and Bicyclist Enforcement grant will help improve bicycle safety across the
Commonwealth. As mentioned in the pedestrian section above, OGR will reach out and encourage Suffolk
County communitiesto apply for an FFY 2020 Pedestrian and Bicyclist Enforcement and Equipment Grant
Program, especially Boston. The capital city saw 6% of its traffic fatalities from 2013-2017 among bicyclists.
With the growth of bike rental and share programs like Blue Bikes, the number of bicyclists on the roadways of
Boston — whether aresident or visitor — has risen substantially in recent years.

Performance Measure: B-1) Observed seat belt use for passenger vehicles, front

seat outboard occupants (survey)
Performance Target details

Performance
Target

Target Metric
Type

Target Value

Target Period

Target Start
Year

B-1) Observed

Percentage

80.00

SYear

2016

seat belt use for
passenger
vehicles, front
seat outboard
occupants
(survey)-2020

Performance Target Justification

B-1 Observed Seat Belt Usage Rate

For FFY 2020 HSP, the performance target is to increase the observed seat belt usage rate 4% from the five-
year average of 77 in 2018 to afive-year average of 80 by December 31, 2020.

Figure 16: Observed Seat Belt Usage, 2014-2018

In 2018, Massachusetts saw a dramatic increase in seat belt usage. Rising from 74% to 82%, it represented a
nearly 11% increase in the rate and it a'so was the highest usage rate ever reported for the state. Despite therise
from 2017 to 2018, OGR is cautiously optimistic the seat belt usage rate will continue improving in the coming
years as evidence by performance target set for 2020. This caution is due to the history of Massachusetts' seat
belt usage rate. Each year the rate rises, the following year the rate falls. Figure 16 shows how unpredictable the
usage rate has been since 2014.

OGR will continue messaging the importance of seat belt usage throughout FFY 2020 as well as continue
making seat belt violations among one of the key citations to be reported by law enforcement when conducting
grant-funded activities.

Performance M easure: Number of distraction-affected fatal crashes
Performance Target details

Target Value | Target Period Target Start

Y ear

Performance
Target

Target Metric
Type
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Performance Target Justification

NC-1 Distraction-Affected Fatal Crashes

For FFY 2020, the performance target is to decrease the five-year average of distraction-affected fatal crashes
5% from 29 in 2017 to 27 by December 31, 2020. Since 2013, distraction-affected crashes have dropped 46%.
This decline is somewhat deceiving as determining whether a distraction, especially the use of a cellphone or
electronic device, attributed to afatal crash has been found quite difficult. Of the 2,322 driversinvolvingin a
fatal crash in Massachusetts from 2013-2017, only 143 were found to be distracted at the time of the collision, a
mere 6% of all drivers. Given the popularity of cellphones as well as a multitude of internal (console dials,
passengers, eating/drinking) and external (flashing lights, confusing signage, unique landmark) distractions that
drivers confront each day, having only 6% of drivers distracted is hard to believe.

Figure 17: Distraction-Affected Crashes, 2013-2017

While there is amultitude of possible distractions for drivers, it is hard for police to definitively prove a
distraction, whether internal or external, was afactor in afatal crash. Lack of eyewitnessesis one issue that
hinders police when trying to obtain evidence of distraction. Surviving drivers who don'’t recall being distracted
or fail to mention having been distracted is another issue. Furthermore, the legal and bureaucratic roadblocks to
obtaining cellphone records (as well as the time involved) can also discourage law enforcement from pursuing
possible driver distraction.

Because of the difficultiesinherent when law enforcement tries to determine if adriver in afatal crash was
distracted at the point of impact, OGR has decided to be conservative with a 2020 performance target of 5%
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despite the nearly 50% drop in distracted-affected crashes since 2013.
Performance Measure: Accuracy and completeness of the Registry of Motor

Vehicles Crash Data System
Performance Target details

Performance
Target

Target Metric
Type

Target Value

Target Period

Target Start
Year

Accuracy and

Numeric

1390

Annud

2020

completeness of
the Registry of
Motor Vehicles
Crash Data
System-2020

Primary performance attribute: Accuracy
Coretraffic records data system to be impacted: Crash

Performance Target Justification

To improve the accuracy and completeness of the RMV Crash Data System by decreasing the number of crash
reports rejected for not meeting the minimum criteria to be accepted into the system from 1,466 between April
1, 2018, and March 31, 2019, to 1,390 or less between April 1, 2019, and March 31, 2020.

It is anticipated the Registry of Motor Vehicles Law Enforcement Liaison project in FFY 2020 - building off
the work done through its Data Quality Review of Crash Reports Accepted with Warning and Technical
Assistance to Police Department to Improve Completeness and Reduce Errors completed in FFY 2019 - will
help to further decrease the number of rejected reports and increase the accuracy and completeness of the Crash
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Data System. Thiswill be achieved through several outreach efforts by the LEL, in particular one-on-one
reviews of departments’ Accepted with Warning reports. Other projects detailed in the FFY 2020 M assachusetts
Strategic Plan for Traffic Records Improvement will assist with reaching this target, including the Motor
Vehicle Automated Citation and Crash System (MACCS) project by making submissions of crash reports
easier, thus reducing the likelihood of rejected reports.

Performance Measure: Number of ambulance services submitting NEMSIS

Version 3 reports
Performance Target details

Performance
Target

Target Metric
Type

Target Value

Target Period

Target Start
Year

Numeric

220

Annud

2020

Number of
ambulance
services
submitting
NEMSIS
Version 3
reports-2020

Primary performance attribute: Completeness
Coretraffic records data system to be impacted: Emergency Medical Services/Injury Surveillance Systems

Performance Target Justification

To improve the completeness of the Massachusetts Department of Public Health’ s Massachusetts Ambulance
Trip Record Information System (MATRIS) by increasing the number of ambulance services submitting
NEMSIS Version 3 reports to the system from 8 between April 1, 2018 and March 31, 2019 to 220 or more
between April 1, 2019 and March 31, 2020.

It is expected that the two MATRIS related projects for FFY 2020 will increase the number of ambulance
services submitting NEM SIS Version 3 reports to the system, increasing the completeness of the data into the
system as well as other aspects of its data quality. Another project detailed in the FFY 2020 M assachusetts
Strategic Plan for Traffic Records Improvement, the Boston Cyclist, Pedestrian, and Vehicular Incident
Information System Enhancement, will assist with reaching this target by also improving the data quality of the
Version 3 submissions from Boston EMSto MATRIS.

Performance Measure: Development of anew MassTRAC
Performance Target details

Performance | Target Metric | Target Value | Target Period Target Start
Target Type Y ear
Development of 1.00 Other 2019

anew
MassTRAC-
2020

Primary performance attribute: Accessibility
Core traffic records data system to be impacted: Crash
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Performance Target Justification
To develop abusiness plan for anew MassTRAC and have it approved by the TRCC by December 31, 2019.

It is anticipated achievement of this target will enable EOPSS/OGR to secure TRCC approval of upwards of
$375,000 of Section 405-c funding for plans to collaborate with MassDOT to further expand its Crash Data
Portal that was updated in July 2019. It is expected Section 402 funding in FFY 2020 would secure a vendor to
develop a business plan and budget to add additional capabilities, data sets, etc. that traffic records stakeholders
need, in particular law enforcement and frequent users of the Crash Data Portal, that the new portal doesn’t now
provide. Such a plan would also document further training requirements/user support needs. The vendor would
assist with presenting the business plan to the TRCC. More information on this project isin the FFY 2020
Massachusetts Strategic Plan for Traffic Records Improvement.

Certification: State HSP performance targets are identical to the State DOT targets for common performance
measures (fatality, fatality rate, and serious injuries) reported in the HSIP annual report, as coordinated through
the State SHSP.
| certify: No

A-1) Number of seat belt citationsissued during grant-funded enforcement activities*

Seat belt citations: 5599
Fiscal Year A-1: 2018

A-2) Number of impaired driving arrests made during grant-funded enforcement activities*
Impaired driving arrests. 304
Fiscal Year A-2: 2018
A-3) Number of speeding citations issued during grant-funded enforcement activities*
Speeding citations: 7829
Fiscal Year A-3: 2018

Program areas

Program Area: Distracted Driving

Description of Highway Safety Problems

Distracted driving occurs when a driver failsto pay full attention to the task of driving and instead diverts
his/her attention from the roadway. While this includes traditional distractions such as talking to passengers,
eating, and adjusting radio controls, the use of hand-held and built-in electronic devices such as phones, tablets,
infotainment systems, laptop computers, and GPS has quickly added significant major risks to the safety and
health of all road users. Compounding this problem is the continued exponential growth and use of smartphone
apps.

An additional issue related to distracted driving is that data may reflect an under-reporting of the problem.
Unless adriver, passenger, or witness to the crash confirms the distracted behavior, law enforcement must get
access to cell phone records to confirm any usage at the point of impact or just before a crash occurred, and that
does not always happen.

In 2017, nine percent of al fatal crashesin the U.S. were reported as 'distraction-affected (Traffic Safety Facts -
Distracted Driving 2017, DOT HS 812 700, April 2019) involving one or more of the following distractions. an
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occupant; a moving object in the vehicle, talking on a cell phone; manipulating a cell phone; adjusting audio,
climate or other controlsin vehicle; reaching for a device or object; an outside person, object, or event; eating or
drinking; smoking; daydreaming; and general distraction/carel essness.

Of the 2,994 driverskilled in a distraction-affected fatal crash in the United Statesin 2017, 36% (1,087 drivers)
were under 30 yearsof age. This under 30 age group was found to be using a cell phone in 20% of fatal
crashes (214 of 1,087). In Massachusetts, there were 22 documented 'distraction-affected' fatal crashesin 2017,
six percent of all fatal crashes. These crashesresulted in 24 fatalities or 7% of all fatalities. The percentage of
drivers under age 30 involved in adistracted driving crash was 32% (7 of 22) in 2017, lower than the national
rate of 36%.

From 2013 to 2017, Massachusetts had 2,325 driversinvolved in fatal crashes. Of these crashes, 146 drivers
were documented as a 'distraction-affected’ and there were 149 fatalities. Fifty-three drivers, or 36%, of the 146
drivers perished in a crash.

Table 29 shows how much males dominate nearly every type of distraction compared to females. Sixty-eight
percent of distracted drivers were male. Thisis not too surprising given that male drivers account for over 70%
of all driversin crashes from 2013-2017.

"Driver Distracte d by" Eement e Total
Male | Female
By Dther Daupant 3 2 5
By & Mowing Object In wehide 0 [ 0
Whille Talking Or Ustening To Cellular Phone 2 5 7
Whille Manipul at ing Cellular Fhone 4 1 5
Adjusting Audio Or Climate Controls 2 [ 2
Whille Using Ot her Component/Controls Integral To Vehide u] u 0
Whille Wsing Or R eachi ng For Deve/Object Brought Into Vehide 0 1 1
Distracted By Qutside Person, Obje d Or EBvent 0 3 13
Eating Or Drinkineg 7 1 g
smoking Related u] u 0
Ot her Cellular Phone Related 2 1 3
Distractioninattent on 31 15 45
Distraction/Carsless 3 u 3
CarslezsInattentive 13 3 1§
Distraction |(Distraded], Detalk Undnown: [a] 1 1
Inatte ntlon | Inattenthve], Detaills Unknown 22 14 35
Lost In Thought / Day Dreaming a0 [5] 0
Total 0 47 145

Table 29: Driver Distraction by Gender, 2013-2017

10% of all distraction-affected fatal crashes from 2013-2017 were cellphone-related. The elements of
‘distraction/inattention’ and ‘inattention (inattentive)’ were cited in over half the driversinvolved in a crash.
Outside the vehicle or external distractions were cited in 9% of crashes with males accounting for 10 of the 13
driversinvolved.

Table 30: Driver Distraction by Age Group, 2013-2017

To get a better sense of the stratification of the type of driver distraction, age groups provide a clearer view of
driver behavior in a distraction-affected crash. Table 30 displays driver distraction across six age groups. The
first thing that stands out is the double-digit numbers associated with the aged 60 and older driversfor
‘distraction/inattention’ and ‘inattention (inattentive)’.

Drivers under the age of 30 accounted for 60% of cell phone-related distractions. Overall, those under age of 30
were involved in 38% (55 of 146) of all distraction-affected crashes.
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Where, when and how are distraction-affected fatal crashes happening? In the map below, most of the towns
with multiple crashes are near the metro regions of Boston, Springfield, and Worcester aswell asin Bristol
County. Both Bristol and Worcester Counties reported 23 fatal crashes from 2013-2017.

Distraction-Affected Fatal Crashes
2013-2017

1 crash

2 crashes
B 3 crashes
B 4 - 5 crashes
B 5+ crashes

Top communities for distraction crashes were Brockton (7), Boston (5), Dartmouth (5), Springfield (5), and
Worcester (5).

Given that distracted driving resultsin adriver taking his’her eyes off the road in front of him/her, one would
think rear-end collisions would be the most frequent type of collision in a distraction-affected fatal crash.
Oddly, the data from 2013-2017 does not support this hypothesis. In fact, 60% of all distraction-affected crashes
occurred without a collision with another motor vehicle. Rear-end collisions (or front-to-rear) were the third
most frequent collision behind angle and no motor vehicle involved.

Table 31: Type of Distraction-Affected Collision by County, 2013-2017

Plymouth led all counties with 55% of its distraction-affected crashes involving a collision with another vehicle.
Surprisingly, Suffolk (home to Boston) had the lowest, with 17%.

Most distraction-affected crashes took place on either principal or minor arterial roads. These two roadway
types accounted for over half the crashes from 2013-2017. Local roads made up 23% of the crashes. It is nhot
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surprising arterial and local roads make up the bulk of distracted driving crashes as these roadways tend to have
traffic signals and stop signs — places where drivers can easily get distracted while waiting for alight to change
or for the person ahead of them to move. Furthermore, these roadways tend to have lower speed limits

Table 32: Distraction-Affected Fatal Crashes by Roadway Types, 2013-2017

Roadway Type Sl P:l:{::;f
Crashes Crashes
Interstate 19 13%
Freeways /[Expressways 7 5%
Principal Arterial 36 25%
Minor Arterial 38 26%
Major Collector 13 %
Minor Collector 0 0%
Local 33 23%
Total 145

and studies have shown distracted driving, especialy when using an electronic device, resultsin drivers slowing
down rather than speeding up to focus on the distraction. Of the 146 crashes from 2013-3017, only 31 (21%)
involved speeding. For comparison, speed-related crashes during the same period accounted for nearly athird of
all crashes.

When are these crashes occurring? Data from 2013-2017 reveals that nearly 70% of crashes take place between
9 am and 9 pm and Friday is the top day for crashes. Over three-fourths of crashes that day took place between
9 am and 9 pm. Saturday, surprisingly, had the lowest total for crashes. Distracted driving crashes taper off
during the evening and early morning hours with 21% of crashes happening between 9 pm and 6 am.

Sun Mon Tue Wed Thu Fri Sat Total
12am - 25%m 4 2 0 2 0 1 3 12
3am - 5:58am 1 2 0 0 1 2 0 &
Gam - 8:58am 1 4 4 5 1 1 0 16
Bam - 11:5%m 3 3 2 2 2 8 2 22
12pm= 259m 5 3 5 5 5 5 1 2
3pm - 5:59pm 4 3 1 5 2 & 1 n
Bpm - B:55pm 2 5 & 1 3 7 1 25
Spm - 11:5%pm 3 1 1 1 0 4 3 13
Total A 23 15 21 14 34 1
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Table 33: Distraction-Affected Fatal Crashes by Time and Day, 2013-2017
Figure 27: Distraction-Affected Fatal Crashes by Month, 2013-2017

Distraction-Affected Fatal Crashes
2013 -2017

The last data element to examine regarding distracted driving crashesis by month. Three months stand out —
May, August, and October. May is puzzling asit is the month following the annual nationwide Distracted
Driving Awareness Month of April. Although the communications and heightened enforcement campaigns
seem to work well during April, the effects appear to diminish by May. OGR plans to extend messaging about
distracted driving beyond April to better cement awareness of the dangers inherent in driver inattentiveness.
Further analysis is needed to determine what factors may be leading to increased crashes in both August and
October. One possible factor in October could be less light in the evening with darkness falling sooner. Drivers
could be distracted by the headlights of other cars or may have trouble making out signs due to decreased light
resulted in eyes not focused on the roadway.

While distraction-affected fatal crashes have fluctuated in recent years, they have dropped 43% from 2013 to
2017. Despite this positive trend, the whole picture of distracted driving isincomplete. Determining if adriver
was distracted at the time of the crash is extremely difficult for law enforcement investigators. Without
eyewitnesses, adriver could easily lie about what he/she was doing prior to the crash to avoid any fines or
penalties. A driver may honestly not recall what he/she was doing due to shock or a head injury. In general, the
reported number of crashesinvolving distraction-affected drivers should be higher than it is, and OGR will
work with partnersin FFY 2020 to more effectively spread the message on the dangers of distracted driving.
Furthermore, law enforcement involved in the distracted driving enforcement planned activities (DD-20-02,
DD-20-03) will conduct overtime activities during the key hours and days detailed in this section aswell as
along high volume arterial and local roads across the state.

Associated Performance Measures

Fiscal Year Performance |Target End Year| Target Period | Target Value
measure hame

2020 Number of 2020 5Year 27.00
distraction-
affected fata
crashes

Countermeasure Strategiesin Program Area

| Countermeasure Strategy |
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Communication Campaign
High Visibility Cellphone/Text Messaging Enforcement
Highway Safety Office Program Management

Countermeasure Strategy: Communication Campaign
Program Area: Distracted Driving

Project Safety Impacts

Public outreach, whether by radio, television, outdoor displays or social media, is necessary to spread the
message of paying attention to the road while behind the wheel. OGR sees media campaigns for distracted
driving as having atwo-fold impact - 1) to support and enhance the importance of keeping one's eyes on the
road when driving during the planned distracted driving enforcement mobilization in April 2020; and 2) to
continue reminding Massachusetts drivers of the dangers involved in using cell phones while behind the wheel.
Linkage Between Program Area

Distracted driving media campaigns will help lower the number of distracted driving crashes by making drivers
aware on aregular basis of the dangers of not paying attention to the road while driving.

Rationale

Media campaigns are the best way to impact alarge audience with the limited funds avail able.

Planned activities in countermeasure strategy

Unique I dentifier Planned Activity Name
DD-20-01 Distracted Driving Media

Planned Activity: Distracted Driving Media
Planned activity number: DD-20-01
Primary Countermeasure Strategy ID: Communication Campaign

Planned Activity Description

OGR will develop and implement a statewide paid and earned media campaign which will highlight the dangers
of distractions, state laws, and the work of local and MSP to deter distracted driving. Mediawill run in support
of the April 2020 state and local enforcement mobilization and the September 2020 M SP mobilization. OGR
will analyze state and local crash and fatality data as well as research on mobile and app usage trends, to
identify the target audience(s) and the appropriate mediato reach them. Public outreach will extend beyond the
mobilizations to ensure the message is active during periods when fatal distracted crashes spike.

OGR will continue to message to the parents of teen drivers age 15-19 as this age group represents one of the
largest proportions of drivers distracted at the time of fatal crashes. Paid and earned media funds will highlight
the dangers of distractions during the "100 Deadliest Days' from Memorial-Labor Day.

OGR will contract with amarketing and advertising vendor. Internal policies will be followed noting that all
media and communications activities should be in support of data-driven objectives and in coordination with
other activities and programs, in particular, enforcement. Crash and citation data will be used not only for
planning enforcement activities but also to determine the target audiences and media channels used to reach that
audience. NHTSA's guidelines will be followed for messaging, demographics, best practices and target groups
for each media effort.
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Countermeasure Strategy Justification: Communication Campaign

Public outreach, whether by radio, television, outdoor displays or social media, is necessary to spread the
message of paying attention to the road ahead while behind the wheel. OGR sees media campaigns for
distracted driving as having atwo-fold impact: 1) to support and enhance the importance of attentive driving
during the planned distracted driving enforcement mobilization in April 2020; and, 2) to continue reminding
Massachusetts drivers of the dangersinvolved in using cell phones while behind the wheel.

Intended Subreci pients
Mediavendor yet to be determined through state procurement process.

Countermeasure strategies

Countermeasure Strategy

Communication Campaign

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act Paid $250,000.00 [$62,500.00 [$0.00
NHTSA 402 |Advertising
(FAST)

Countermeasure Strategy: High Visibility Cellphone/Text Messaging Enforcement
Program Area: Distracted Driving

Project Safety Impacts

The objective of this countermeasure isto deter electronic device use by increasing the perceived risk of a
ticket. The high visibility enforcement approach combines law enforcement with paid and earned media
supporting the enforcement activity. Enforcement officers will seek out drivers actively using or looking at their
phones while driving, either through assigned patrols or having a‘ spotter’ reporting usage to an officer at a
location further up the road. During FFY 2020, the State Police will participate in a coordinated effort to make
the general public aware of the dangers of distracted driving as well as increasing awareness of the possibility of
receiving aticket for violating the law regarding el ectronic device usage while driving.

Linkage Between Program Area

From 2013 to 2017, 13% of all ‘distraction-affected’ fatal crashes in Massachusetts occurred on interstates and
25% on principal arterial roads. State Police and local police will focus its resources along those roadways
within the key time frame of 9am — 6pm in which half of all distracted driving crashes occur. The counties of
Worcester, Plymouth, and Bristol will be of top focus due to high distraction-affected crashes.

