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Overview

This project was one of four cooperative agreement awards made by the National
Highway Traffic Safety Administration to promote pedestrian safety education and
enforcement programs in pedestrian focus cities and States. As devised by the Federal
Highway Administration (FHWA), cities were identified as pedestrian focus cities if they
had more than 20 average annual pedestrian fatalities or a pedestrian fatality rate
greater than 2.33 per 100,000 population. States with a focus city were automatically
identified as focus States (FHWA, 2012).

Chicago was one of four NHTSA cooperative agreement recipients. The remaining
three recipientsincluded:

e Florida Department of Transportation
e New Mexico Department of Transportation and

e University of North Carolina Highway Research Center in conjunction with the
North Carolina Department of Transportation

Both NHTSA and FHWA believe in a “comprehensive approach” to pedestrian safety to
reduce pedestrian crashes, injuries, and fatalities. Therefore, the funding of these
agreements was to complement existing or planned pedestrian engineering treatments
to improve infrastructure over the course of three or four years.

Each cooperative agreement recipient was funded by NHTSA to include three main
elements:

1. A developed implementation plan for education and enforcement to enhance or
improve pedestrian safety with a comprehensive approach. The intervention
would be designed for easy implementation and replication in other cities or
States;

2. Use of community pedestrian safety data as a targeting tool to implement and
deploy education and enforcement in conjunction with infrastructure changes,
which would be part of a pedestrian safety action plan; and

3. Areport of the education and enforcement activities planned and
implemented, including outcome and process measures, and a summary of
lessons learned and recommendations.

Each project provided a separate report. The following represents a final report from
Chicago Department of Transportation.
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1. Introduction

1.1 Background

The City of Chicago Department of Transportation (CDOT) has extensive programs
to