Rationale

High visibility enforcement activities have been shown to be an effective countermeasure to increase awareness
among drivers and passengers. OGR sees the combination of enforcement and education through a targeted
media campaign as the best use of funding to impact a high percentage of the driving population in

M assachusetts.
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Planned activities in countermeasure strategy

Unique Identifier Planned Activity Name

DD-20-02 MSP Distracted Driving Enforcement

DD-20-03 Local Police Distracted Driving
Enforcement

DD-20-04 Higher Education Distracted Driving Media
Program

DD-20-05 Community-Based Distracted Driving
Grant Program

DD-20-06 Program Management - Distracted Driving

Planned Activity: MSP Distracted Driving Enforcement
Planned activity number: DD-20-02
Primary Countermeasure Strategy ID: Supporting Enforcement

Planned Activity Description

The MSP will conduct distracted driving law enforcement during April 2020, Distracted Driving Awareness
Month, using internal RAM S data to determine the appropriate days, times, and locations. The April campaign
will coincide with the distracted driving mobilization period conducted by local police departments
participating in the Traffic Enforcement Grant program.

MSP will employ several trusted high-visibility strategies such as spotter techniques, roving marked and
unmarked cruisers and SUV's, aswell as stationary vehicles. Since distracted driving is associated with driving
behaviors such as operating at inappropriate speeds, slow reaction time, and weaving among traffic, these
behaviors will receive special attention during enforcement periods. A second distracted driving enforcement
campaign is planned for September 2020 as school s reopen.

Intended Subreci pients
Massachusetts Department of State Police

Countermeasure strategies

Countermeasure Strategy
High Vishility Cellphone/Text M essaging Enforcement

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  |Distracted  [$500,000.00 [$125,000.00 [$0.00
NHTSA 402 |Driving
(FAST)

Planned Activity: Local Police Distracted Driving Enforcement
Planned activity number: DD-20-03
Primary Countermeasure Strategy I1D: Sustained Enforcement
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Planned Activity Description

Provide overtime funds to local police departments to conduct enforcement of distracted driving laws, planned
for April of 2020 during the national Distracted Driving Awareness Month. Not only will enforcement patrols
seek out violators who use cellphones and other electronic devices while driving, but also those who exhibit
associated distracted driving behaviors such as operating at an inappropriate speed, slow reaction times, and
weaving among traffic. Patrols will be conducted during high-risk times and locations based on the latest
available state and local data.

The 2020 eligible subrecipients list will be based on overall crash rates, VMT, crashes per VMT, fatal crashes
per VMT, and percentage of fatal crashes related to speed.

Although not finalized, the number of eligible departmentsis estimated to be approximately 171.
Countermeasure Strategy Justification: High Visibility Cellphone/Text Messaging Enforcement

The objective of this countermeasure isto deter electronics use by increasing the perceived risk of aticket. The
high visibility approach combines law enforcement with paid and earned media campaigns supporting the
enforcement activity. Enforcement officers will seek out drivers actively using, or looking at their phones while
driving, either through assigned patrols or having a‘ spotter’ reporting usage to an officer at alocation further
up theroad. During FFY 2020, local police departments will participate in a coordinated effort to make the
general public aware of the dangers of distracted driving as well asincreasing the awareness of the risk of
receiving aticket for violating the law regarding electronic device usage while driving.

From 2013 to 2017, a quarter of Massachusetts municipalities (94 or 351) experienced at least one fatal
‘distraction-affected’ crash. OGR will encourage eligible departments from high incidence towns including
Brockton, Boston, Dartmouth, Springfield, and Worcester to apply for funding. Towns within Bristol and
Worcester County — the two leading counties for crashes - will also be contacted and encouraged to apply for
funding.

High visibility enforcement activities have been shown to be an effective countermeasure to increase awareness
among drivers and passengers. OGR sees the combination of enforcement and education through a targeted
media campaign as the best use of funding to impact a high percentage of the driving population in

M assachusetts.

Intended Subreci pients
Local Police Departments

Countermeasure strategies

Countermeasure Strategy
High Vishility Cellphone/Text M essaging Enforcement

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act Distracted  [$373,200.00 [$93,300.00 [$373,200.00
NHTSA 402 |Driving
(FAST)
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Planned Activity: Higher Education Distracted Driving Media Program
Planned activity number: DD-20-04
Primary Countermeasure Strategy ID: Communication Campaign

Planned Activity Description

Provide grant funds to a college or university to develop a seat belt media campaign that resonates with younger
drivers. The competitive grant award will be given to an academic department such as journalism, marketing, or
one related to video/advertising production. It will be required that a department faculty member oversees the
project including paying for student stipends, supplies, production costs, and travel. The university will not be
reimbursed for faculty salary or related costs. NHTSA funds will pay for student stipends. NHTSA funding will
also be used for program-related supplies, production costs, and travel costs incurred by students and faculty.
The intent is to generate messaging that is conceptualized, developed, produced, and disseminated by young
people to their peers. The end product(s) may be disseminated via social or earned media. The student workers
will be given day-to-day guidance from the faculty member and also be able to work with the OGR staff and
media vendor for additional direction. It is hoped that the end product(s) will be accepted by the target audience
as peer-to-peer messaging as opposed to government messaging.

Countermeasure Strategy Justification: Communication Campaign

OGR sees media campaigns for distracted driving as having atwo-fold impact: 1) to support and enhance the
importance of keeping one’s eyes on the road when driving during the planned distracted driving enforcement
mobilization in April 2020; and, 2) to continue reminding Massachusetts drivers of the dangersinvolved in
using cell phones while behind the wheel.

Tapping college or university students to develop and deliver distracted driving messaging will help OGR
disseminate information that is better tailored for young drivers (those under 25 years of age). Having young
adultsinvolved will lead to a campaign that will resonate with their peers. With well over 30% of distracted
driving fatal crashesinvolving adriver under 25, this planned activity will help increase awareness among that
age group and consequently lower distracted driving crashes.

Intended Subreci pients
An institute of higher education to be selected through a competitive process.

Countermeasure strategies

Countermeasure Strategy
High Vishility Cellphone/Text M essaging Enforcement

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act Distracted  ($10,000.00 [$2,500.00 $0.00
NHTSA 402 |Driving
(FAST)

Planned Activity: Community-Based Distracted Driving Grant Program
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Planned activity number: DD-20-05
Primary Countermeasure Strategy ID:

Planned Activity Description

Competitive grant awards will be provided to one or more organizations such as Girl Scouts, Boy Scouts, PTOs,
schools, faith-based and advocacy groups, etc., that will implement community-based programs. The eligible
applicants may include both non-profit 501(c)(3) or governmental agencies.

This planned activity will consist of one or more data-driven competitive grant programs that will be focused in
geographical areas and/or high-risk populations that have a demonstrated need in the area of distracted driving.
The programs will generally be focused on raising awareness of road safety, training, and changing social
attitudes and behaviors in order to reduce crashes and associated fatalities, injuries and economic losses.
Thiswill not be atraffic enforcement program, but OGR will encourage applicants to develop new or enhance
existing partnerships with law enforcement agencies to achieve project goals.

Selected grant subrecipients will develop and implement traffic safety improvement educational and awareness
programs that address issues in their communities. Programs that focus on high-risk groups or behaviors will be
prioritized. Organizations will be encouraged to build partnerships that incorporate a whole-community, data-
driven approach to identifying and addressing road safety problems. The formation of community-wide road
safety coalitions that bring together a wide constituency to focus on aspects of road safety will also be
encouraged.

Projects that will develop and implement an educational curriculum that aimsto install alife-long road safety
culture in the Commonwealth’s citizenry will also be prioritized. Projects may also incorporate social, and/or
traditional media strategies to change risky behavior on the state' s roadways.

The competitive grant solicitation may guide potential applicantsto various informational resources such as.
National Highway Traffic Safety Administration

Centers for Disease Control and Prevention

Governors Highway Safety Association

Insurance Institute for Highway Safety

National Safety Council

American Automobile Association

The Vision Zero Network

Mothers Against Drunk Driving

Students Against Destructive Decisions

Countermeasure Strategy Justification: Communication Campaign

OGR sees media campaigns for distracted driving as having atwo-fold impact: 1) to support and enhance the
importance of keeping one’s eyes on the road when driving during the planned distracted driving enforcement
mobilization in April 2020; and, 2) to continue reminding Massachusetts drivers of the dangersinvolved in
using cell phones while behind the wheel.

Tapping local community organizations or agencies to develop distracted driving programs will help OGR more
effectively engage local communities in addressing their specific distracted driving issues. With over 20% of
distraction-affected fatal crashes occurring on local roads, this planned activity will help decrease distracted
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driving safety at the municipal level.

Intended Subreci pients
Non-profit and/or governmental organizations selected through a competitive process.

Countermeasure strategies

Countermeasure Strategy
High Visibility Cellphone/Text Messaging Enforcement

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Loca Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act Distracted  [$25,000.00 |$6,250.00 $25,000.00
NHTSA 402 |Driving
(FAST)

Planned Activity: Program Management - Distracted Driving
Planned activity number: DD-20-06
Primary Countermeasure Strategy I1D: Highway Safety Office Program Management
Planned Activity Description
Provide sufficient staff to manage programming described in this plan as well as cover travel, professional
development expenses, conference fees, and postage and office supplies.
Countermeasure Strategy Justification: OGR Program Management
The day-to-day operation of OGR requires funding to allow staff to properly oversee the distracted driving
safety program. Lack of oversight due to reduced or no funding could lead to increased speed-related fatalities
on the roadways of Massachusetts.
Intended Subreci pients
Funds will support SHSO program staff and will not be subawarded.

Countermeasure strategies

Countermeasure Strategy
High Visihility Cellphone/Text Messaging Enforcement
Highway Safety Office Program Management

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |Distracted  |$116,721.00 |$29,180.00 ($0.00
NHTSA 402 |Driving
(FAST)

Countermeasure Strategy: Highway Safety Office Program Management
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Program Area: Distracted Driving

Project Safety Impacts

Funding needed for support staff to conduct day-to-day oversight of all distracted driving-related grants and
planned activities.

Linkage Between Program Area
Without proper funding, distracted driving planned activities would not occur and law enforcement agencies
would not receive the necessary funding to help lower distracted driving fatalities across the state.
Rationale

This countermeasure was selected as it best covered the objectives of the planned activity.

Planned activities in countermeasure strategy

Planned Activity Name
Program Management - Distracted Driving

Unique | dentifier

DD-20-06

Planned Activity: Program Management - Distracted Driving
Planned activity number: DD-20-06
Primary Countermeasure Strategy ID: Highway Safety Office Program Management
Planned Activity Description
Provide sufficient staff to manage programming described in this plan as well as cover travel, professiona
development expenses, conference fees, and postage and office supplies.
Countermeasure Strategy Justification: OGR Program Management
The day-to-day operation of OGR requires funding to allow staff to properly oversee the distracted driving
safety program. Lack of oversight due to reduced or no funding could lead to increased speed-related fatalities
on the roadways of Massachusetts.

Intended Subreci pients
Funds will support SHSO program staff and will not be subawarded.

Countermeasure strategies

Countermeasure Strategy
High Vishility Cellphone/Text Messaging Enforcement
Highway Safety Office Program Management

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act Distracted  [$116,721.00 |$29,180.00 |$0.00
NHTSA 402 |Driving
(FAST)

Program Area: Impaired Driving (Drug and Alcohol)
Description of Highway Safety Problems
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Preventing impaired driving deaths will continue to be atop priority for Massachusetts. In recent years, OGR
has funded projects such as Drive Sober or Get Pulled Over mobilizations with state and local police,
Educational Outreach to Y oung Drivers (aimed at high school students), Drug Recognition Expert (DRE)
training, Sobriety Checkpoints, Standardized Field Sobriety Test training and the Sustained Traffic Enforcement
Program (STEP), dl in an effort to reduce impaired driving crashes across the Commonwealth.

2013 - 2017
Drivers with BAC 0.08 or higher
involved in a Fatal Crash
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In 2017, the number of alcohol-impaired fatalities (involving driving with BAC 0.08 or higher) decreased to
120 from 148 in 2016 - a decline of 19%. This was a welcome development and OGR will continue efforts to
further reduce alcohol-impaired fatalitiesin FFY 2020 by targeting key regions and time frames for high levels
of alcohol-impaired fatal crashes.

From 2013-2017, nearly 45% of all alcohol-impaired driver-involved (BAC 0.08 or higher) fatal crashes
occurred in three counties, Worcester, Plymouth, and Bristol. Southeastern Massachusetts, Bristol, and
Plymouth counties accounted for almost athird of fatal crashesinvolving an alcohol-impaired driver. Four of
the top eight towns for crashes were from this region.

When are these alcohol-impaired drivers crashing? From 2013-2017, fatal crashesinvolving aBAC 0.08 or
higher drivers occurred most frequently between 9 pm and 3 am (nearly 50% of crashes) and most often on
Friday, Saturday, and Sunday (64% of crashes). The hours and days with the highest incidences of alcohol-
impaired driving are known to be associated with popular times for people to go out drinking and partying. Too
often drivers are deciding to get behind the wheel after alate night out instead of opting for sober, safer
alternatives such as ride-share services, taxis, public transportation, or designated drivers. OGR began in FFY
2018 and continued in FFY 2019, media messaging aimed at educating people of transportation alternatives to
impaired driving. Data results for impaired driving in 2018 is not available but OGR is hopeful the messaging
has positively influenced behavior and fatal crashes during these key times and days will prove to have been
reduced in 2018 and 2019.
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Sunday Monday | Tuesday |Wednesday| Thursday |  Friday Saturday Total |
12am - 2:59am 5 7 4 11 ol 16 21 0|
3am - 5:59am 18 3 0 1 3l 5 12 a2
Gam - 8:5%am 3| 1 0 1 2| 2 7 16
Gam - 11:58am 3 1 0 1 0| [i 1 6
12pm - 2:59pm El 0 3 5 0| 1 1 13
3pm - 5:58pm 4 4 4 il 2l 4 5 23
pm - &:59pm 19 7 3 7 7l 8 15 66/
9pm - 11:59pm 11 8 5 5 10} 12 12 58|

Total 85| 31 23 2 30| 48 74 |

Table 1: BAC 0.08 or higher driver involved in afatal crash, 2013-2017

The age group with the most alcohol-impaired drivers (BAC 0.08 or higher) was 21-29 years old. This group
accounted for 35% of the 330 alcohol-impaired driversin afatal crash from 2013-2017. Asthe chart below
shows, impaired driver involvement peaks in the 21-29 age group and then gradually declines with age.

Aleohol-impaired Driver (BAC 0.08 or higher) by Age
2013-2017

] hry A

Figure 18: Alcohol-Impaired Drivers by Age Group, 2013-2017

July and June were the top months in terms of percentage of all alcohol-impaired driver crashes from 2013 to
2017. July has Independence Day celebrations and is typically a popular month for cookouts and heading to the
beach. June has proms and graduation parties where drinks are imbibed. November, which has 10% of the fatal
crashes, has Thanksgiving holiday weekend. These three months accounted for over athird of all BAC 0.08 or
higher driversin afatal crash.

S Total Crashes | Percent of all
2013-2017 Fatal Cashes
Jan uary 2a B¥
February 17 G5
March 15 5%
April 25 5
May 30 95
June 35 11%
July 43 13%
August 26 B
Leptember 31 95
October 24 TH
Mowember 33 105
December 22 TH

Table 2: Alcohol-Impaired Drivers (BAC 0.08 or higher) in a Fatal Crash by Month, 2013-2017
To counter these impaired driving challenges in FFY 2020, OGR will have impaired driving mobilizations
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taking place with “Drive Sober or Get Pulled Over” (DSOGPO) in August and December. State and local law
enforcement departments that participate in traffic enforcement mobilizations have the flexibility, based on
local data, to do enforcement patrols during other periods of *high impaired driving' activity.

Therewill be alarger focusin FFY 2020 to leverage the collaborative efforts of both state and local police
departments during sobriety Checkpoints and Saturation Patrols that will occur throughout the year with an
emphasis on months, days and times that are the most dangerous. Geographic areas that have the largest
regional concentrations of impaired driving fatalities will be prioritized especially with regard to local
participation.

Enforcement would be most effective during on Fridays and Saturdays with afocus from 9 pm to 3 am.
Although the DSOGPO mobilizations will not take place during top months (June, July, or November),
subrecipient municipalities can opt to conduct extra enforcement patrols during these months with the flexibility
built into the traffic enforcement grant program.

While alcohol-impaired driving continues to be a primary concern for OGR, the rise of drug-impaired driving in
recent years, combined with the potential increased risk associated with opening adult-use recreational
marijuanaretall storesin late 2019, will spur increased grant funding to address these road safety threats. For
FFY 2020, OGR will have planned activities aimed at reducing the incidences of drug-impaired drivers on the
roadways of the Commonwealth.

From 2013-2017, over 200 municipalities had at |east one fatal crash involving a driver who was found with
drugsin his’her system at the time of the crash. Boston and Springfield had the highest number of fatal crashes.
Worcester, Middleborough, and Brockton also reported double-digits for fatal crashes. These five communities
accounted for 14% of the drug-involved driver fatal crashes. Worcester led all counties with 17% of fatal
crashes, followed by Plymouth (14%) and Middlesex (12%).

Fatal Crashes involving Drivers with drugs in system
2013-2017

The most frequent drug found in use by drivers was marijuana. It was found in 175 of the 572 drivers (31%)
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involved in fatal crashes from 2013-2017. Benzos (short for benzodiazepines) was found in 49 drivers and
fentanyl in 44 drivers. Other drugs found: cocaine (36 drivers), morphine (25), buprenorphine (20), oxycodone
(18) and benzoylecgonine (18).

Much like alcohol-impaired driving, a majority of drug-impaired driving crashes occurred over the Friday
through Sunday period. The time of day for this type of impairment, however, extends into the daytime, taking
place between the hours of 3 pm and 3 am. Thistime period accounted for over 60% of the crashes.

Sunday Monday Tuesday Wednesday | Thursday Friday Saturday Total
12am - 2:5%am 21 10 & 12 4 14 16 23
3am - 5:5%m 16 1 & 4 ] | 49
Gam - 8:5%m & B & 11 3 12 11 57
9am - 11:5%am 5 7 7 2 & & 3 36
12pm - 2:55pm 10 19 14 & 10 3 7
3pm - 5:59pm 14 13 12 10 11 11 10 21
Gpm - B:59pm 20 11 7 8 9 10 28 91
9pm - 11:55pm 14 11 13 12 12 13 13| B8
Totl 106 74 71 75 55 B4 97

Table 3: Drugged Drivers by Day and Time Frame, 2013-2017
Figure 19: Driverswith Drugsin Fatal Crash by Gender, 2013-2017

Aswith alcohol-impaired driving, males accounted for a majority of the drivers found with drugsin their
system that were involved in afatal crash. Over 70% of the drivers were male and nearly athird of them were
between the ages of 21 and 29. Overall, as with alcohol-impaired driving, the age group of 21-29 accounted for
the highest percentage of driversinvolved. This age group made up 28% (slightly lower than the 35% for
alcohol) of the drivers.

Table 4: Drug-Impaired Driversin Fatal Crash by Month, 2013-2017

The last element to examine for drugs and driversis the months of the year. Driversinvolved in afatal crash
found with drugsin their system was far more prevaent during the latter half of the year than in the first part.
July through December accounted for 60% of the crashes from 2013-2017.

While the number of driversfound with drugsis high, it must be pointed that the figures are simply of drivers
found with drugsin their system. In some casesisit not known if the drugs impaired driving ability or
contributed to the crash. Gauging drug impairment is a very inexact science and there currently aren’t devices
available to law enforcement to measure the level of drug ‘intoxication’ like a breathalyzer can for a cohol
impairment. At this time, the best option for law enforcement to determine drug impairment is through the use
of Drug Recognition Experts (DREs). In FFY 2020, OGR will continue funding programs to help train current
and new DREs so more will be available across the state to assist with state and local police.
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Total Crashes | Percent of All

Manth 2013-2017 | Fatal Crashes
lanuary 33 Ba
February 4] T
March 30 5%
April 49 2%
May 4 Ba
June 4 T
July b 11%
August &/ 12%
September 56 10%
October 56 10%%
MNowvember 57 10%%
December 39 T

Looking at both alcohol-impaired and drug-impaired driving in the preceding paragraphs didn’t take into
account that a driver may have mixed substances and be under the influence of acohol aswell as one or more
other drugs at the time of a crash, known as poly-drug impairment. The Table 5 below breaks down the driver
involvement by alcohol, drugs and lastly, both alcohol and drugs involved.

Table 5: Driver Impairment, 2013-2017

2013 2014 2015 2016 2017

Total Drivers Involved in a Fatal Crash 445 455 455 501 469
Alcohol-only (BAC 0.08 or higher), no drugs 24 24 17 27 27
Drug-only (BAC 0.00}, no alcohaol 50 43 64 76 87

Alcohol (BAC 0.08+) and Drugs Involved 35 41 32 46 57

Total Impaired Drivers 109 108 113 149 171

Percentage of All Drivers 24% 24% 25% 30% 36%

The rate of impaired driversinvolved in afatal crash has been increasing from 2013 to 2017. More concerning
isthe level of drug-involvement and combination alcohol/drug usage at the time of the crash by adriver. While
alcohol-only use rose 13%, drug-only use increased 74% and combine impairment went up 63%. OGR plansto
continue integrating drug awareness messaging in its FFY 2020 impaired driving campaigns to stem the
increased usage of drugs prior to getting behind the wheel. In FFY 2019, outreach related to impaired driving
already includes referencing to impact on driving ability after drug usage with afocus on marijuana usage.
Associated Performance Measures

Fiscal Year Performance |Target End Year| Target Period | Target Value
measure hame

2020 C-5) Number of 2020 5Year 124.00
fatalitiesin
crashes
involving a
driver or
motorcycle
operator with a
BAC of .08 and
above (FARS)

Countermeasure Strategiesin Program Area
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Countermeasure Strategy
Alcohol Vendor Compliance Checks
Breath Test Devices
Communication Campaign
Drug Recognition Expert (DRE) Training
Enforcement of Drug-Impaired Driving
High Visibility Enforcement
Highway Safety Office Program Management
Integrated Enforcement
SFST training for Law Enforcement Officers

Countermeasure Strategy: Alcohol Vendor Compliance Checks
Program Area: Impaired Driving (Drug and Alcohol)

Project Safety Impacts

For FFY 2020, OGR will be conducting two planned activities that utilize the ‘alcohol vendor compliance
checks' countermeasure as listed in NHTSA's 8th edition of "Countermeasures That Work." The two planned
activities will involve the same subrecipient, the Alcohol Beverages Control Commission (ABCC), and will
focus on the sale of alcohol to minors and intoxicated patrons. Both activities, Underage Drinking Compliance
Checks (AL-20-11) and Enforcement to Prevent Sale of Alcohol to Intoxicated Persons (AL-20-12), will
involve monitoring local vendors of alcoholic beverages to ensure that a) they aren't selling alcohol to minors
by checking IDs; and b) they aren't providing alcohol to persons that are clearly drunk.

The impact of compliance checks will restrict the ability of minors, especially underaged drivers, from
obtaining alcoholic drinks and thus preventing them from drinking and driving. The enforcement of intoxicated
personsis intended to send a message to establishments (bars, restaurants, pubs) that serving a person that is
legally drunk will result in violations, fines, and possibly criminal charges.

Linkage Between Program Area

To decrease the number of alcohol-related fatal crashes across Massachusetts and meet the desired performance
target for alcohol-related fatalities by December 31, 2020, the implementation of alcohol vendor compliance
checks will help reduce frequency of minors buying acohol, which could result in drunk drinking at alater
point in time as well as pressure al coholic establishments to refrain from serving intoxicated individuals - some
whom may try to drive home later in the evening. Allocation of funding is appropriate for said activities and
reflect what has been spent on similar projectsin the past.

Rationale
Compliance checks have been shown to be effective in reducing the sale of alcohol to those under 21 years of
age, which lowers the chance of underage drivers from navigating the roads under the influence. OGR has been
funding these planned activities for several years and its impact has been noticeable with a cohol-impaired
fatalities’VMT dropping from 0.21in 2013 t0 0.19in 2017.

Planned activities in countermeasure strategy

| Unique |dentifier | Planned Activity Name |
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AL-20-11 ABCC - Underage Drinking Compliance
Checks Program

AL-20-12 ABCC - Enforcement Program to Prevent
the Sale of Alcohal to Intoxicated Persons

Planned Activity: ABCC - Underage Drinking Compliance Checks Program
Planned activity number: AL-20-11
Primary Countermeasure Strategy ID: Alcohol Vendor Compliance Checks

Planned Activity Description

This program will provide fundsto ABCC for overtime pay to conduct enhanced liquor enforcement
compliance checks to reduce underage drinking and impaired driving. Overtime funds will be provided to
ABCC investigators to perform compliance checks in approximately 125 communities. A compliance check
consists of an underage individual, under the supervision of 2 investigators, entering a licensed establishment
and attempting to purchase an alcoholic beverage. The Compliance Check program is designed to achieve broad
geographical coverage throughout the commonwealth in order to develop a deterrence impact created through
wider knowledge among the industry retailers that their establishment could be subject to a compliance check at
any time. The ABCC will cover al counties and reach the highest number of municipalities within each county
that are feasible. While maintaining this focus, they will try to re-check municipalities found to have a higher
than average failure rate in previous years. The ABCC will also include concert and specia event enforcement
operations consisting of enforcement at liquor stores surrounding large venues (Xfinity Center, Gillette
Stadium, Blue Hills Pavilion, and Fenway Park) and venue parking lots prior to the event; with on-premises
enforcement during the event. The goal of this program is to prevent the sale of alcohol to individuals under 21
years of age and to prevent young drivers from drinking and driving. The program will take place throughout
the year. Municipalities and/or liquor establishments selected for compliance checks will either have ahigh
failure rate of less than 50% compliance in 2018 and 2019, or ABCC hasn’t conducted checksin that
municipality or liquor establishment to date.

Countermeasure Strategy Justification: Alcohol Vendor Compliance Checks

To reduce the sale of alcohol to minors, which lowers the chance of underage drivers from navigating the roads
under the influence, the ABCC will utilize funding to focus on restricting access to alcohol by minors through
compliance checks. This planned activity will involve monitoring local vendors of alcoholic beveragesto
ensure that a) they aren’t selling alcohol to minors by checking identification and b) they aren’t providing
alcohol to personsthat are clearly drunk or inebriated. Fewer minors drinking leads to fewer minors being
impaired on the roadways and lower the number of young drivers ending up in afatal crash due to alcohol
impairment.

Intended Subreci pients

Alcoholic Beverages Control Commission

Countermeasure strategies

Countermeasure Strategy
Alcohol Vendor Compliance Checks
Alcohol Vendor Compliance Checks
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| Underage Drinking Enforcement

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |405d Low  |$195,000.00 |$48,750.00
405d Y outh
Impaired Alcohol
Driving Low

Planned Activity: ABCC - Enforcement Program to Prevent the Sale of Alcohol to

Intoxicated Persons
Planned activity number: AL-20-12
Primary Countermeasure Strategy ID: Alcohol Vendor Compliance Checks

Planned Activity Description

Provide overtime funds to the ABCC for investigators to participate in undercover operations at licensed
establishments in approximately 40 communities to determine if the licensee servesintoxicated individuals. The
ABCC will use data analysis to determine municipalities with the highest concentration of establishments that
have been identified as the source of last drink for a convicted drunk driver. The operations will be scheduled in
coordination with NHTSA Impaired Driving initiatives, as well as during identifiable times of the year and at
specific events where impaired driving is likely to result. Factors such as the number of alcohol-related fatalities
and crashes, OUI violations, and sales to minor’ s violations will be taken into account. Large urban
municipalities with a high concentration of liquor establishments (Boston, Worcester) as well as communities
with residential colleges or universities will be given priority. The ABCC will focus on the establishments with
the largest number of violations, which are listed in their application for funding. The ABCC will also conduct
outreach to local police departmentsto ask if they can identify additional establishments that should be checked.
Countermeasure Strategy Justification: Alcohol Vendor Compliance Checks

To reduce the sale of alcohol to minors, which lowers the chance of underage drivers from navigating the roads
under the influence, the ABCC will utilize funding to focus on restricting access to alcohol by inebriated
individual s through the monitoring of establishments that have been known to provide last drink to an impaired
driver prior to being pulled over or involved in a crash. This planned activity will involve ensuring targeted bars
and restaurants are complying with directives to cut off alcohol to any patron deemed too inebriated to drive.

Intended Subreci pients
Alcoholic Beverages Control Commission

Countermeasure strategies

Countermeasure Strategy
Alcohol Vendor Compliance Checks
Alcohol Vendor Compliance Checks

Funding sources
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Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |405d Low $195,000.00 |$48,750.00
405d Alcohol
Impaired
Driving Low

Countermeasure Strategy: Breath Test Devices
Program Area: Impaired Driving (Drug and Alcohol)

Project Safety Impacts

A preliminary breath test (PBT) deviceis asmall hand-held alcohol sensor used to estimate or measure a driver
blood alcohol content. It is used by State and local police on patrol to help establish evidence for a possible
DWI arrest. These devices are quite accurate and generally reliable. Massachusetts, along with other states use
PBTsto provide evidence of acohol use to support DWI arrest. Having these devices on hand allows officers to
remove drunk drivers from the road and provides factual evidence of inebriation in the courts that can result in
license suspension. In Massachusetts, the first DWI conviction resultsin license suspension for one year;
second DWI, two years suspension and ignition interlock device installed. In general, PBTs help law
enforcement remove inebriated drivers from the roadways and provide a source which can help convict the
driver and lead to aloss of driving privileges. The combination of the loss of driving privileges as well asthe
threat of losing those privileges will provide a deterrence for drivers.

Linkage Between Program Area

Having more officers certified to use breath test devices as well as having access to more PBTswill lead to
more drivers being pulled off the road for impaired driving. Breath test devices, while not admissible as
evidence in Massachusetts courts as this time, help officers gauge the possible impairment of adriver pulled
over for further investigation. If more impaired drivers are removed from the roadways, the number of impaired
driving fatalities should decrease in the coming years.

Rationale
There is some evidence that breath test devices help increase DWI arrest and reduce al cohol-involved fatal
crashes (Century Council, 2008). To bring down the number of impaired driving fatalities, adding another tool
to the arsenal of field sobriety tests will help law enforcement remove more impaired drivers from the
roadways.

Planned activities in countermeasure strategy

Planned Activity Name

M SP/Office of Alcohol Testing BTO
Training

Planned Activity: MSP/Office of Alcohol Testing BTO Training
Planned activity number: AL-20-07
Primary Countermeasure Strategy I1D: Breath Test Devices

Planned Activity Description

Unique |dentifier

AL-20-07
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Provide funds to the M SP Office of Alcohol Testing (OAT) to conduct up to 86 Breath Test Operator (BTO)
classes for approximately 1,800 local and M SP personnel in an effort to better detect impaired drivers. Training
will take place throughout the year at the MPTC, and other facilities. Funds will aso be provided for the
purchase of related program equipment including Preliminary Breath Test (PBT) units and OUI Toxicology
Kits. Equipment will be distributed to local police officers and M SP troopers including those who successfully
complete a DRE class conducted by the MPTC. OAT will determine how the equipment is divided among
agencies based on problem identification and greatest need.

For the past years, OAT has purchased OUI Toxicology Kitsinstead of PBTs and prior to those years, PBTs
were bought. OAT will determine, through analysis of current inventory and needs of the state as well aslocal
police, what should be purchased in FFY 2020. Regardless of whether it will be OUI Toxicology Kits, PBTs or
a combination of both, the amount expected to be spent will be no more than $50,000.

Countermeasure Strategy Justification: Breath Test Devices

State and local police utilize breath test devices (typically called PBTs or preliminary breath test) to help
establish evidence for a possible DWI arrest. At the current time, Massachusetts, along with 32 other states, use
PBTsregularly. Having PBTs allows officers to remove drunk drivers from the road while providing factual
evidence of inebriation in the courts that can result in license suspension. In Massachusetts, the first DWI
conviction leads to a one-year license suspension; the second DWI, two-year suspensions and ignition interlock
device installed. The combination of the loss of driving privileges as well as the threat of losing those privileges
will provide deterrence for drivers.

Having more officers certified to use breath test devices and having access to more PBTswill result in more
drivers being pulled off the road for impaired operation. Breath test devices help officers gauge the possible
impairment of adriver and if more impaired drivers are removed from the roadways, the number of impaired
driving fatalities should decrease.

Intended Subrecipients
Countermeasure strategies

Countermeasure Strategy

Breath Test Devices
Breath Test Devices
Preliminary Breath Test (PBT) Devices

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |405d Low $125,000.00 |$31,250.00
405d Drug and
Impaired Alcohol
Driving Low [Training

Countermeasure Strategy: Communication Campaign
Program Area: Impaired Driving (Drug and Alcohol)
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Project Safety |mpacts

For FFY 2020, four planned activities were designated with the countermeasure ’ Communication Campaign.’
The four planned activities are:

AL-20-01 Impaired Driving Media

AL-20-14 Stakeholders Conference

AL-20-15 Higher Education Impaired Driving Media Program

AL-20-16 Community-Based Impaired Driving Grant

These four planned media-oriented campaigns aimed at reducing the frequency of drunk or inebriated driving
on the roadways of Massachusetts. Communication and education outreach campaigns are crucial to ensure the
messaging about the dangers of impaired driving are consistent and impactful across the state.

Aswith FFY 2019, media messaging will target younger drivers (those under 30 years of age) which account
for amajority of impaired driversin afata crash, whether under the influence of alcohol, drugs or both. Boston,
Springfield, Worcester, and Brockton are key metro areas of focus aong with southeastern M assachusetts
(Bristol and Plymouth County).

By reaching out to stakeholdersin traffic safety, OGR looks to better improved its focus and funding of critical
programs that will make the roadways safety for motorists and non-motorists alike.

The higher education planned activity fully supports OGR’s impaired driving media message of educating
motorists, especially drivers, of the dangers of driving under the influence of either alcohol or drugs.

The higher education planned activity will result in an impaired driving campaign aimed at college-age drivers
and passengers, which will help increase awareness in the 16-25 age group. Thiswill fully support OGR’ s goal
of educating motor vehicle riders, especialy drivers, of the dangers of driving under the influence of either
alcohol or drugs. With the legalization of marijuanain Massachusetts, this activity will help improve outreach
to young drivers, which are more likely to drive under influence of marijuana than alcohal.

The local community planned activity will help lower fatalities related to impaired driving within the
community or communities being funded as those with ’feet on the ground’ have the best sense of what
messaging would be most impactful for itslocal population.

Linkage Between Program Area

Communication is akey component of OGR’s outreach efforts to educate motor vehicle occupants on the
dangers of drinking and driving or getting into a car where the driver has had alcohol. The media messaging
will be targeted to influence those under 30 years of age, which make up alarge percentage of driversin an
impaired driving fatal crash. Key metro areas — Boston, Springfield, Worcester and Brockton — will of particular
focus as well as southeastern Massachusetts counties of Plymouth and Bristol.

Without a communication campaign, increased awareness of the dangers of impaired driving will not happen
and could lead to rising impaired driving fatalities in the near term.

Rationale
This countermeasure was the best option for the four planned activities described above.
Planned activities in countermeasure strategy

| Unique Identifier | Planned Activity Name |
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AL-20-01 Impaired Driving Media

AL-20-14 Stakeholders Conferences

AL-20-15 Higher Education Impaired Driving Media
Program

AL-20-16 Community-Based Impaired Driving Grant
Program

Planned Activity: Impaired Driving Media
Planned activity number: AL-20-01
Primary Countermeasure Strategy 1D: Communication Campaign

Planned Activity Description

Develop and implement a statewide paid and earned media campaign to support impaired driving efforts during
the Drive Sober or Get Pulled Over mobilizations (December 2019 and August 2020). OGR will use state and
national crash and fatality datato identify the target audience. Messaging will focus on alcohol, marijuana, and
other drug-impaired driving. Earned media funds will promote and augment the paid campaign, while
incorporating state laws and highlighting the work of state and local law enforcement agencies. Paid and earned
mediafunds will also be used to direct messaging at teen drivers and their parents as part of the "100 Deadliest
Days' from Memorial to Labor Day. OGR will contract with a marketing and advertising agency to execute
these paid and earned media campaigns while running social mediain-house for sustained educational efforts.
Internal policies will be followed noting that all media and communications activities should be in support of
data-driven objectives and in coordination with other activities and programs, in particular, enforcement. Crash
and citation data will be used not only for planning enforcement activities but also to determine the target
audiences and media channels used to reach that audience. NHTSA's guidelines will be followed for messaging,
demographics, best practices and target groups for each media effort.

Countermeasure Strategy Justification: Communication Campaign

OGR has four planned media-oriented campaigns aimed at reducing the frequency of drunk or inebriated
driving on the roadways of Massachusetts. Communication and education outreach campaigns are crucial to
ensure the messaging about the dangers of impaired driving are consistent and impactful across the state. As
with FFY 2019, messaging will target younger drivers (those under 30 years of age) which account for a
majority of impaired driversin afatal crash, whether under the influence of alcohol, drugs or both. Boston,
Springfield, Worcester, and Brockton are key metro areas of focus along with southeastern Massachusetts
(Bristol and Plymouth County).

Intended Subreci pients
Mediavendor yet to be determined.

Countermeasure strategies

Countermeasure Strategy

Communication Campaign

Funding sources
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Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |405d Low $650,000.00 |$162,500.00
405d Paid/Earned
Impaired Media
Driving Low

Planned Activity: Stakeholders Conferences
Planned activity number: AL-20-14
Primary Countermeasure Strategy |1D:

Planned Activity Description

One goal will be to fund conferences and training for traffic safety stakeholdersin FFY 2020. Asin previous
years, topics will include alcohol and drug-impaired driving, occupant protection, distracted driving, motorcycle
safety, pedestrian and bicyclist safety, traffic records, prosecution and adjudication, and speeding.

A second goal will be to initiate a dialogue with key local, state, federal, non-profit, and private sector leadersto
identify highway safety program priorities, improve traffic safety, and establish focus areas for the FFY 2021
HSP. Locations and dates of conferences are yet to be determined.

Countermeasure Strategy Justification: Communication Campaign

By reaching out to stakeholders in traffic safety, OGR looks to better improved its focus and funding of critical
programs that will make the roadways safer for motorists and non-motorists alike.

Intended Subreci pients
Funds may be used to contract with venue operators and related costs. Funds may also be awarded to one or
more road safety partners to conduct complimentary activities.

Countermeasure strategies

Countermeasure Strategy
Communication Campaign
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act Community |$25,000.00 |$6,250.00 $0.00
NHTSA 402 |Traffic Safety
Project
(FAST)

Planned Activity: Higher Education Impaired Driving Media Program
Planned activity number: AL-20-15
Primary Countermeasure Strategy ID: Communication Campaign
Planned Activity Description
Provide grant funds to a college or university to develop an impaired driving media campaign that resonates
with younger drivers. The competitive grant award will be given to an academic department such as journalism,

58/193



marketing, or one related to video/advertising production. It will be required that a department faculty member
oversees the project including paying for student stipends, supplies, production costs, and travel. The university
will not be reimbursed for faculty salary or related costs. NHTSA funds will pay for student stipends. NHTSA
funding will also be used for program-related supplies, production costs, and travel costs incurred by students
and faculty.

The intent is to generate messaging that is conceptualized, developed, produced, and disseminated by young
people to their peers. The end product(s) may be disseminated via social or earned media. The student workers
will be given day-to-day guidance from the faculty member and also be able to work with the OGR staff and
media vendor for additional direction. It is hoped that the end product(s) will be accepted by the target audience
as peer-to-peer messaging, as opposed to government messaging.

Countermeasure Strategy Justification: Communication Campaign

This planned activity will fully support OGR’s impaired driving media message of educating motorists,
especially drivers, of the dangers of driving under the influence of either alcohol or drugs. This planned activity
will result in an impaired driving campaign aimed at college-age drivers and passengers, which will help
increase awareness in the 16-25 age group.

Intended Subrecipients

College or university to be selected via competitive grant application process

Countermeasure strategies

Countermeasure Strategy

Communication Campaign

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  |[Community [$10,000.00 |$2,500.00 $0.00
NHTSA 402 |Traffic Safety
Project
(FAST)

Planned Activity: Community-Based Impaired Driving Grant Program
Planned activity number: AL-20-16
Primary Countermeasure Strategy |1D:

Planned Activity Description

Competitive grant awards will be provided to one or more organizations such as Girl Scouts, Boy Scouts, PTOs,
schools, faith-based and advocacy groups, etc., that will implement community-based programs. The eligible
applicants may include both non-profit 501(c)(3) or governmental agencies.

This planned activity will consist of one or more data-driven competitive grant programs that will be focused on
geographical areas and/or high-risk populations that have demonstrated need in the area of impaired driving.
The programs will generally be focused on raising awareness of road safety, training, and changing social
attitudes and behaviors in order to reduce vehicle crashes and their associated fatalities, serious injuries and
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economic losses on the state’ s roadways.

Thiswill not be atraffic enforcement program, but OGR will encourage applicants to develop new or enhance
existing partnerships with law enforcement agencies to achieve project goals.

Selected grant subrecipients will develop and implement traffic safety improvement educational and awareness
programs that address issues in their targeted communities. Programs that focus on high-risk groups or
behaviors will be prioritized. Organizations will be encouraged to build partnerships that incorporate a whole-
community, data-driven approach to identifying and addressing road safety problems. The formation of
community-wide road safety coalitions that bring together a wide constituency to focus on aspects of road
safety will also be encouraged.

Projects that will develop and implement an educational curriculum that aimsto install alife-long road safety
culture in the Commonwealth’ s citizenry will also be prioritized. Projects may also incorporate social, and/or
traditional media strategies to change risky behavior on the state' s roadways.

The competitive grant solicitation may guide potential applicants to various informational resources such as:
National Highway Traffic Safety Administration

Centers for Disease Control and Prevention

Governors Highway Safety Association

Insurance Institute for Highway Safety

National Safety Council

American Automobile Association

The Vision Zero Network

Mothers Against Drunk Driving

Students Against Destructive Decisions

Countermeasure Strategy Justification: Communication Campaign

This planned activity will fund one or more local community organizations to develop and implement
awareness and education initiatives that will promote OGR’ s overarching impaired driving messaging theme of
not driving while under the influence of alcohol or drugs. The goal of the planned activity isto lower fatalities
related to impaired driving within the community or communities being funded.

Intended Subrecipients
Non-profit and/or governmental organizations to be determined.

Countermeasure strategies

Countermeasure Strategy

Communication Campaign

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
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2020 FAST Act  |405d Low $25,000.00 |$6,250.00
405d Community
Impaired Traffic Safety
Driving Low

Countermeasure Strategy: Drug Recognition Expert (DRE) Training
Program Area: Impaired Driving (Drug and Alcohol)

Project Safety Impacts
Asthe number of DWI drug violations hold steady over the last couple of years (average 1,580), there is more
need than ever to increase the number of Drug Recognition Experts (DREs) among the officersin State and
local police. DREs can help detect whether a suspected driver is under the influence of drugs and if so, what
drug. While the use of DREs in the court of law has been contested, out in the field these officers provide
crucial knowledge and support in the quest to remove drunk and drugged drivers off the road. The two planned
activities that fall under this countermeasure will help increase the number of certified DRES in Massachusetts
and ensure there are ample qualified DREs in al corners of the state.

Linkage Between Program Area
Without the existence of DRES, it would be much tougher for officers to determine whether adriver is under the
influence of drugs or not. The need for more DRESs is even more pressing with the recent approval by votersto
make marijuanalegal in Massachusetts.

Rationale

The DRE training countermeasure was sel ected because both planned activities listed in this section involve the
training of DREs.

Planned activities in countermeasure strategy

Unique Identifier Planned Activity Name
AL-20-08 MSP Drug Recognition Expert (DRE)
Training
AL-20-10 MPTC - Drug Evaluation and Classification
Program (DEC)

Planned Activity: MSP Drug Recognition Expert (DRE) Training
Planned activity number: AL-20-08
Primary Countermeasure Strategy I1D: Police Training Supporting Enforcement

Planned Activity Description

Funding will be provided to the MSP to expand its Drug Recognition Expert (DRE) program. With the
legalization of recreational marijuana and the expansion of the utilization of marijuanafor medicinal purposes,
M SP troopers are seeing a marked increase in people driving under the influence of this drug. As a consequence
of the legalization of retail sales of recreational marijuana, there is a public perception, on the part of some, that
the consumption of marijuana while operating a motor vehicle is both safe and legal. Other states that have
passed similar legislation have experienced an increase in instances of drug-impaired driving. The MSP will
expand the DRE training program and train and equip twelve additional officersto assist troopers on the
roadways. MSP’ s goal isto have at least one certified DRE in each barrack.
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Countermeasure Strategy Justification: DRE Training

Asthe number of drug-involved fatal crashes hasincreased in recent years, there is more need than ever to
increase the number of Drug Recognition Experts (DRES) among the officersin State and local police. DRES
can help determine whether a suspected impaired driver is under the influence of drugs and if so, what drug.
While the use of DREs in the court of law has been contested, out in the field these officers provide crucial
knowledge and support in the quest to remove drunk and drugged drivers off the road. This planned activity will
help increase the number of certified DREs in Massachusetts and ensure there are ample qualified DREsin al
corners of the state.

Without the existence of DREs, it would be much tougher for officers to determine whether a driver is under the
influence of drugs or not. The need for more DRES s, even more, pressing with the recent legalization of
marijuanain Massachusetts.

Intended Subreci pients
Massachusetts Department of State Police

Countermeasure strategies

Countermeasure Strategy
Drug Recognition Expert (DRE) Training

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |405d Low $40,000.00 |$10,000.00
405d Drug and
Impaired Alcohol
Driving Low |Training

Planned Activity: MPTC - Drug Evaluation and Classification Program (DEC)
Planned activity number: AL-20-10
Primary Countermeasure Strategy I1D: Police Training Supporting Enforcement

Planned Activity Description

This program will provide fundsto MPTC to conduct up to 39 training classes throughout the year for police
officers covering Advanced Roadside Impaired Driving Enforcement (ARIDE ), Drug Evaluation &
Classification (DEC) and a pilot Cannabis and Driving for Law Enforcement (CDLE) training course. Funding
will also support a part-time DRE Coordinator to attend DRE-related conferences and seminars and for out-of -
state travel to Maricopa County, Arizona for hands-on oversight of field evaluations for students seeking DRE
certification. The DRE Coordinator will be required to submit an annual report that details all of the activities of
the program. Funding within this program will also be used to develop and maintain a DRE testing database,
purchase tablets and associated software subscription for the tablets.

Countermeasure Strategy Justification: Enforcement of Drug-Impaired Driving

The impairing effects of alcohol and the dangers of drinking and driving are well-documented. By contrast,
thereis very little research available examining the potential dangers of drugged driving. Some of the
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challenges involved in determining adrug’ s effect on driving include: the constantly changing list of drugs,
illegal and legal, that can impair driving; the ambiguous relationship between blood levels of drugs and driving
impairment; and the intrusive nature of measuring drug level compared to the most reliable breath tests for
alcohol. To counter the unknown surrounding drugged driving, OGR has four planned activities aimed at
increasing awareness as well as expertise among law enforcement when it comes to dealing with a possible
drugged driver. By participating in SFST training, Massachusetts law enforcement will be better prepared to
assess the level of impairment of a suspected drugged driver.

Intended Subreci pients
Municipa Police Training Committee (MPTC)

Countermeasure strategies

Countermeasure Strategy
Drug Recognition Expert (DRE) Training

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |405d Low $600,000.00 |$150,000.00
405d Drug and
Impaired Alcohol
Driving Low |Training

Countermeasure Strategy: Enforcement of Drug-Impaired Driving
Program Area: Impaired Driving (Drug and Alcohol)

Project Safety Impacts

The impairing effects of acohol and the dangers of drinking and driving are well-documented. Some of the
challenges involved in determining a drug's effect on driving include: the constantly changing list of drugs,
illegal and legal, that can impair driving; the ambiguous relationship between blood levels of drugs and driving
impairment; and the intrusive nature of measuring drug level compared to the mostly reliable breath tests for
alcohaol.

To counter the unknown surrounding drugged driving, OGR has four planned activities aimed at increasing
awareness as well as expertise among law enforcement when it comes to dealing with a possible drugged driver.
The activities- MSP DRE Training; MPTC Impaired Driving Training; MPTC DEC Training and; Local
Underage Marijuana Enforcement Grant Program - involve classroom and hands-on training for Massachusetts
state and local police officers on various aspects of drug impaired driving, plus an enforcement program
specific to prevention of marijuana salesto minors.

By completing these offered training courses, Massachusetts law enforcement will be better prepared to enforce
the laws regarding drugged driving.

Linkage Between Program Area
Since 2012, there have been, on average, 1,580 DWI Drugs violations issued and 20 DWI Drugs arrests. With
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the approval by votersin November 2017 to make marijuana legal for purchase in the state, thereisahigh
likelihood the number of DWI Drugs violations and arrests will increase in the coming years. To counter this,
the planned activities associated with this countermeasure will help increase the number of police officers with
expertise in the area of drug detection when dealing with a possible drunk or drugged driver.

While the planned activities described above all involve training, the increased knowledge by law enforcement
as aresult of attending these training sessions will lead to better and more effective enforcement of drug-
impaired driving on the roadways of Massachusetts.

Rationale
At thistime, there are relatively few proven countermeasures available to address drugged driving. Despite this,
increasing the number of police officers with training in drug recognition, advanced roadside impaired driving
enforcement (ARIDE), and other aspects of drug usage and effects will help determine the level of drug
impairment at the time of interaction with the suspected drugged driver.
This countermeasure was selected to be associated with the three planned activities listed below because it
encompassed the objectives of each activity best.

Planned activities in countermeasure strategy

Unique | dentifier Planned Activity Name

AL-20-13 Loca Underage Marijuana Enforcement
Grant Program

Planned Activity: Local Underage Marijuana Enforcement Grant Program
Planned activity number: AL-20-13
Primary Countermeasure Strategy ID:

Planned Activity Description

Provide funds to local police departments that have licensed non-medical retail marijuana establishments within
their jurisdiction to conduct enforcement activities focused on those businesses. This program will functionin a
similar manner as the “Cops in Shops’ countermeasure used for acohol law enforcement but instead will be
directed at underage marijuana purchasers.

Departments will provide detailed monthly reports on various el ements related to marijuana possession, usage,
and transportation as well as additional data on any evidence of drugs or drug usage. These activities should
lead to a decrease in incidences of drugged driving by young drivers. Subrecipients will be selected based upon
data provided along with key problem identification areas for their respective community such as number of
marijuana-related motor vehicle traffic fatalities involving persons under 21, number of OUI drug arrests, and
number of arrests made for marijuana possession by persons under age 21.

Countermeasure Strategy Justification: Enforcement of Drug-Impaired Driving

The impairing effects of alcohol and the dangers of drinking and driving are well-documented. By contrast,
thereis very little research available examining the potential dangers of drugged driving. Some of the
challenges involved in determining adrug’ s effect on driving include: the constantly changing list of drugs,
illegal and legal, that can impair driving; the ambiguous relationship between blood levels of drugs and driving
impairment; and the intrusive nature of measuring drug level compared to the most reliable breath tests for

64/193



alcohol.

By participating in this planned activity, Massachusetts law enforcement will help OGR better understand the

impact of marijuana on driving ability.
Intended Subreci pients
Up to an estimated 20 local police departments to be determined through competitive process.

Countermeasure strategies

Countermeasure Strategy

Enforcement of Drug-Impaired Driving

Enforcement of Drug-Impaired Driving

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |Teen Safety |$50,000.00 |$12,500.00 |$50,000.00
NHTSA 402 |Program
(FAST)

Countermeasure Strategy: High Visibility Enforcement
Program Area. Impaired Driving (Drug and Alcohol)

Project Safety Impacts

State police and local law enforcement departments will participate in two DSOGPO mobilizations (both
occurring during the national DSOGPO periods in August and December) aimed at enforcing impaired and
drugged driving laws. The departments will also engage in sobriety checkpoints and saturation patrols. The
enforcement patrols conducted by state and local police will focus on pulling over impaired drivers as well as
sending a message to local communities that impaired driving will not be tolerated. At thistime, the
subrecipients (local police departments) have yet to be determined but in past years upwards to 175 departments
across the state have participated.

Linkage Between Program Area

Alcohol-impaired driving fatalities have dropped 4% from 2013 to 2017, falling from 125 to 120. More
importantly, the number of fatalities decreased nearly 19% from 2016 to 2017 from 148 to 120. Thisisa
testament to the efforts by OGR, state and local police to make drivers well aware of the dangers and possible
consequences of making the decision to drive under the influence.

The two mobilizations planned for DSOGPO will help further increase awareness among drivers across the
state as to the dangers of driving drunk, drugged or both. Coupled with an intensive media campaign during the
mobilization periods, the combination will hopefully lead to an even lower number of alcohol impaired fatalities
in 2020 compared to 2017.

Rationale
The countermeasures were chosen for these planned activities (Local Police Impaired Driving Enforcement &
MSP & Local Police Sobriety checkpoints) as they were the best representatives of the activity's objective.
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Planned activities in countermeasure strategy

Unique |dentifier Planned Activity Name
AL-20-02 Local Police Impaired Driving Enforcement
AL-20-03 MSP and Local Police Sobriety Checkpoint
& Saturation Patrols

Planned Activity: Local Police Impaired Driving Enforcement
Planned activity number: AL-20-02
Primary Countermeasure Strategy I1D: High Visibility Enforcement

Planned Activity Description

Provide funds for overtime enforcement to local police departments for impaired driving patrols including, but
not limited to, the Drive Sober or Get Pulled Over (DSOGPO) mobilizations in December 2019 and August
2020. Patrols will be conducted during high-risk times and locations based on the latest available state and local
data.

The eligible subrecipients list will be determined on criteria such as overall crash rates,VMT, crashes per VMT,
fatal crashes per VMT, and the percentage of fatal crashes related to speed.

Although not finalized, the number of eligible departmentsis estimated to be approximately 171
Countermeasure Strategy Justification: High Visibility Saturation Patrols

A saturation patrol consists of alarge number of law enforcement officers patrolling a specific arealooking for
possible impaired drivers. These saturation programs are typically publicized to deter drivers from getting
behind the wheel after drinking by making it known there is a perceived risk of arrest. For FFY 2020, local
departments will be conducting high visibility saturation patrols —which have been extremely successful in
previous years —in an effort to remove drivers who are impaired off the road as well as warn of the legal,
financial, and social costs associated with an OUI arrest.

Saturation patrols are extremely effective when conducted during the same month as local impaired driving
mobilizations are occurring. From 2013-2017, July and June accounted for 13% and 11%, respectively, of al
BAC 0.08 or higher driversinvolved in afatal crash. In contrast, the months of Drive Sober or Get Pulled Over
(DSOGPO) enforcement (August and December) accounted for 8% and 7%, respectively. Clearly, the
combination of local police enforcement and M SP saturation patrols have an impact on the number of impaired
driving crashes occurring in the month in which mobilization takes place. Furthermore, saturation patrols—
when done regularly throughout the year —will drive changesin driver behavior as the continuous existence,
rather than only being during a specific time frame like DSOGPO, will be a constant reminder of the inherent
dangersin drinking and driving.

Intended Subreci pients

Local police departments

Countermeasure strategies

Countermeasure Strategy

High Visihility Enforcement
High Visibility Enforcement
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Preliminary Breath Test (PBT) Devices

Underage Drinking Enforcement

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Loca Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  |405d Low $886,350.00 |$221,588.00
405d HVE
Impaired
Driving Low
2019 FAST Act  |Alcohol $357,650.00 |$89,413.00 |$357,650.00
NHTSA 402 |(FAST)

Planned Activity: MSP and Local Police Sobriety Checkpoint & Saturation Patrols
Planned activity number: AL-20-03
Primary Countermeasure Strategy ID: High Visibility Enforcement

Planned Activity Description

Provide funds for overtime for approximately 85 sobriety checkpoints and saturation patrols for the
Massachusetts State Police (M SP) with support from the two Blood Alcohol Testing (BAT) mobile units
whenever operationally possible. To the greatest extent possible, local police departments will be engaged in
these activities.

This planned activity will take place throughout the year in locations across M assachusetts determined through
ongoing data analysis. The primary focus of the program isto provide maximum visibility for deterrent
purposes and to take immediate and appropriate action on al motor vehicle offenses observed, with particular
focus on impaired drivers. A limited, small portion of the program funding will be used for equipment software
upgrades related to the checkpoint setup and process.

Countermeasure Strategy Justification: High Visibility Saturation Patrols

A saturation patrol consists of alarge number of law enforcement officers patrolling a specific arealooking for
possible impaired drivers. These saturation programs are typically publicized to deter drivers from getting
behind the wheel after drinking by making it known there is a perceived risk of arrest. For FFY 2020, M SP will
be conducting high visibility saturation patrols —which have been extremely successful in previous years—in
an effort to remove drivers who are impaired off the road as well as warn of the legal, financial, and social costs
associated with aDWI arrest.

Intended Subreci pients
M assachusetts State Police

Countermeasure strategies

Countermeasure Strateqy

High Visibility Enforcement
High Visibility Enforcement
Publicized Sobriety Checkpoints
Underage Drinking Enforcement
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Funding sources

Source Fiscal | Funding Eligible Use | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  [405d Low  [$1,505,000.0 [$376,250.00
405d HVE 0
Impaired
Driving Low

Countermeasure Strategy: Highway Safety Office Program Management

Program Area. Impaired Driving (Drug and Alcohol)

Project Safety Impacts

Linkage Between Program Area
Without financial support, this program area and its planned activities cannot be properly and effectively
managed. The program and its planned activities will help lower the number of fatalities caused by impaired
drivers through its effective media messaging, overtime enforcement, and statewide opportunities for advanced
training.

Rationale
This countermeasure is the best option for this planned activity.

Planned activities in countermeasure strategy

Planned Activity Name
Program Management - Impaired Driving

Unique ldentifier

AL-20-17

Planned Activity: Program Management - Impaired Driving
Planned activity number: AL-20-17
Primary Countermeasure Strategy I1D: Highway Safety Office Program Management

Planned Activity Description

Provide sufficient staff to manage programming described in this plan as well as cover travel, professional
devel opment expenses, conference fees, postage, and office supplies.

Countermeasure Strategy Justification: OGR Program Management

The day-to-day operation of OGR requires funding to allow staff to properly oversee the impaired driving
program. Lack of oversight due to reduced or no funding could lead to increased impaired driving fatalities on
the roadways of Massachusetts.

Intended Subreci pients
Funds will support State Highway Safety Office (SHSO) program staff and will not be subawarded.

Countermeasure strategies

Countermeasure Strategy
Highway Safety Office Program Management

Funding sources
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Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |Alcohol $230,393.00 |$57,598.00 |$0.00
NHTSA 402 [(FAST)

Countermeasure Strategy: Integrated Enforcement
Program Area: Impaired Driving (Drug and Alcohol)

Project Safety Impacts

Impaired drivers are detected and arrested through regular traffic enforcement and crash investigations as well
as through special impaired driving checkpoints and saturation patrols. A third possibility isto integrate
impaired driving enforcement into special enforcement activities focused on other offenses such as speeding or
lack of seat belt usage, especially since impaired drivers tend to have a high rate of involvement in speed-
related crashes and are more likely not to wear a seat belt while driving. In Massachusetts, the Sustained Traffic
Enforcement Program (STEP) provides selected communities with the funding to take thisintegrated
enforcement approach to traffic safety. Not only do law enforcement departments patrol for impaired drivers but
also for those speeding or driving aggressively, those not wearing a seat belt or have ayoung child not buckled
into a safety restraint seat, and those failing to keep their eyes on the road because of a distraction, especially
using or looking at a cell phone.

Two planned activities for FFY 2020 involved integrated enforcement:

AL-20-04 Local Sustained Traffic Enforcement Program (STEP)

AL-20-05 MSP Sustained Traffic Enforcement Program (STEP)

Linkage Between Program Area

The funding for local STEP participants alows for increased enforcement throughout the year instead of
simply during mobilization periods. This funding will help high crash and fatality communities to conduct
overtime enforcement to increase traffic safety for both motorists and non-motorists.

With both local and M SP conducting increased enforcement throughout FFY 2020, not only will the number of
impaired driving fatalities drop but also the number of unrestrained fatalities and speed-related fatalities. Data
has shown that impaired drivers and passengers are most likely not to wear a seat belt and beinvolved in a
speed-related fatal crash.

Rationale
This countermeasure was the best option for the planned activities.
Planned activities in countermeasure strategy

Unique |dentifier Planned Activity Name
AL-20-04 Local Sustained Traffic Enforcement
Program (STEP)
AL-20-05 M SP Sustained Traffic Enforcement
Program (STEP)

Planned Activity: Local Sustained Traffic Enforcement Program (STEP)
Planned activity number: AL-20-04
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Primary Countermeasure Strategy I1D: Sustained Enforcement

Planned Activity Description

Local sustained enforcement of impaired driving laws will be conducted in selected communities. By using
detailed datafrom RMV and FARS, hot-spot communities will be identified as having the highest percentage of
crashes in the Commonwealth with fatal or non-fatal injuries. Previous hot spots were Barnstable, Boston,
Brockton, Cambridge, Chicopee, Fall River, Framingham, Holyoke, Lowell, Lynn, New Bedford, Quincy,
Springfield, Taunton, Westfield and Worcester. The communities selected to participate for FFY 2020 may be
adjusted. Local police departments in the selected areas will receive overtime funding to crack down on
impaired driving and other traffic safety focus areas. A portion of the funding may be used for data entry and/or
traffic data analysis.

Countermeasure Strategy Justification: Integrated Enforcement

Impaired drivers are detected and arrested through regular traffic enforcement and crash investigations as well
as through special impaired driving checkpoints and saturation patrols. A third possibility isto integrate
impaired driving enforcement into special enforcement activities focused on other offenses such as speeding or
lack of seat belt usage, especially since impaired drivers tend to have a high rate of involvement in speed-
related crashes and are more likely not to wear a seat belt while driving. In Massachusetts, the Sustained Traffic
Enforcement Program (STEP) provides selected communities with the funding to take this integrated
enforcement approach to traffic safety. Not only do law enforcement departments patrol for impaired drivers but
also for those speeding or driving aggressively, those not wearing a seat belt or have a young child not buckled
into a safety restraint seat, and those failing to keep their eyes on the road because of a distraction, especially
using or looking at a cell phone. The funding for local STEP participants allows for increased enforcement
throughout the year instead of simply during mobilization periods. This funding will help high crash and fatality
communities to conduct overtime enforcement to increase traffic safety for both motorists and non-motorists.

Intended Subreci pients
Local police departments

Countermeasure strategies

Countermeasure Strategy

Integrated Enforcement
Preliminary Breath Test (PBT) Devices

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |Alcohol $600,000.00 |$150,000.00 |$600,000.00
NHTSA 402 [(FAST)

Planned Activity: MSP Sustained Traffic Enforcement Program (STEP)
Planned activity number: AL-20-05
Primary Countermeasure Strategy I1D: Sustained Enforcement
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Planned Activity Description

In support of impaired driving laws this task will provide funds to the Massachusetts State Police (MSP) to
deploy sustained and selective "zero tolerance” traffic enforcement overtime patrols on the day/time/location
identified by each respective State Police troop. This activity will be conducted to augment local police
department efforts within the same general location as outlined in support of the local STEP activities. MSP
STEP enforcement patrols will provide maximum visibility for deterrent purposes and saturate target areas,
taking immediate and appropriate action on all motor vehicle violations, with particular focus on impaired
driving.

Countermeasure Strategy Justification: Integrated Enforcement

Impaired drivers are detected and arrested through regular traffic enforcement and crash investigations as well
as through special impaired driving checkpoints and saturation patrols. A third possibility isto integrate
impaired driving enforcement into special enforcement activities focused on other offenses such as speeding or
lack of seat belt usage, especially since impaired drivers tend to have a high rate of involvement in speed-
related crashes and are more likely not to wear a seat belt while driving. In Massachusetts, the Sustained Traffic
Enforcement Program (STEP) provides M SP with the funding to take this integrated enforcement approach to
traffic safety. Not only do M SP troopers patrol for impaired drivers but also for those speeding or driving
aggressively, those not wearing a seat belt or have ayoung child not buckled into a safety restraint seat, and
those failing to keep their eyes on the road because of a distraction, especially using or looking at a cell phone.
The funding for the MSP STEP allows for increased enforcement throughout the year instead of simply during
mobilization periods. This funding will help M SP tackle high crash and fatality rates for both motorists and
non-motorists across the Commonwealth.

Intended Subreci pients
M assachusetts State Police

Countermeasure strategies

Countermeasure Strategy

Integrated Enforcement
Preliminary Breath Test (PBT) Devices

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  [405d Low  [$309,000.00 [$77,250.00 [$0.00
NHTSA 402 |HVE

Countermeasure Strategy: SFST training for Law Enforcement Officers
Program Area: Impaired Driving (Drug and Alcohol)

Project Safety Impacts
Standardized Field Sobriety Testing (SFST) classes help law enforcement better detect impaired drivers during
sobriety checkpoints, traffic stops and at the scene of motor vehicle crashes. Increased awareness of driver
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impairment by officers will lead to safer roads as drivers are arrested and eventually have their license
suspended for anywhere from one year to lifetime.

Linkage Between Program Area

Through the Massachusetts Police Training Committee (MPTC), SFST classes will be offered at various
locations across the state, with an emphasis on attracting more officers from counties with high alcohol-
involved crashes. As more officers are trained in SFST, along with those who receive DRE certification, it is
hoped that more impaired drivers will be removed from the roads and therefore hel ping Massachusetts meet its
performance target.

Rationale

This countermeasure was selected because it best describes the objectives of the planned activity.
Planned activities in countermeasure strategy

Unigque Identifier Planned Activity Name
AL-20-09 MPTC - Impaired Driving Law
Enforcement Specialized Training

Planned Activity: MPTC - Impaired Driving Law Enforcement Specialized
Training
Planned activity number: AL-20-09
Primary Countermeasure Strategy I1D: Police Training Supporting Enforcement

Planned Activity Description

This program will provide funds to the MPTC to conduct up to 18 trainings throughout the year focused on
Standardized Field Sobriety Testing (SFST). The MPTC will provide training to law enforcement officersto
help reduce the number and severity of roadway crashes and pedestrian injuries due to alcohol-and-drug related
impaired driving. Classes will include SFST Instructor, SFST Instructor Updates, SFST Refresher, and a three-
day SFST courseto help law enforcement better detect impaired drivers during OUI checkpoints, traffic stops,
and at the scene of motor vehicle crashes. Increased awareness of driver impairment by officers will lead to
safer roads. Funding will also be used to fund a part-time SFST Coordinator responsible for implementing and
maintaining the SFST training program statewide. Training will take place at various police departments across
the Commonwealth.

Countermeasure Strategy Justification: SFST Training

Standardized Field Sobriety Training classes help law enforcement better detect impaired drivers during
sobriety checkpoints, traffic stops and at the scene of motor vehicle crashes. Increased awareness of driver
impairment by officers will lead to safer roads as drivers are arrested and eventually have their license
suspended for anywhere from one year to alifetime.

Through the MPTC, SFST classes will be offered at various locations across the state throughout FFY 2020.
With an emphasis on attracting more officers from counties with high alcohol-involved crashes, MPTC will
offer multiple classesin or near Bristol, Plymouth, and Worcester counties. As more officers are trained in
SFST, aong with those recelving DRE designation, more impaired drivers will be removed from the roads,
therefore making the roadways safer and less dangerous.
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Intended Subreci pients
Municipa Police Training Committee (MPTC)

Countermeasure strategies

Countermeasure Strategy

SFST Training
SFST training for Law Enforcement Officers

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |405d Low $60,000.00 |$15,000.00
405d Drug and
Impaired Alcohol
Driving Low |Training

Program Area: Motorcycle Safety

Description of Highway Safety Problems

Motorcycling continues to be a popular mode of transportation in Massachusetts. From 2013-2017,
motorcyclists fatalities accounted for nearly 14% of al traffic fatalities reported in the Commonwealth. In 2017,
51 motorcyclists lost their lives on the roadways, up from 44 in 2016. At the same time, the number of
registered motorcycles dropped 2% in 2017 to 165,148 from 168,000 in 2016. Unfortunately, with more
fatalities and fewer registered motorcycles, the fatality rate for motorcyclists rose to 30.88 per 100,000
registered motorcycles — up 23% from the 25.03 rate reported in 2016. Nationally, the fatality rate per 100,000
was 58.90 in 2017.

NHTSA estimates helmets saved the lives of 1,859 motorcyclistsin the USin 2016. (Note: NHTSA has not
released 2017 estimates at thistime.) If al motorcyclists had worn helmets, an additional 802 lives could have
been saved. Helmets are estimated to be 37 percent effective in preventing fatal injuriesto motorcycle
operators, and 41 percent for passengers. In other words, for every 100 motorcycle riderskilled in crashes while
not wearing helmets, 37 of them could have been saved had they worn one. According to results from the 2017
National Occupant Protection Use Survey (NOPUS), the overall rate of DOT-compliant motorcycle helmet use
in the United States was 65.2 percent. Helmet use was significantly higher in States that required all
motorcyclists to be helmeted than states that did not (Traffic Safety Facts, August 2018, DOT HS 812 512).

M assachusetts does require that motorcyclists be helmeted. Of the 51 reported motorcycle fatalitiesin 2017 in
the Commonwealth, only one was determined to be not wearing a helmet at the time of the crash, down from
threein 2016.

73/193
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Table 15: Motorcycle Fatalities by County, 2013-2017

In 2017, motorcycle fatalities accounted for 14.7% of all motor vehicle-related fatalities in Massachusetts, up
from 11.4% in 2016. Males represented 94% (225 of 240) the motorcycle fatalities, up from 86% in 2016. From
2013-2017, there have been 240 motorcycle fatalities across the Commonwealth with Plymouth (16%) as the
leading county. The southeastern region — Plymouth and Bristol combined — accounted for nearly athird of all
motorcycle fatalities. One-fifth of motorcycle fatalities took place across five communities. Boston (15),
Springfield (10), Worcester (8), Middleborough (7), and Brockton (6).

From 2013 to 2017, motorcycle fatalities involving another motor vehicle (107 crashes) accounted for 45.7% of
all fatal crashes. Thisis dightly lower than the 46.1% (112 crashes) reported from 2012 to 2016. Norfolk
County had the highest percentage of motorcycle fatalities involving a collision with a motor vehicle with
15.9% of the 107 crashes

Table 16: Motorcycle Fatalities involving a Collision with a Motor Vehicle, 2013-2017

Of the reported 107 motorcycle fatalities involving collisions with other motor vehicles, the most prevalent type
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DLRES 1 0%
ESSEX 3 15%
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of collision was at an angle. This occurred in 55% of the fatalities, followed by front-to-front (or head-on) with
22% and front-to-rear at 17%. In all, these three types of collisions accounted for 94% of all motorcycle fatal
crashes involving another motor vehicle.

By roadway type, motorcycle fatalities involving another motor vehicle occurred most frequently along minor
arterial roads (33%), principal arterials (30%), and local roads (25%). One likely reason for the high numbers
along both principal and minor arterial roads is the amount of distractions (signs, traffic signals, motor vehicles
turning in and out, pedestrians and bicyclists crossing roads) that could result in adriver of either amotor
vehicle or motorcycle to not pay enough attention to other vehicles sharing the road with them.

Roadway Type Angle Front-to-Front | Front-to-Rear Total

nters tate 0 1 4 5
Principal &rterial - Other Fresways And Expressways 1 a a 1
Principal Art=rial - Other 11 4 5 30
Minar Lrt=ris 17 £ 7 33
Majar(olleco 2 3 a ]
Winor Collecto [i] 2 i 2
Loca 13 3 2 25

Total E'ETI 24 18] 101

Table 17: Motorcycle fatalities involving a collision with a motor vehicle by roadway type, 2013-2017
Further analysis regarding the high incidence of angle collisions along arterial and local roads would be needed
to determine if roadway design flaws may be attributing to these fatalities.

&3 C ML Fatalities

Manth Fatalities | wifSpeeding
lanuary 0 0
February 2 1
harndh 4 1]
Apr 15 7
May = 13

Ll e 32 2

uly 45 20

A st 40 13
SEptem e 2 15
Octo e 26 0
Novembe 15 5
Deoembe 3 0|
Total 240/ ol

Table 18: Motorcycle Fatalities by Month, 2013-2017
Given that motorcycling exposesiits riders to the elements, it is not surprising that motorcycle fatalities occur
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more frequently during warmer months. The months from May through October account for 83% of all
motorcycle fatalities. During the same period, speed was afactor in 78 of the 199 reported fatalities. Overall,
speeding was involved in 38% of motorcycle fatalities from 2013 to 2017. Thisis the same rate for speed-
related motorcycle fatalities from 2012 to 2016. OGR plans to integrate speed-related safety messaging into its
FFY 2020 motorcycle safety campaign, as done in previous years, which will take place during the
spring/summer of 2021.

Table 19: Motorcycle Fatalities by Age, 2013-2017 The dexterity and hand-eye coordination required for
operating a motorcycle tends to favor younger operators as one’ s reflexes and reaction times diminish over
time. From 2013 to 2017, motorcycle fatalities involving speeding was skewed towards the younger crowd.
Those under 30 years of age accounted for 54% of all speed-related motorcycle fatalities.

MC Fetslities | MC Fetafties
Age Range 0132017 | wiSpesding
Underal 16 5
2124 43 25
25 29 a1 23
30-34 25 14
3544 35 12
4554 33 F
5564 25 1
55-74 10 1
75+ 1 o

Asmentioned in the overview of fatalities in Massachusetts in Section |, 35% of traffic fatalities during 2013-
2017 took place on the weekend (Saturday/Sunday) and 47% of fatalities occurred between the hours of 3 pm
and 11:59 pm. Motorcycle fatalities, in comparison, were even higher on the weekend (39% of all motorcycle
fatalities) and also between 3 pm to 11:59 pm (58% of all motorcycle fatalities). One possible reason for the
increase compared to overal fatalitiesis that motorcycle enthusiasts may be more likely to be on the road
recreationally, riding after work hours and during the weekend, rather than utilizing their motorcycles for
commuting purposes. The typical morning rush hours only accounted for 4.6% of all motorcycle fatalities.
Table 20: Motorcycle Fatalities by Time and Day-of-Week, 2013-2017

Sunday Monday | Tuesday Weds Thursday Friday Saturday Total

25
7
1
14
36
37
61
42
240

12am - 2:5%m
3am - 5:50am
Bam - 8:50am
Gam - 11:5%m
12pm - 2:58pm
3pm - 5:59pm
Gpm - 8:59pm
Opm - 11:59pm
Total

Motorcycle riders were found with aBAC .08 or higher in 30% of motorcyclist fatalities from 2013-2017.
Those under 30 years of age accounted for 40% of these alcohol-impaired fatalities. Drugs in the system among
motorcyclist fatalities were more prevalent than alcohol during the same time frame. Of the 240 motorcycle
fatalities reported, 51% were determined to have been under influence of one or more drugs at the time of the
crash, with 42% of these fatalities being under the age of 30.

Table 21: Impaired motorcyclist fatalities by county, 2013-2017

Thelevel of drug use among motorcyclistsis concerning, especially in Hampden County, where 18 of the 24

P |en |eo ko |k [ | =l

[y
= |0 |00 (0O (L0 [ = (ko [T

[y

Wwlnjon (Ln [k [ [la
o D G [ | Ped | (R3O

[Ne]

= LR = =R R R =R )
o | ok (o (DD
Pod | LD L0 (DA (DA [ [Ba [ Ra

ﬁ
ra
ra
]
w
&
&

76/193



NI Fatality

wfBAL OE=

BALC OB+ B
Unicter 30

WL Fatalty Drugs B

'y Dwugs

%

BARNSTAELE

BERKSHIRE

ERISTOL

DUKES

ESSEX

FRAMKLIN

HANFDEN

HAMPSHIRE

MIDDLESEX

NANTUCKET

NORFOLK

PLYNDLUTH

SUFFOLK

Dl edjia o jun o i o o] ] ee

WORCESTER

mWﬂUIDEI—'U‘!DWDHDI—'

L

dEhEUIDEWEDWDUIDN

Total

Ml Eleal el lu]ale ] w

29 5l

fatalities reported involved drugs. For FFY 2020, OGR may look to increase impaired driving messaging
among motorcyclist under 30 years of age within Hampden as well as Middlesex, Plymouth, Worcester, and

Bristol.

In conclusion, OGR plans to tackle motorcyclist safety and decrease motorcyclist fatalitiesin FFY 2020 through

the operation of two planned activities — Motorcycle Media and Motorcycle Safety Program Enhancements.

Described in the section below, these two planned programs will focus on outreach and messaging to regions of

the state that have high incidence of motorcyclist fatalities such as southeastern Massachusetts (Bristol and

Plymouth counties) as well as work with law enforcement to better focus patrols along arterials and local roads

during weekend and during the hours of 3pm to 11:59pm to have a presence when motorcyclists are more

predominant.

Associated Performance Measures

Fiscal Y ear

Performance
measure name

Target End Year

Target Period

Target Value

2020

C-7) Number of
motorcyclist
fatalities (FARS)

2020

5Year

46.00

2020

C-8) Number of
unhelmeted
motorcyclist
fatalities (FARS)

2020

S5Year

3.00

Countermeasure Strategies in Program Area

Countermeasure Strategy

Communication Campaign

Highway Safety Office Program Management

Motorcycle Rider Training

Countermeasure Strategy: Communication Campaign
Program Area: Motorcycle Safety

Project Safety Impacts

In 2017, motorcycle fatalities accounted for 14.7% of all motor vehicle-related fatalities in Massachusetts, up
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from 11.4% in 2016. Thisincrease is due in part to the year-to-year drop in overall motor vehicle fatalities from
387 to 347 in 2017 as well as the 16% rise in motorcycle fatalities from 2016 to 2017. OGR will partner with
RMV’s Motorcycle Rider Education Program (MREP) to develop and promote an awareness campaign about
motorcycle safety. The mediafor the campaign — online, radio, television, and/or outdoor billboards and
electronic signs, will take place during the warmer months (May to October) to take advantage of the peak
riding season in Massachusetts. It isthis period of the year when over 80% of motorcyclist fatalities occur.

Linkage Between Program Area

Not only will the media campaign be in full force during warmer months when motorcyclists are more likely to
be on the roads, any associated media buy(s) will skew towards Bristol, Hampden, Norfolk, Plymouth, and
Worcester counties. These counties represent 67% of the motorcycle crashes involving another motor vehicle
from 2013 to 2017.

Emphasis on younger motorcyclist (under 30 years of age) and speeding will also be incorporated into the
media messaging. Those under 30 years of age accounted for 44% (106 of 240) of motorcyclist fatalities from
2013-2017 and even more concerning is the fact that speeding was a factor in nearly 60% of those deaths.

By targeting these counties and demographics, OGR hopes to meet its stated FFY 2020 HSP motorcycle
performance target by December 31, 2020.

Rationale
This countermeasure was sel ected because its was the best option to describe the objectives of this planned
activity.

Planned activities in countermeasure strategy

Unique ldentifier Planned Activity Name
MC-20-01 Motorcycle Safety Media

Planned Activity: Motorcycle Safety Media
Planned activity number: MC-20-01
Primary Countermeasure Strategy 1D: Communication Campaign

Planned Activity Description
Develop and implement a media program will also educate motorcyclists about the importance of rider safety

and the dangers of impaired riding. A combination of earned and paid mediawill focus on the risks of speeding
and the enforcement of impaired riding laws through public service announcements, social media, and press
outreach. The media campaign will run in the time frame of May-September and will target males, with a skew
towards males under 30 years of age. Local and national data will be used to identify the timing and target
audience of the campaign. OGR will contract with a media vendor to assist with the development and targeted
distribution of motorcycle safety information to key demographics and regions in Massachusetts.

Internal policieswill be followed noting that all media and communications activities should be in support of
data-driven objectives and in coordination with other activities and programs, in particular enforcement. Crash
and citation datawill be used not only for planning enforcement activities but also to determine the target
audiences and media channels used to reach that audience. NHTSA's guidelines will be followed for messaging,
demographics, best practices and target groups for each media effort.
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Countermeasure Strategy Justification: Communication Campaign

In 2017, motorcycle fatalities accounted for 14.7% of al motor vehicle-related fatalities in Massachusetts, up
from 11.4% in 2016. Thisincrease is due in part to the year-to-year drop in overall motor vehicle fatalities from
387 to 347 in 2017 as well as the 16% rise in motorcycle fatalities from 2016 to 2017. OGR will partner with
RMV’s Motorcycle Rider Education Program (MREP) to develop and promote an awareness campaign about
motorcycle safety. The mediafor the campaign — online, radio, television, and/or outdoor billboards and
electronic signs, will take place during the warmer months (May to October) to take advantage of the peak
riding season in Massachusetts. It is this period of the year when over 80% of motorcyclist fatalities occur.

Not only will the media campaign be in full force during warmer months when motorcyclists are more likely to
be on the roads, any associated media buy(s) will skew towards Bristol, Hampden, Norfolk, Plymouth, and
Worcester counties. These counties represent 67% of the motorcycle crashes involving another motor vehicle
from 2013 to 2017.

Emphasis on younger motorcyclist (under 30 years of age) and speeding will also be incorporated into the
media messaging. Those under 30 years of age accounted for 44% (106 of 240) of motorcyclist fatalities from
2013-2017 and even more concerning is the fact that speeding was a factor in nearly 60% of those deaths.

Intended Subreci pients
Mediavendor to be determined through the state procurement process,

Countermeasure strategies

Countermeasure Strategy
Communication Campaign
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act Paid $100,000.00 [$25,000.00 [$0.00
NHTSA 402 |Advertising
(FAST)

Countermeasure Strategy: Highway Safety Office Program Management
Program Area: Motorcycle Safety
Project Safety Impacts
Funding for staffing to manage the stated planned activities for FFY 2020 under "Motorcycle Safety." Without
funding, OGR staff cannot properly oversee the planned activities aimed at reducing motorcyclist fatalities on
the roadways of Massachusetts.
Linkage Between Program Area
Without funding to support OGR staff, planned activities that will help improve motorcycle safety and reduce
motorcyclist fatalities will not happen. If no programs take place, motorcyclist fatalities will likely increasein
the coming years.

Rationae
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Lack of funding to support a quality program management staff will lead poor programming execution and lead
to many errors from little or no oversight. A well-funded program management staff will lead to improved
motorcycle safety messaging and reduced motorcyclist fatalities.

Planned activities in countermeasure strategy

Planned Activity Name
Program Management - Motorcycle Safety

Unique |dentifier

MC-20-03

Planned Activity: Program Management - Motorcycle Safety
Planned activity number: MC-20-03
Primary Countermeasure Strategy I1D: Highway Safety Office Program Management
Planned Activity Description
Provide sufficient staff to manage programming described in this plan as well as cover travel, professional
development expenses, conference fees, postage, and office supplies.
Countermeasure Strategy Justification: OGR Program Management
The day-to-day operation of OGR requires funding to alow staff to properly oversee the speed management
program. Lack of oversight due to reduced or no funding could lead to increased speed-related fatalities on the
roadways of Massachusetts.

Intended Subreci pients
Funds will support SHSO program staff and will not be subawarded.

Countermeasure strategies

Countermeasure Strategy
Highway Safety Office Program Management

Funding sources

Source Fiscal | Funding Eligible Use | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  [Motorcycle [$59,755.00 [$14,939.00 [$0.00
NHTSA 402 |Safety
(FAST)

Countermeasure Strategy: Motorcycle Rider Training
Program Area: Motorcycle Safety
Project Safety Impacts
Data has shown that motorcycle rider training does help improve motorcycle safety and reduces the likelihood
of fatal crashes among those who complete the training. In FFY 2020, OGR will work with the Registry of
Motor Vehicles (RMV) to help improve its Motorcycle Rider Education Program (MREP) through
enhancementsin the delivery of motorcycle training in urban and rural areas as well as increase the number of
certified motorcycle training instructors.

Linkage Between Program Area
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Forty-four percent of all motorcyclist fatalitiesin the last five years (2013-2017) has been among motorcycle
riders under the age of 30 and OGR will work with RMV to target this age demographic in order to increase
their participation in MREP training sessions. OGR will work with the RMV to promote motorcycle rider
training to this age demographic. The more riders in this age group that attend training in FFY 2020, the better
chance Massachusetts has to meets its stated motorcyclist fatality performance target by December 31, 2020.

Rationale
This countermeasure was selected because it wsa the best option to encompass the objectives of the planned
activity.

Planned activities in countermeasure strategy

Unique | dentifier Planned Activity Name
MC-20-02 Motorcycle Safety Program Enhancements

Planned Activity: Motorcycle Safety Program Enhancements
Planned activity number: MC-20-02
Primary Countermeasure Strategy ID: Motorcycle Rider Training

Planned Activity Description

The RMV Motorcycle Rider Education Program (MREP) will contract with the Motorcycle Safety Foundation
(MSF) to hire afull-time RiderCoach Trainer. Half of this cost will come from Section 405-f funding, one
quarter from MREP' s state funding, and one quarter from MSF. Thiswill give MREP personnel a single source
of training information, including the three MA RiderCoach Trainers who will assist this Lead MSF
RiderCoach Trainer. These RiderCoach Trainerswill conduct quality assurance visits and curriculum updates
with existing instructors as well as training new instructors. RMV will improve the Basic Rider Course by
incorporating state motorcycle safety data to enhance its curriculum. RMV will evaluate the M SF Skill
Evaluation offered at the end of the Basic Rider Course to determineif it needs enhancement and can continue
to serve as a substitute for the RMV’ s state motorcycle license test. MSF recently developed a Basic Rider
Course - 3-Whesdl Seat and Steering Wheel course. RMV will review if this course can serve as atraining
opportunity and license test substitute for the auto cycle type vehicles in Massachusetts which are considered
motorcycles.

OGR will develop paid mediain coordination with the RMV's Motorcycle Rider Education Program (MREP) to
enhance driver awareness of motorcyclists and educate motor vehicle operators about the need to share the road.
The awareness campaign will run in late spring-summer, the time of year when motorcyclist fatalities spike.
Any associated media buy(s) will skew towards areas that represent significant motorcycle crashes involving
other motor vehicles between 2008-2017.

Massachusetts has 12 motorcycle schools that provide training opportunities at 26 sites, encompassing 11 of 14
counties across the state. Based on 2017 data from RMV, Massachusetts has 165,148 registered motorcycles.
The number of registered motorcyclesfor a county isin parentheses after the county name below.

Barnstable (6,704) — West Dennis Berkshire (5,099) — Fittsfield Bristol (18,349) — South Easton, Dartmouth,
Raynham, Seekonk Essex (18,865) — Beverly, North Andover Franklin (3,212) — Ashfield, Greenfield Hampden
(12,144) — Palmer, Westfield (2) Middlesex (32,037) — Ayer, Bedford, Framingham, Tyngsborough Norfolk

81/193



(12,843) — Foxborough, Norwood Plymouth (15,562) — Brockton, Plympton, Wareham Suffolk (6,859) —
Revere Worcester (27,649) — Auburn, Sturbridge, West Boylston

Dukes, Hampshire, and Nantucket counties have 907, 4256, and 568 registered motorcycles, respectively. At
this time, no motorcycle schools are planned in these counties.

Countermeasure Strategy Justification: Motorcycle Rider Training

Data has shown that motorcycle rider training does help improve motorcycle safety and reduces the likelihood
of fatal crashes among those who complete the training. In FFY 2020, OGR will work with the RMV to help
improve its Motorcycle Rider Education Program (MREP) through enhancements in the delivery of motorcycle
training in urban and rural areas as well as increase the number of certified motorcycle training instructors.
Forty-four percent of all motorcyclist fatalitiesin the last five years (2013-2017) has been among motorcycle
riders under the age of 30 and OGR will work with RMV to target this age demographic in order to increase
their participation in MREP training sessions.

Intended Subreci pients

Massachusetts Registry of Motor Vehicles

Countermeasure strategies

Countermeasure Strategy
Motorcycle Rider Training
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount

2019 FAST Act  |405f $70,000.00 |$17,500.00
405f Motorcycle
Motorcycle |Programs
Programs (FAST)

2020 FAST Act  |405f $80,000.00 |$20,000.00
405f Motorcycle
Motorcycle |Programs
Programs (FAST)

Program Area: Non-motorized (Pedestrians and Bicyclist)

Description of Highway Safety Problems

From 2013 to 2017, pedestrian fatalities in the U.S. increased by 25%. In that same period in Massachusetts,
pedestrian fatalities have declined by 6%. Nationally in 2017, pedestrian fatalities accounted for 16% of all
traffic deaths; in Massachusetts, that number was 21%. In 2017 males accounted for 70% of all pedestrian
fatalitiesin the US. In Massachusetts 61% of those pedestrians killed were male.

Pedestrian fatalities from 2013 to 2017 were far more frequent in communities with high population density —
Boston (54 fatalities), Brockton (13), Quincy (11), Springfield (17), and Worcester (24). Together these five
cities accounted for 30% of all Massachusetts pedestrian fatalities.

Of the 384 pedestrian fatalities reported, 63% of occurred in eastern Massachusetts. Barnstable, Bristol, Essex,
Middlesex, Norfolk, Plymouth, and Suffolk saw 242 pedestrian deaths. Central and Western M assachusetts
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Pedestrian Fatalities
2013-2017

(Berkshire, Hampden, Hampshire, and Worcester County) accounted for 107 deaths or 28%.

County PEdEil.-im
Fatalities
Barnstable 17
Barkshire E
Bristaol 28
Dukes 1
Ezzex 33
Franklin 1]
Hampden 36
Hampshire g
hMiddlesax 66
Nantucket 1
Morfolk 3B
Plymaouth 34
Suffolk 53
Waorester 54

Table 22: Pedestrian Fatalities by County, 2013-2017

In Table 22, a breakdown of pedestrian fatalities by time and day of the week is provided. The hours between 3
pm and 11:59 pm is the most dangerous for pedestrians on the roadways. Nearly 60% of pedestrian fatalities
occurred during this time from 2013-2017. The three hour period from 6 pm to 8:59 pm was the only time
frame with double-digit fatalities for every day of the week. This would coincide with the weekday rush hour
home and on the weekend with the popular period of time for people to head out to local establishments.
Wednesday experienced the highest number of pedestrian fatalities with 67, 17% of all pedestrian deaths.
Nearly two-thirds of Wednesday’ s fatalities took place between 12 pm and 8:59 pm.

Table 23: Pedestrian Fatalities by Day and Time Frame, 2013-2017

Ages of the deceased pedestrians are skewed more to those over 50 years old. Pedestrians under 30 years of age
accounted for 21% of the fatalities, while those age 50 or higher represented nearly 60% of the fatalities.
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Figure 24: Pedestrian Fatalities by Age Group, 2013-2017

Of great concern is the recent jump in fatalities for those age 60 or older. This age group had 158 reported
fatalities or 41% of all pedestrian fatalities from 2013-2017.

Why the high incidence of older pedestrian fatalities? A look at the location of the pedestrian at the time of
crash provides a possible clue. Table 24 shows the breakdown of pedestrian location by age grouping for the
locations that accounted for 90% of all pedestrian fatality locations.

Location of Pedestrian at Time of Crash Under 16 16-20 21-29 3039 40-49 50-59 B+
Not At Intersection - On Roadway, Not In Marked Crosswalk 12 13 rr 21 ) 33 64
At Intersection - In Marked Crosswalk 3 2 5 5 39
At Intersection - Not In Crosswalk a 1] 3 1 1 12
Not At Intersection - In Marked Crosswalk [1] 1] 0 [1] 3 2|
Not At Intersection - On Roadway, Crosswalk Availability Unknown 1] 2

Shoulder/Roadside 3 2 4 0 3 2
Sidewalk 0 3 1 1 2 5

Table 24: Pedestrian Location at Time of Crash, 2013-2017

For those 60 years of age or older, over athird of the locations were in a marked crosswalk. Thisis dramatically
higher than any other age group. In comparison, pedestrians under 30 years of age had only 10% of fatalitiesin
amarked crosswalk. Those 50-59 experienced 13% of fatalitiesin marked crosswalks. Possible factors for
those age 60 or older isthe inability to quickly move, and poor hearing or eyesight impairs judging distance of
moving vehicles. Older pedestrians are additionally less able to recover from serious injuries as well.

Figure 25: Pedestrian Fatalities by Month, 2013-2017

An assessment of the time of year shows that fatalities occur more frequently from October to January. The lack
of daylight, especially around the evening commuting hours (3 pm to 6 pm), is afactor that could impact
drivers ability to see pedestrians. Data does reveal dark clothing as the top pedestrian contributing factor with
62 fatalities (16% of all pedestrian deaths) noting this as a factor.

For FFY 2020, OGR plans to continue its programming aimed at pedestrian safety in an effort to continue to
reduce the number of pedestrian fatalities. The high pedestrian fatality count in the urban communities of
Boston, Worcester, Springfield, Brockton, and Quincy will be addressed through the funding of pedestrian-
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Pedestrian Fatalities
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focused grant programming as well as sustained enforcement. More analysis is needed to determine the best
strategy to counter the high rate of fatalities among pedestrian age 60 or older. OGR share key data points with
local law enforcement to better target periods of expected increases in pedestrian fatalities such as conducting
patrols more often during late fall/early winter and around the hours of 3 pm to midnight.

In 2017, there were 11 bicyclist fatalities reported in Massachusetts, up from 10 in 2016. Bicyclist fatalities
accounted for 3% of all traffic fatalities, higher than the national rate of 2%. Middlesex County led
Massachusetts with 21% of the all bicyclist fatalities from 2013-2017. Suffolk County had eight bicyclist
fatalitiesin the same period. Together, these top two counties accounted for over athird of all bicyclist
fatalities.

Table 25: Bicyclists Fatalities by County, 2013-2017

Bicyclists

Coun
t Fatalities

Barnstable
Berkshire
Bristol
Dukes
Essex
Franklin
Hampden
Hampshire
Middlesex
Nantucket
Norfolk
Plymouth
Suffolk
Worcester

P JEN R R [ S | = |

[
=

RN =

Boston, with its high bicyclist population and heavy traffic, led all communities with six fatalities. In all, 34
towns and cities across Massachusetts reported at least one bicyclist fatality between 2013 and 2017.

Males are disproportionately represented with over 80% of all bicyclist fatalities. Of the 38 male fatalities, eight
were found to not be wearing a helmet at the time of the crash. For females, three of the nine fatalities were
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without a helmet at the time of impact.

Bicyclist fatalities were not limited to the young. In fact, riders 50 years or older accounted for 53% of fatalities.
With regards to helmet use, of the 11 reported bicyclist fatalities without a helmet, over half were age 50 or
older.

Male Female Total
Under 16 4 1 5
16-20 4 0 4
21-29 5 2 7
30-39 2 2 4
40-49 2 0 2
50-59 10 2 12
B+ 11 2 13
Total 38 9

Table 26: Bicyclist Fatalities by Age & Gender, 2013-2017

While much of the media messaging about bicycle helmet usage has been understandably focused on children
and teenagers, some outreach toward older adults is worth pursuing given the high percentage of older adults
not wearing a helmet in abicyclist crash.

Elcycllsts
Fatalltles

Town

BOSTON
BRDOCKTON
CAMERIDGE
LINCOLN
SPRINGFIELD
WESTFIELD
AMHERST
ATTLEEORD
BARNSTAEBLE
BEWERLY
BREWSTER
CHARLTON
CHELSEA
DARTMOUTH
DEERFIELD
EASTHAM
FITCHEURG
GREENFIELD
HOLYOKE
HUDSON
HULL
LITTLETON
MALDEN

& NSFIELD
MEDFORD
METHUEN
MIDDLEBORO
NORTHAMFTON
PITTSFIELD
SUDBURY
TAUNTON
WELLFLEET
WESTWOOD
WRENTHAM

[l Ll Ll LR L U T e T L LR L e e T D U [ L e e e R e L e e e L R R LR T

Table 27: Top Townsfor Bicyclists Fatalities, 2013-2017
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Over athird of bicyclist fatalities took place between 3 pm and 6 pm. Thisis the time when kids are heading
home from school and people are leaving work. Nearly 70% of bicyclist fatalities occurred from 12 pm to 9 pm.

12am - 3am - Eam - Sam - 12pm - 3pm - Epm - Spm - Houwr

Total
25 9am 5:589am 8:589am 11:59am F:50pm 5:58pm 8:58pm 11-59pm Link niown

Sunday
Monday
Tuesday
Wednesday
Thursday
Friday
Saturday

Total

Table 28: Bicyclists Fataities by Day & Time Frame, 2013-2017

From 2013-2017, bicyclists fatalities occurred with most frequency on Sunday and Friday. These two days
accounted for over half of fatalities. Friday saw 7 of its 11 fatalities taking place between 12 pm and 8:59 pm;
Sunday had 7 of its 9 happening between 9 am and 5:59 pm.
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Bicyclist Fatalities
2013-2017

Figure 26: Bicyclist Fatalities by Month, 2013-2017

Bicyclist fatalities occurred more often during warmer months, May to October. The three highest months for
fatalities were October, May, and July respectively. May is usualy the final month of the college term in the
Boston area as well as the first month of consistently warm weather. October is still warm enough for students
aswell as urban commutersto ride bikes to get to and from class or work. July istypically the height of summer
vacation for students (elementary through college).

With no fatalities reported in either February or December, having four fatalities in January was unexpected.
Biking is not a popular mode of transportation during winter months in New England, especially with icy and
snowy roads to contend with. Data shows that three of the four fatalities were over 50 years of age.

For FFY 2020, OGR will look to target bicycle safety programming and outreach, particularly in Suffolk and
Middlesex Counties. Law enforcement patrols that take place primarily between 3 pm and 9 pm on Mondays
and Wednesdays will be encouraged.

Associated Performance Measures

Fiscal Year Performance |Target End Year| Target Period | Target Vaue
measure name

2020 C-10) Number 2020 5Year 73.00
of pedestrian
fatalities (FARS)
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2020 C-11) Number |2020 5Year 9.00
of bicyclists
fatalities (FARS)

Countermeasure Strategies in Program Area

Countermeasure Strategy

Communication Campaign
Highway Safety Office Program Management
Pedestrian Safety Zones

Countermeasure Strategy: Communication Campaign
Program Area: Non-motorized (Pedestrians and Bicyclist)

Project Safety Impacts

In 2017, pedestrian fatalities dropped to 74 from 78 in 2016. To build upon this positive trend, OGR plans to
launch a paid and earned media campaign during FFY 2020 to raise awareness among drivers, pedestrians, and
bicyclists of the need to share the roadways responsibly. This campaign will use both online and offline (radio,
television, electronic signs) mediato spread the message and will be done concurrently with local police
overtime enforcement activity. OGR will suggest any pedestrian and/or bicyclist-focused patrols to be
conducted between 9am and 9pm with emphasis on Fridays and Sundays.

Linkage Between Program Area
While pedestrian fatalities have dropped slightly from 2016 to 2017, bicyclists fatalities have risen during the
same period. The non-motorist media campaign will have a heavy focus on the Boston area, which has a high
proportion of itstraffic fatalities due to pedestrian and bicyclists. Worcester and Springfield will also receive
attention as those two cities also have over athird of its fatalities attributed to non-motorists. Coupled with the
enforcement patrols conducted by law enforcement departments receiving a Pedestrian Safety Enforcement &
Equipment Grant, the combination of media and enforcement should help decrease pedestrian fatalities by 2020.
Rationale

This countermeasure was selected because it was the best option to describe the objectives of the planned
activities.

Planned activities in countermeasure strategy

Unique |dentifier Planned Activity Name
PS-20-01 Pedestrian and Bicyclist Safety Media

Planned Activity: Pedestrian and Bicyclist Safety Media
Planned activity number: PS-20-01
Primary Countermeasure Strategy 1D: Communication Campaign
Planned Activity Description
Develop and implement a pedestrian and bicyclist safety paid and earned media campaign in conjunction with
the MassDOT's Traffic Safety Division, which will encourage all road usersto safely share the road, educate the
public on related traffic laws, and promote the enforcement efforts of local police departments. OGR will
analyze local and national crash and fatality data to identify the timing and target audience. OGR will contract
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with a marketing and advertising agency to execute the media campaign. Social mediawill be used for
sustained educational efforts.

Internal policies will be followed noting that all media and communications activities should be in support of
data-driven objectives and in coordination with other activities and programs, in particular, enforcement. Crash
and citation data will be used not only for planning enforcement activities but also to determine the target
audiences and media channels used to reach that audience. NHTSA's guidelines will be followed for messaging,
demographics, best practices and target groups for each media effort.

Countermeasure Strategy Justification: Communication Campaign

In 2017, pedestrian fatalities dropped to 74 from 78 in 2016. To build upon this positive trend, OGR plans to
launch a paid and earned media campaign during FFY 2020 to raise awareness among drivers, pedestrians, and
bicyclists of the need to share the roadways responsibly. This campaign will use both online and offline (radio,
television, electronic signs) media to spread the message and will be done concurrently with local police
overtime enforcement activity. OGR will suggest any pedestrian and/or bicyclist-focused patrols to be
conducted between 9 am and 9 pm with emphasis on Fridays and Sundays.

Intended Subreci pients
Mediavendor yet to be determined through the state procurement process.

Countermeasure strategies

Countermeasure Strategy
Communication Campaign
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act Paid $150,000.00 [$37,500.00 [$0.00
NHTSA 402 |Advertising
(FAST)

Countermeasure Strategy: Highway Safety Office Program Management

Program Areac Non-motorized (Pedestrians and Bicyclist)

Project Safety Impacts

Funding needed for proper program management of Non-motorized planned activities.

Linkage Between Program Area

Without proper funding, OGR staff cannot provide adequate oversight of all non-motorized planned activities,

which could lead to higher pedestrian and bicyclist fatalities in Massachusetts.

Rationale

This countermeasure was selected as it best described the objectives of the associated planned activities.
Planned activities in countermeasure strategy

| Unique Identifier | Planned Activity Name |
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Program Management - Pedestrian &
Bicyclist Safety

Planned Activity: Program Management - Pedestrian & Bicyclist Safety
Planned activity number: PS-20-04
Primary Countermeasure Strategy 1D: Highway Safety Office Program Management
Planned Activity Description
Provide sufficient staff to manage programming described in this plan as well as cover travel, professional
devel opment expenses, conference fees, postage, and office supplies.
Countermeasure Strategy Justification: OGR Program Management
The day-to-day operation of OGR requires funding to allow staff to properly oversee the pedestrian and
bicyclist safety program. Lack of oversight due to reduced or no funding could lead to increased speed-related
fatalities on the roadways of Massachusetts.

Intended Subreci pients

Funds will support program staff and will not be subawarded.

Countermeasure strategies

PS-20-04

Countermeasure Strategy
Highway Safety Office Program Management

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act Pedestrian/Bi [$77,102.00 [$19,276.00 |$0.00
NHTSA 402 |cycle Safety
(FAST)

Countermeasure Strategy: Pedestrian Safety Zones
Program Area: Non-motorized (Pedestrians and Bicyclist)

Project Safety Impacts

Pedestrian safety zones concept is aimed at more effectively targeting resources to problem areas by focusing
enforcement, education, and interventions on key geographic areas of acommunity. For example, data analysis
of crash locations involving pedestrians in atown might find a cluster within range of a public school. To
counter the problem, the local police department would target the area by making presentations at the school,
conducting enforcement patrols on the main streets near or by the school, and displaying public safety
messaging (billboards, banners, and electronic signs) in the same area. Studies have shown this approach leads
to decreased fatalities, especially among pedestrians and bicyclists.

The planned activity, the Local Police Pedestrian and Bicyclist Enforcement and Equipment Program, will
utilize this approach with subrecipientsin order to target regions or areas of high incidences involving motor
vehicles, pedestrians, and/or bicyclists.

Linkage Between Program Area

90/193



Establishing pedestrian safety zones will help OGR in its quest to see pedestrian and bicyclist fatalitiesdrop in
the coming years by focusing resources in areas of high pedestrian and bicyclists fatality and incapacitating
injuries.

Rationale
This countermeasure was selected because it best described the objectives of the planned activity.

Planned activities in countermeasure strategy

Unique | dentifier Planned Activity Name
PS-20-02 Local Police Pedestrian and Bicyclist
Enforcement and Equipment Program
PS-20-03 Community-Based Pedestrian and Bicyclist
Safety Grant Program

Planned Activity: Local Police Pedestrian and Bicyclist Enforcement and

Equipment Program
Planned activity number: PS-20-02
Primary Countermeasure Strategy I1D: Sustained Enforcement

Planned Activity Description

Award grants to municipal police departments to conduct enforcement activities aimed at reducing the
incidence of pedestrian and bicyclist injuries and fatalities. Enforcement patrols will take place throughout the
year, with departments utilizing crash data and trends to select timing and locations of enforcement activities.
The purchase of safety items and educational materials will be allowed, pending problem identification and a
plan for public distribution. Safety itemswill include bicycle helmets, lights, reflectors, and other items to
enhance pedestrian and bicyclist conspicuity at night.

Countermeasure Strategy Justification: Pedestrian Safety Zones

Pedestrian safety zones concept is aimed at more effectively targeting resources to problem areas by focusing
on enforcement, education, and interventions on key geographic areas of acommunity. For example, data
analysis of crash locations involving pedestrians in atown might find a cluster within range of a public school.
To counter the problem, the local police department would target the area by making presentations at the
school, conducting enforcement patrols on the main streets near or by the school, and displaying public safety
messaging (billboards, banners, and electronic signs) in the same area. Studies have shown this approach leads
to decreased fatalities, especially among pedestrians and bicyclists.

The planned activity, Local Pedestrian and Bicyclist Enforcement, will utilize this approach with subrecipients
in order to target regions or areas of high incidences involving motor vehicles, pedestrians, and/or bicyclists.

Intended Subreci pients
The subrecipients will be determined through a grant application process.
All municipal law enforcement agencies within the Commonwealth will be eligible to apply.

Countermeasure strategies

| Countermeasure Strategy |
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|Pedestrian Safety Zones

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |405h Law $400,000.00 |$100,000.00
405h Enforcement
Nonmotorize
d Safety
2020 FAST Act  |405h Law $250,000.00 |$62,500.00
405h Enforcement
Nonmotorize
d Safety
2020 FAST Act  |Pedestrian/Bi [$50,000.00 |$12,500.00 |$50,000.00
NHTSA 402 |cycle Safety
(FAST)
Planned Activity: Community-Based Pedestrian and Bicyclist Safety Grant
Program

Planned activity number: PS-20-03
Primary Countermeasure Strategy ID:

Planned Activity Description

Competitive grant awards will be provided to one or more organizations such as Girl Scouts, Boy Scouts, PTOs,
schools, faith-based and advocacy groups, etc., that will implement community-based programs. The eligible
applicants may include both non-profit 501(c)(3) or governmental agencies.

This planned activity will consist of one or more data-driven competitive grant programs that will be focused in
geographical areas and/or high-risk populations that have demonstrated need in the area of pedestrian and
bicyclist safety.

The programs will generally be focused on raising awareness of road safety, training, and changing social
attitudes and behaviors in order to reduce vehicle crashes and their associated fatalities, seriousinjuries and
economic losses on the state' s roadways.

Thiswill not be atraffic enforcement program, but OGR will encourage applicants to develop new or enhance
existing partnerships with law enforcement agencies to achieve project goals.

Selected grant subrecipients will develop and implement traffic safety improvement educational and awareness
programs that address issues in their targeted communities. Programs that focus on high-risk groups or
behaviors will be prioritized. Organizations will be encouraged to build partnerships that incorporate a whole-
community, data-driven approach to identifying and addressing road safety problems. The formation of
community-wide road safety coalitions that bring together awide constituency to focus on aspects of road
safety will also be encouraged.

Projects that will develop and implement an educational curriculum that aimsto install alife-long road safety
culture in the Commonwealth’s citizenry will also be prioritized. Projects may also incorporate social, and/or
traditional media strategies to change risky behavior on the state' s roadways.
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The competitive grant solicitation may guide potential applicants to various informational resources such as:
National Highway Traffic Safety Administration

Centers for Disease Control and Prevention

Governors Highway Safety Association

Insurance Institute for Highway Safety

National Safety Council

American Automobile Association

The Vision Zero Network

Mothers Against Drunk Driving

Students Against Destructive Decisions

Countermeasure Strategy Justification: Communication Campaign

This planned activity will fund one or more local community organizations to develop and implement
awareness and education initiatives that will promote OGR’ s pedestrian and bicyclist safety messaging. The
ultimate goal of the planned activity isto lower pedestrian and bicyclist fatalities within the community or
communities being funded.

Intended Subreci pients
Non-profit and/or governmental organizations to be determined through a competitive process.

Countermeasure strategies

Countermeasure Strategy
Pedestrian Safety Zones
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  |[Community [$25,000.00 |$6,250.00 $25,000.00
NHTSA 402 |Traffic Safety
Project
(FAST)

Program Area: Occupant Protection (Adult and Child Passenger Safety)

Description of Highway Safety Problems
Occupant protection refers to the use of seat belts, motorcycle helmets, booster seats, and child passenger safety
(CPS) seats by motor vehicle occupants. Research has found that 1ap/shoul der seat belts, when used, reduce the
risk of fatal injury to front-seat passenger car occupants by 45 percent and the risk of moderate-to-critical injury
by 50 percent. In 2017, seat belts in passenger vehicles saved an estimated 14,955 lives of occupants five years
of age and older. An estimated 325 child occupants four years old and younger were saved by the use of child
restraints (Traffic Safety Facts. Lives Saved in 2017 by Restraint Use and Minimum-Drinking-Age Laws,
NHTSA, Report No. DOT HS 812 683). Despite the tremendous reduction in fatal injuries from seat belts,
Massachusetts has not implemented a primary enforcement law which allows law enforcement to stop drivers
for failure to wear a seat belt. Currently, Massachusetts has a secondary enforcement seat belt law where police
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can issue citations only if the reason for pulling over the driver was related to another offense (i.e. speeding,
going through ared light).

The annual Statewide Observational Seat Belt Survey, arequirement for occupant safety funding by NHTSA,
has shown that Massachusetts has consistently ranked among the worst performing states year after year. From
2013 to 2017, the average usage rate for Massachusetts was 76%. By comparison, the average national rate (per
the National Occupant Protection Use Survey aka NOPUS) for the same period was 88.4% and for all non-
primary law statesit was 81.2%. In New England, the three states with a primary seat belt law, Connecticut,
Maine, and Rhode Island have average five-year seat belt rates of 87, 86, and 87 percent, respectively.

From 2013 to 2017, unrestrained occupant fatalities in Massachusetts jumped from 100 to 131. During the same
period other New England states like Connecticut and Maine saw fatalities drop (3.6% and 32%, respectively),
while Rhode Island increased from 19 to 24 percent. In Rhode Island, their unrestrained fatalities as a
percentage of al fatalities from 2013-2017 were 29% compared to Massachusetts 31%. Though the
relationship between unrestrained fatalities and seat belt usage rate is not scientifically correlated, it is
instructive of the importance of having a primary seat belt law.

Given the less than positive results for Massachusetts described above, the 2018 Statewide Observationa Seat
Belt Survey resulted in the highest rate ever reported for the state. It was also the biggest single-year increase
of any state over the last 5 years. During the survey period, atotal of 28,265 drivers and front outboard
passengersin atotal of 24,145 were observed across 148 locations. The statistically weighted percentage of
front seat occupants using seat belts was 81.6%. It is atestament not only to the efforts by OGR but aso to
every state and local police officer that put in the time to enforce occupant safety while conducting enforcement
patrols and checkpoints. Each percentage point increase in seat belt usage, the number of motor vehicle
occupants suffering life-threatening or life-altering injuries decreases. This is why Massachusetts continues to
make occupant protection safety atop priority of its highway safety program.

2013-2017
Unrestrained Fatalities by Town

Liriraditrn v Fitn bt

From 2013 to 2017, there were 549 unrestrained fatalities across Massachusetts. Unrestrained fatalities
accounted for 41% of all motor vehicle occupant fatalities. Four counties — Worcester, Bristol, Plymouth, and
Hampden — had over half the unrestrained fatalities reported. Worcester, with a number of major routes running
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through it (1-90, 1-395, 1-190, 1-290, Route 9), lead al counties with 18% of all unrestrained fatalities. The city
of Worcester was not the top community. That position was held by Boston with 27 unrestrained fatalities.
Springfield was second with 16. Southeastern Massachusetts (Bristol/Plymouth) accounted for 25% of all
unrestrained fatalities.

Table 6: Occupant Fatalities and Unrestrained Fatalities by County, 2013-2017

Percent
Unrextrained of Perent of Al
County Dviver Fatalities :::;:‘: T“:;::;:‘“ ;:LLJ;:“;F::; Towl Occupant | Uneestrained
Fatafities for (=549
Courty
BARNSTABLE 43 3 58 24 AL4% 4.4%
BERKSHIRE 20 10 A0 16 A0.0% 2.9%
BRISTOL 145 23 75 73 JL.7% 13.3%
DUKES 3 0 3 1 33 3% 0. 2%
ESSEX B5 20 106 45 42 5% B.2%
FRAMELIM 25 3 25 17 80.7% 3.1%
HAMPDEN 111 30 141 &0 42 6% 10.9%
HAMPSHIRE 7 5 3z 12 37.5% 2.2%
KMIDDLESEX 137 15 155 53 34 2% 9. 7%
MANTUCKET 0 0 0 0 0.0%E 0.0%
NORFOLK 99 29 128 54 42 2% 9.5%
PLYMOUTH 111 33 174 &7 38.5% 12 7%
SUFFOLK 55 17 73 3D 41.1% 5.5%
WORCESTER 183 E 222 97 43 7% 17.7%
Total 1,093 242 1,335 ]

Franklin County, which islocated in the northwest-central region of Massachusetts, had the highest percentage
of unrestrained fatalities of all its occupant fatalities with 60.7%. The next closest county was Worcester with
43.7%.

Total
Unrestrained
Fatalities
(2013-2017)

BOSTON 27
SPRIMNGFIELD 16
BROCKTON
FALL RIVER
PLYMOUTH
MIDDLEBORO
WESTBORO
DARTMOUTH
EASTON
HOLYOKE
NORWOOD
RANMDOLPH
TAUNTON
WESTFIELD
WORCESTER

Top 15 Cities

=
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Table 7: Top Communities for Unrestrained Fatalities, 2013-2017
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Boston reported the highest total number of unrestrained fatalities from 2013-2017, likely due to the high
population and density and alarge number of mgor highways (Mass Pike, 1-93, Route 1, Route 9) running
through the capital city. As part of Suffolk County, Boston accounted for 27 of the 30 unrestrained fatalities that
occurred in the county.

Of the top fifteen communities listed in Table 7, seven were from southeastern Massachusetts (Brockton,
Dartmouth, Easton, Fall River, Middleboro, Plymouth, and Taunton). Collectively, these seven cities accounted
for 11% of the 549 unrestrained fatalities from 2013-2017. OGR will make every effort to get as many
southeastern towns and cities involved in occupant protection grant activities, such asthe Click It or Ticket
mobilization, in FFY 2020.

With the key municipalities and regions of Massachusetts for unrestrained fatalities identified, alook at data
related to day-of-week, time-of-day, month, age of deceased, and roadway type will provide further insight to
key areas of focus for FFY 2020 occupant protection activities.

Table 8 below shows the breakdown of unrestrained fatalities by day-of-week and time of day (in three-hour
sections). The time from 12 am — 2:59 am on Saturday and Sunday

Table 8: Unrestrained Fatalities by Time Frame and Day-of-Week, 2013-2017

Sun day Monday Tuesday |Wednesday| Thursday Friday Satur day Total
12am - 2:59am 27 10 7 15 4 15 32 110
3am - 55 9am 20 2 1 4 & 9 10 52
Eam - 8:5 Jam 7 4 3 1z 8 1 & 55
Sam -11:59am 7 & 3 5 8 7 4 &0
12pm - 2:59pm 7 8 11 ] 7 5 56
Jpm - 5:59pm 11 9 17 ] g I 3 70
Gpm - 8:59pm 14 ] 13 7 4 1 11 &7
Spm - 11:59pm 14 12 13 11 = 17 14 S0
107 59 BE it 52 o0 o4

accounted for half of all unrestrained fatalities reported during that time frame. In fact, the 12 am — 2:59 am
period was the top time across all days of the week with 20% of unrestrained fatalities. Adding in 9 pm —11:59
pm, the percentage of all unrestrained fatalities jumps to 36%. In all, the data clearly shows any unrestrained-
focused enforcement patrols or checkpoints should take place between the hours of 9 pm and 3 am on Saturdays
and Sundays.

Figure 20: Unrestrained Fatalities by Month, 2013-2017

Unrestraimed Fatalities
20013 - 2017
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Unrestrained fatalities were highest during the months of July and November from 2013-2017. The number
reported for July is likely attributed to more people driving in the warm weather and staying out later at night
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during the weekends. November does have an abnormally high number of unrestrained fatalities on
Wednesdays (10) compared to the other months (January and May both had next highest, 8 fatalities). With
Thanksgiving falling on Thursday each year, it’'s possible due to more people being out at night prior to the
holiday.

e Unrestrained
Male Female Total
1-9 2 2 4
10- 15 2 2 4
16- 20 37 23 60
21-29 108 41 149
30- 39 66 26 92
40- 49 31 16 47
50- 59 61 21 82
60- b4 23 7 30
65 + 47 34 81
Total 377 172

Table 9: Unrestrained Fatalities by Age and Gender, 2013-2017

Male occupants accounted for 69% of unrestrained fatalities from 2013-2017, with nearly athird coming from
the age range of 21-29. Female occupants also saw the highest fatalities coming from the 21-29 age range as
well, representing 24% of female unrestrained deaths. Overall, the age range from 16 to 39 was responsible for
55% of the 549 fatalities.

Impaired driving and speeding both factor heavily in the high level of unrestrained fatalities among occupants
under 40 years of age. From 2013-2017, unrestrained fatalities found with aBAC of 0.08 or higher accounted
for 32% of al fatalities. Those found with drugsin their system accounted for 52% of the fatalities.

Table 10: Alcohol or Drug use in Unrestrained Fatalities, 2013-2017

Fatalities Speeding
Found with: Involved
Alcohol (BAC .08 or higher) 178 75
Drugs (any type) 287 115
Age Range (Under 40):
Alcohol (BAC .08 or higher) 112 52
Drugs (any type) 171 a7

Of the 178 alcohol-impaired fatalities, 112 (63%) were age 39 or younger and of the 287 drug impaired
fatalities, 171 (60%) were age 39 or younger.

Speeding was involved in over half of the unrestrained fatalities involving occupants under age 40 — both with
alcohol (52%, 58 of 112) and with drugs (51%, 87 of 171). Occupants under age 40 accounted for 77% of all
speed-related alcohol unrestrained fatalities and 76% of all speed-related drug unrestrained fatalities.

Over the last five Seat Belt Usage Observation Surveys (2014-2018) seat belts were worn more often by those
on interstate roadways than those on arterial or local roads. Interstate users averaged an 80% usage rate while
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arterial and local were in the mid-to-low 70s. Surprisingly, the unrestrained fatalities during the 2013-2017
period revealed alack of seat belt usage is more prevalent than expected. Twenty-two percent of unrestrained
fatalities took place on interstate roadways, second only to principal arterial, which accounted for 23% of
fatalities. Speeding, which wasinvolved in athird of all interstate fatalities, was a factor in over half the local
unrestrained fatalities reported. Arterials (principal and minor) accounted for 44% of all unrestrained fatalities
and 41% of all speed-related unrestrained fatalities.

Figure 21: Unrestrained Fatalities and Speeding by Roadway Type

i Bi
) i

The data provided in this section shows that for FFY 2020 media messaging and grant funding for occupant
protection focused programs such as Click It or Ticket may be best geared toward the southeastern

M assachusetts region, Metro Boston, Springfield, and Worcester with the intent of influencing potential
occupants under the age of 40.

Furthermore, enforcement activity related to occupant protection may be heightened during the months of July
and November, which are the months with the highest unrestrained fatalities. In terms of time-frame for law
enforcement to conduct overtime funded activities, the period from Friday to Sunday with emphasis on the
hours between 3 pm and midnight may have the greatest impact.

Alcohol (which is discussed in more detail in the Impaired Driving section) and speeding (covered in the Speed
Management section) have both been shown to be common factors in unrestrained fatalities, especially those
involving occupants under 40 years of age. OGR plans to incorporate messaging about drinking and speeding
into outreach on seat belt safety, with urban (Boston, Springfield, Worcester) areas touting the importance of
utilizing public transportation or car services such as Uber or Lyft.

Associated Performance Measures

Fiscal Year Performance |Target End Year| Target Period | Target Vaue
measure name

2020 C-4) Number of 2020 5Year 108.00
unrestrained
passenger
vehicle occupant
fatalities, all seat
positions
(FARS)
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2020 B-1) Observed [2020 5Year 80.00
seat belt use for
passenger
vehicles, front
seat outboard
occupants
(survey)

Countermeasure Strategies in Program Area

Countermeasure Strategy
Child Restraint System Inspection Station(s)
Communication Campaign
Highway Safety Office Program Management
Occupant Protection Program Assessment (NHTSA Facilitated)
School Programs
Short-term, High Visibility Seat Belt Law Enforcement
Strategies for Child Restraint and Booster Seat Use
Sustained Enforcement

Countermeasure Strategy: Child Restraint System Inspection Station(s)
Program Area: Occupant Protection (Adult and Child Passenger Safety)

Project Safety Impacts

The misuse and/or incorrect installation of a child restraint seat has been a concern of OGR, medical
professionals and law enforcement for many years. An incorrectly installed car seat or using an outdated child
restraint could result in serious or fatal injuries to the child in amotor vehicle crash. Child passenger safety
(CPS) inspection stations, also called 'fitting stations' are locations or events where parents and caregivers can
receive instruction from certified CPS technicians on proper installation methods as well as have current car
seats examined for usability and safety. In Massachusetts, CPS grantees are required to offer at least two 'fitting
station' events along with regular hours (once aweek at |east) where parents and caregivers can come in for
instruction, inspection and education on car seats.

Through these fitting stations' parents and caregivers increase their knowledge on how to better restrain their
young passengers so a child's risk of injury in a crash is reduced greatly. Furthermore, parents and caregivers
that visit 'fitting stations are more likely to pass on this information to other parents, family and friends, which
exponentially expands critical knowledge about car seats and will spur other parents and caregiversto go to a
car seat event or 'fitting station.'

Linkage Between Program Area

From 2013-2017, unrestrained fatalities accounted for athird of all motor vehicle-related fatalities. Passengers
under 16 years of age were less than 1% of all unrestrained fatalities but still too many as youths are @)
modeling their behavior after adults (not wearing seat belts); b) adults are installing car seats improperly or
using defective/outdated car seats; and c) or adults are simply not using car seats at all. In FFY 2020, OGR
plans to continue funding the CPS Equipment Grant and M SP CPS Checkpoint program which will allow
grantees (State police, local law enforcement, hospitals - wherever certified CPS technicians are) to purchase
new car seats for distribution to families in need at car seat safety events and 'fitting stations.' In distributing
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these new car seats, grantees will ensure more children are properly fitted in NHTSA-approved car seats, which
will result in alower number of fatalities among those under 16 years of age. Plus, increased car seat
checkpoints hosted by State Police will result in more knowledgeable parents and caregivers and, in turn, better
protected children. Both planned activities will help OGR meet its stated target for unrestrained fatalities by
December 31, 20109.

Planned activities will also help target at-risk groups within Massachusetts regarding seat belt usage: Hispanics
and African-Americans, which have consistently have had the lowest seat belt usage rate in the annual statewide
seat belt observation survey; as well as nighttime drivers (those driving between 6pm - 3am), which have
accounted for nearly 50% of all unrestrained fatalities from 2013-2017.

Rationale
This countermeasure was selected as it best encompassed the objectives of the planned activities.
Planned activities in countermeasure strategy

Unique Identifier Planned Activity Name
OP-20-06 Child Passenger Safety Seat Grant Program
OP-20-07 Child Passenger Safety Administration and
Training
OP-20-10 MSP Child Passenger Safety Car Seat
Checkpoints

Planned Activity: Child Passenger Sefety Seat Grant Program
Planned activity number: OP-20-06
Primary Countermeasure Strategy I1D: Child Restraint System Inspection Station(s)

Planned Activity Description

OGR will provide grants to municipal departments and non-profit agencies, including hospitals, for the
purchase of car seats to enhance their child passenger safety (CPS) inspection stations and outreach effortsto
low-income families. While the primary purpose of this grant will be to provide seats and education to low-
income families, seats may also be distributed when technicians encounter an expired, misused, or damaged
seat. Grant subrecipients will be selected based on the quality of their current CPS program, the identification
of low-income residents in their coverage area, and their plans for reaching those in financial need of a car seat.
Countermeasure Strategy Justification: Child Restraint System Inspection Stations

The misuse and/or incorrect installation of achild restraint seat has been a concern of OGR, medical
professionals, and law enforcement for many years. An incorrectly installed car seat or using an outdated child
restraint could result in serious or fatal injuries to the child in amotor vehicle crash. Child passenger safety
(CPS) inspection stations, also called ‘fitting stations', are location or events where parents and caregivers can
receive instruction from certified CPS technicians on proper installation methods as well as have current car
seats examined for usability and safety. In Massachusetts, all CPS grant subrecipients are required to offer at
least two ‘fitting stations' along with regular hours (at least once a week) where parents and caregivers can go
to for instruction, inspection, and education regarding car seats.

Through these ‘fitting stations' attendees increase their knowledge on how to better restrain young passengers
so achild’srisk of injury in acrash is greatly reduced. Furthermore, attendance at these ‘fitting stations' by
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parents and caregivers will lead to them passing on thisinformation about car seats to other parents, family, and
friends — thus exponentially expanding the reach of critical knowledge about car seats — and encouraging other
parents and caregiversto attend ‘fitting stations' near them.

Intended Subrecipients

Loca municipal departments and non-profit agencies, including hospitals

Countermeasure strategies

Countermeasure Strategy
Child Restraint System Inspection Station(s)

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Loca Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  |Child $225,000.00 |$56,250.00 [$225,000.00
NHTSA 402 |Restraint
(FAST)

Planned Activity: Child Passenger Safety Administration and Training
Planned activity number: OP-20-07
Primary Countermeasure Strategy |1D:

Planned Activity Description

OGR will provide funding to Baystate Medical Center to recruit, train, and maintain a sufficient number of
certified Child Passenger Safety (CPS) technicians and instructors in Massachusetts. A minimum of 20 courses
will be conducted statewide, including CPS Technician, CPS Technician Renewal, CPS Update, CPS Special
Needs, and CPS Ambulance. Additionally, Baystate will coordinate staffing and sign-offs at check-up events,
and respond to all calls made to the Statewide CPS Information Line.

Baystate will also continue to provide half-day CPS training monthly at the Massachusetts Department of
Children and Families (DCF) statewide training center. This program began as a collaborative pilot effort in
January 2018 between OGR and DCF, with one optional training being offered monthly for 3-monthsto social
workers. Social workers are frequently required to transport children in their personal vehicles, yet very few
have any car seat knowledge or formal training. Based on the success of the pilot, in April 2018, DCF madeit a
mandatory training for all social worker technicians. The half-day training is comprised of both classroom and
hands-on in-vehicle training, with the goal being for attendees to know the basics of installation and who to
contact if they need further assistance. OGR proposes to continue covering the cost of instructors for these
much needed monthly training at the statewide training center. OGR also continues to explore opportunitiesto
enhance this collaboration, by either providing CPS Technician Training to DCF supervisors or by providing
the half-day training at DCF's regional area offices around the state.

This planned activity will help law enforcement officers, through CPS training and education, focus on key at-
risk groups within Massachusetts: minority (Hispanic/Black), which have consistently have had the lowest seat
belt usage rate in the annual statewide seat belt usage observation survey; as well as nighttime drivers (those
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driving between 6pm - 3am), which have accounted for nearly 50% of all unrestrained fatalitiesin the last
decade (2007-2016). The administrator of the CPS program will focus on offering CPS-related classesin
regions with high unrestrained fatalities such as Bristol County, Middlesex County, and Worcester County.
Countermeasure Strategy Justification: Child Restraint System Inspection Stations

The misuse and/or incorrect installation of a child restraint seat has been a concern of OGR, medical
professionals, and law enforcement for many years. Anincorrectly installed car seat or using an outdated child
restraint could result in serious or fatal injuries to the child in a motor vehicle crash. Child passenger safety
(CPS) inspection stations, also called ‘fitting stations', are location or events where parents and caregivers can
receive instruction from certified CPS technicians on proper installation methods as well as have current car
seats examined for usability and safety. In Massachusetts, all CPS grant subrecipients are required to offer at
least two ‘fitting stations' along with regular hours (at least once aweek) where parents and caregivers can go
to for instruction, inspection, and education regarding car seats.

Asthe administrator of the statewide CPS program, Baystate Medical will offer CPS-related training classes for
state and local law enforcement officers across the Commonwealth. Attendees will not only learn how to
properly install and inspect car seats but also learn about various aspects of child passenger safety that can also
be passed on to caregivers and parents alike. Having better-educated caregivers and parents as well as properly
installed car seats will lead to lower unrestrained child fatalities.

Intended Subrecipients
Baystate Medical Center (Springfield, MA)

Countermeasure strategies

Countermeasure Strategy
Child Restraint System Inspection Station(s)

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |405b Low $170,000.00 |$42,500.00
405b OP Low |Community
CPS Services
(FAST)

Planned Activity: MSP Child Passenger Safety Car Seat Checkpoints
Planned activity number: OP-20-10
Primary Countermeasure Strategy I1D: Child Restraint System Inspection Station(s)

Planned Activity Description

Funding will be provided to the MSP to conduct car seat checkpoints throughout Massachusetts. M SP has over
30 certified child passenger safety (CPS) technicians on staff and these checkpoints will allow them to provide
education and installation assistance to local families while gaining the credits needed for their recertification.
Twelve checkpoints will be conducted bimonthly from April-September.

Countermeasure Strategy Justification: Child Restraint System Inspection Stations
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The misuse and/or incorrect installation of a child restraint seat has been a concern of OGR, medical
professionals, and law enforcement for many years. Anincorrectly installed car seat or using an outdated child
restraint could result in serious or fatal injuries to the child in a motor vehicle crash. Child passenger safety
(CPS) inspection stations, also called ‘fitting stations', are location or events where parents and caregivers can
receive instruction from certified CPS technicians on proper installation methods as well as have current car
seats examined for usability and safety.

By funding CPS checkpoints by MSP, OGR is further expanding occupant protection information and
knowledge to caregivers and parents by reaching those that may not be able to attend local CPS checkpoints due
to factors like distance and time availability. Furthermore, M SP will improve its CPS technician skills and allow
those officers needing recertification to be able to complete the hours required.

Intended Subreci pients
M assachusetts State Police

Countermeasure strategies

Countermeasure Strategy
Child Restraint System Inspection Station(s)

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  |Child $40,000.00 |$10,000.00 |$40,000.00
NHTSA 402 |Restraint
(FAST)

Countermeasure Strategy: Communication Campaign
Program Area: Occupant Protection (Adult and Child Passenger Safety)

Project Safety Impacts

For FFY 2020, OGR will develop and implement, through a contract with a marketing and advertising agency, a
statewide paid and earned media campaign to support occupant protection efforts during the Fall 2019 and May
2020 Click it or Ticket enforcement mobilizations. The target audience of the paid media campaign will be
based on the lowest use populations identified in the annual seat belt observation study. Earned mediafunds
will promote the paid campaign, while incorporating state laws and highlighting the work of state and local law
enforcement agencies. Paid and earned media funds will also be used to direct messaging at teen drivers and
their parents as part of the "100 Deadliest Days" from Memorial-Labor Day and to parents and guardians of
young children for Child Passenger Safety Week.

As unrestrained fatalities continues to rise (up 13% in 2017 from 2016; up 47% from 89 in 2015), an extensive
media campaign in conjunction with CIOT mobilizations will hopefully improve occupant usage of car seats
and child restraint seats during FFY 2020 and beyond.

Linkage Between Program Area
An online and offline motor vehicle occupant safety communication campaign will raise awareness for drivers
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and passengers regarding the importance of wearing a seat belt. Furthermore, supporting the two CIOT
campaigns will further impress the dangers of making the decision not to wear a seat belt (It's uncomfortable; |
was only going down the street; | forgot) to potential motor vehicle occupants across the Commonwealth. The
combination of enforcement and education (media) will help OGR reach its state target for unrestrained
fatalities.

Rationale
This countermeasure was selected as it was the best option to describe the planned activity.
Planned activities in countermeasure strategy

Unique Identifier Planned Activity Name

OP-20-01 Occupant Protection Media

OP-20-08 Child Passenger Safety (CPS) Statewide
Information Line

OP-20-09 Statewide Seat Belt Observation Survey

OP-20-11 Higher Education Occupant Protection
Media Program

OP-20-12 Community-Based Occupant Protection
Grant Program

OP-20-14 Child Passenger Safety conference

Planned Activity: Occupant Protection Media
Planned activity number: OP-20-01
Primary Countermeasure Strategy 1D: Communication Campaign

Planned Activity Description

Develop and implement statewide paid and earned media to support occupant protection efforts during the 2020
Click it or Ticket enforcement mobilizations. The target audience of the paid mediawill be based on the lowest
use populations identified in the annual seat belt observation study. Earned media funds will promote the paid
media while incorporating state laws and highlighting the work of state and local law enforcement agencies.
Paid and earned media funds will also be used to direct messaging at teen drivers and their parents as part of the
"100 Deadliest Days" from Memoria Day to Labor Day and to parents and guardians of young children for
Child Passenger Safety Week. OGR will contract with a marketing and advertising agency to execute these
paid and earned media campaigns while running social mediain-house for sustained educational efforts.

Internal policies will be followed noting that all media and communications activities should be in support of
data-driven objectives and in coordination with other activities and programs, in particular, enforcement. Crash
and citation data will be used not only for planning enforcement activities but also to determine the target
audiences and media channels used to reach that audience. NHTSA's guidelines will be followed for messaging,
demographics, best practices and target groups for each media effort.

Countermeasure Strategy Justification: Communication Campaign

For FFY 2020, OGR will develop and implement, through a contract with a marketing and advertising vendor, a
statewide paid and earned media campaign to support occupant protection efforts during CIOT mobilizations.
The target audience of the paid media campaign will be based on the lowest use populations identified in the
annual seat belt usage observation survey. Earned media funds will promote the paid campaign while

104/193



incorporating state laws and highlighting the work of State and local law enforcement agencies. Paid and earned
media funds will also be used for direct messaging aimed at teen drivers and their parents as part of the “100
Deadliest Days’ campaign from Memorial Day to Labor Day as well as to parents and guardians of young
children for Child Passenger Safety Week (September 15-21, 2020).

Intended Subreci pients
Mediavendor yet to be determined through state procurement process.

Countermeasure strategies

Countermeasure Strategy
Communication Campaign
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Loca Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act Paid $500,000.00 [$125,000.00 [$0.00
NHTSA 402 |Advertising
(FAST)

Planned Activity: Child Passenger Safety (CPS) Statewide Information Line
Planned activity number: OP-20-08
Primary Countermeasure Strategy 1D: Communication Campaign

Planned Activity Description

Provide funding for landline telephone services so the designated CPS Administrator may respond to all calls
made to the Statewide CPS Information Line. The Statewide CPS Administrator will keep alog of al cals
which will be submitted to OGR on a monthly basis.

Countermeasure Strategy Justification: Communication Campaign

By offering a method to communicate with the CPS Administrator regarding any CPS issues citizens may have,
OGR isimproving the quality of information and knowledge about car seat safety by caregivers and parents
across the state. More knowledgeable parents lead to children better secured in their car seat and lower fatalities
for children in motor vehicle crashes.

Intended Subreci pients
Verizon

Countermeasure strategies

Countermeasure Strategy
Communication Campaign
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
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2020 FAST Act  |Child $1,100.00 $275.00

405b OP Low |Restraint

(FAST)
Planned Activity: Statewide Seat Belt Observation Survey

Planned activity number: OP-20-09

Primary Countermeasure Strategy |1D:

Planned Activity Description

Provide funding for a competitively-selected vendor to conduct the statewide seat belt usage observation survey
utilizing NHTSA methodology. This survey isrequired of all states by NHTSA and will take place following
the May Click It or Ticket (CIOT) Mobilization. This survey will capture demographic datato assist in
measuring performance and targeting future occupant protection programs. A final report will be submitted to
OGR for review and dissemination.

Countermeasure Strategy Justification: Communication Campaign

Taking place after the May CIOT mobilization, the statewide seat belt survey is, in away, a measure of the
impact of OGR’ s media messaging and enforcement grant activity by state and local police. In 2018, the seat
belt usage rate was 82%, up from 74% in 2017. This shows the efforts by OGR and its partners are making a
positive influence on occupant behavior leading to increase seat belt usage. For FFY 2020, the survey will again
be a sounding board on occupant protection messaging and targeted enforcement areas. The results will help
drive media messaging and enforcement focus for future occupant protection programs and activities.

Intended Subreci pients
Vendor yet to be determined via state procurement process.

Countermeasure strategies

Countermeasure Strategy

Communication Campaign

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit

Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  |405b OP Low|$150,000.00 |$37,500.00

405b OP Low | (FAST)

Planned Activity: Higher Education Occupant Protection Media Program
Planned activity number: OP-20-11
Primary Countermeasure Strategy 1D: Communication Campaign

Planned Activity Description

Provide grant funds to a college or university to develop a seat belt media campaign that resonates with younger
drivers. The competitive grant award will be given to an academic department such as journalism, marketing, or
one related to video/advertising production. It will be required that a department faculty member oversees the
project including paying for student stipends, supplies, production costs, and travel. The university will not be
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reimbursed for faculty salary or related costs. NHTSA funds will pay for student stipends. NHTSA funding will
also be used for program-related supplies, production costs, and travel costsincurred by students and faculty.
The intent is to generate messaging that is conceptualized, developed, produced, and disseminated by young
people to their peers. The end product(s) may be disseminated via social or earned media. The student workers
will be given day-to-day guidance from the faculty member and also be able to work with the OGR staff and
media vendor for additional direction. It is hoped that the end product(s) will be accepted by the target audience
as peer-to-peer messaging as opposed to government messaging.

Countermeasure Strategy Justification: Communication Campaign

This planned activity will fully support OGR’ s occupant protection primary media message of getting occupants
to wear seat belts each and every time they get into a motor vehicle by utilizing young drivers (18 — 21 years of
age) in creating a seat belt wearing campaign that will have an impact on young drivers. Along with OGR’s
general messaging aimed at M assachusetts motor vehicle occupants, the college-devel oped campaign will help
improve seat belt usage among younger occupants and lower unrestrained fatalities.

Intended Subrecipients
College or university yet to be determined through a competitive process.

Countermeasure strategies

Countermeasure Strategy
Communication Campaign
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act Occupant $10,000.00 [$2,500.00 $10,000.00
NHTSA 402 |Protection
(FAST)

Planned Activity: Community-Based Occupant Protection Grant Program
Planned activity number: OP-20-12
Primary Countermeasure Strategy |1D:

Planned Activity Description

Competitive grant awards will be provided to one or more organizations such as Girl Scouts, Boy Scouts, PTOs,
schools, faith-based and advocacy groups, etc., that will implement community-based programs. The eligible
applicants may include both non-profit 501(c)(3) or governmental agencies.

This planned activity will consist of one or more data-driven competitive grant programs that will be focused in
geographical areas and/or high-risk populations that have demonstrated need in the area of occupant protection.
The programs will generally be focused on raising awareness of road safety, training, and changing social
attitudes and behaviors in order to reduce vehicle crashes and their associated fatalities, serious injuries and
economic losses on the state’ s roadways.

Thiswill not be atraffic enforcement program, but OGR will encourage applicants to develop new or enhance
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existing partnerships with law enforcement agencies to achieve project goals.

Selected grant subrecipients will develop and implement traffic safety improvement educational and awareness
programs that address issues in their targeted communities. Programs that focus on high-risk groups or
behaviors will be prioritized. Organizations will be encouraged to build partnerships that incorporate a whole-
community, data-driven approach to identifying and addressing road safety problems. The formation of
community-wide road safety coalitions that bring together a wide constituency to focus on aspects of road
safety will also be encouraged.

Projects that will develop and implement an educational curriculum that aimsto install alife-long road safety
culture in the Commonwealth’ s citizenry will also be prioritized. Projects may also incorporate social, and/or
traditional media strategies to change risky behavior on the state' s roadways.

Countermeasure Strategy Justification: Communication Campaign

This planned activity will fund one or more local community organizations to develop and implement
awareness and education initiatives that will promote OGR’ s overarching occupant protection messaging theme
of wearing a seat belt each and every time in amotor vehicle. The ultimate goal of the planned activity isto
lower occupant fatalities within the community or communities being funded.

Intended Subrecipients
Non-profit and/or governmental organizations to be determined.

Countermeasure strategies

Countermeasure Strategy
Communication Campaign
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act Occupant $25,000.00 [$6,250.00 $25,000.00
NHTSA 402 |Protection
(FAST)

Planned Activity: Child Passenger Safety conference
Planned activity number: OP-20-14
Primary Countermeasure Strategy 1D: Communication Campaign

Planned Activity Description

Funding a one-day child passenger safety (CPS) conference on October 18, 2019, that will be open to all
technicians and instructors from Massachusetts and, if space permits, other Region 1 states. Attendees will have
the chance to earn 6 continuing education units (CEUS) to aid in their recertification. The location and agenda
have yet to be finalized. Anticipated costs include renting space and speaker fees.

Countermeasure Strategy Justification: Enhancing CPS Technician skills

Building on the success of the October 2017 CPS Conference that attracted well over 150 attendees, we will
host another CPS Conference in October 2019. It will be open to all CPS technicians and instructors across
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Massachusetts, as well as other Region | states (if space permits). The conference will provide in-depth
presentations on issues related to CPS, current laws, regulations, car seat standards, and effective installation
methods. The conference will provide an effective means of reaching alarge number of CPS experts and also
give attendees an opportunity to network and exchange ideas, methods, and observations about child passenger
safety. Attendees will then bring the new knowledge related to the car seat and child restraint safety back to
their respective communities and share it with parents and caregivers through various outreach methods such as
fitting stations, educational presentations at local schools and hospitals, and social media.

Intended Subreci pients
Funding will be used for conference expenses. There will be no subrecipients.

Countermeasure strategies

Countermeasure Strategy
Communication Campaign
Funding sources
Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act  |Child $15,000.00 |$3,750.00
405b OP Low |Restraint
(FAST)

Countermeasure Strategy: Highway Safety Office Program Management

Program Area: Occupant Protection (Adult and Child Passenger Safety)

Project Safety Impacts

Funding needed for support staff to conduct day-to-day oversight of all Occupant Protection-related grants and
planned activities.

Linkage Between Program Area
Without proper funding, Occupant Protection planned activities would not occur and law enforcement agencies
would not receive the necessary funding to help lower Occupant Protection-related fatalities across the state.
Rationale

This countermeasure was selected as it best covered the objectives of the planned activity.

Planned activities in countermeasure strategy

Planned Activity Name

Program Management - Occupant
Protection

Unique | dentifier

OP-20-15

Planned Activity: Program Management - Occupant Protection
Planned activity number: OP-20-15
Primary Countermeasure Strategy ID: Highway Safety Office Program Management

Planned Activity Description
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Provide sufficient staff to manage programming described in this plan as well as cover travel, professional
development expenses, conference fees, postage, and office supplies.

Countermeasure Strategy Justification: OGR Program Management

The day-to-day operation of OGR requires funding to allow staff to properly oversee the occupant protection
program. Lack of oversight due to reduced or no funding could lead to increased unrestrained fatalities on the
roadways of Massachusetts.

Intended Subreci pients

Funds will support SHSO program staff and will not be subawarded.

Countermeasure strategies

Countermeasure Strategy
Highway Safety Office Program Management

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2019 FAST Act Occupant $194,672.00 |$48,668.00 |$0.00
NHTSA 402 |Protection
(FAST)

Countermeasure Strategy: Occupant Protection Program Assessment (NHTSA

Facilitated)
Program Area: Occupant Protection (Adult and Child Passenger Safety)

Project Safety Impacts

NHTSA recommends areview of a State’s Occupant Protection Program every five to eight years. The
assessment will help Massachusetts identify gaps, needs, and strengths of its current Occupant Protection
Program. By learning where weaknesses in the program exist, Massachusetts can make improvements that’ ||
result in a more effective and efficient occupant protection program, which will lead to lower fatalities among
motor vehicle occupants across the state.

Linkage Between Program Area
Occupant protection, through use of safety belts and child restraint systems, is one of the most crucial areas of
traffic safety because it offers immediate and substantial reduction in deaths and injuries. Despite an uptick in
usage rates, thereis still alarge gap between Massachusetts' belt use rate and the national average.

Rationale
Through this program assessment, Massachusetts will be better equipped to adjust its programs and achieve
desired Occupant Protection Performance Targets in the future.

Planned activities in countermeasure strategy

Planned Activity Name
Occupant Protection Programs A ssessment

Unique ldentifier

OP-20-13
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Planned Activity: Occupant Protection Programs A ssessment
Planned activity number: OP-20-13
Primary Countermeasure Strategy 1D: Occupant Protection Program Assessment (NHTSA Facilitated)

Planned Activity Description

OGR will call on NHTSA to conduct areview of the Occupant Protection Program in Massachusetts to identify
gaps, needs, and strengths for improving strategies and programming. NHTSA recommends each State, in
cooperation with its political subdivisions and tribal governments, and other parties as appropriate should
develop and implement a comprehensive highway safety program, reflective of state demographics, to achieve a
significant reduction in traffic crashes, fatalities, and injuries on public roads.

Countermeasure Strategy Justification: Occupant Protection Program Assessment (NHTSA Facilitated)
This planned activity is recommended by NHTSA every 5-8 years to assess the quality and effectiveness of
Massachusetts’ Occupant Protection program. After the assessment concludes, NHTSA provides feedback that
Massachusetts will utilize to improve the program that will lead to lower unrestrained fatalities on the
roadways.

Intended Subreci pients

OGR will provide funding as necessary to cover expenses for contracted services. There are no plans to award
funds to subrecipients.

Countermeasure strategies

Countermeasure Strategy
Occupant Protection Program Assessment (NHTSA Facilitated)

Funding sources

Source Fiscal | Funding EligibleUse | Estimated Match Local Benefit
Y ear Source ID of Funds Funding Amount
Amount
2020 FAST Act  |Occupant $50,000.00 |$12,500.00 |$0.00
NHTSA 402 |Protection
(FAST)

Countermeasure Strategy: School Programs
Program Area. Occupant Protection (Adult and Child Passenger Safety)

Project Safety Impacts

Conducting information/education sessions at schools has been shown to increase seat belt use as well as overall
understanding of the importance of restraints while driving or riding in avehicle. For FFY 2020, funding is
being provided to MSP to travel to various high schools across the state to conduct vehicle simulations to
educate the public, or more specifically, young drivers (those under 20 years of age) on the necessity of wearing
a seat belt anytime oneisin amoving vehicle.

Linkage Between Program Area
While young drivers make up a small portion of all unrestrained fatalities reported in Massachusetts, making a
lasting impression on them will be critical to decreasing the rate of unrestrained fatalities among those over 21
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years of agein later years. Astoday's teenagers move into their 20s, OGR sees their continue adherence to
wearing seat belts as an important factor in lowering the five-year average of unrestrained fatalities.
Rationale
This countermeasure was selected as it best encompassed the objectives of this planned activity.

Planned activities in countermeasure strategy

Unique | dentifier Planned Activity Name
PT-20-06 MSP Y oung Drivers Education Program

Planned Activity: MSP Y oung Drivers Education Program
Planned activity number: PT-20-06
Primary Countermeasure Strategy ID: School Programs

Planned Activity Description
Funds will be provided to the MSP for educating young drivers, as well as the general public, on the importance
of wearing a seat belt and the dangers of impaired driving. MSP will conduct dem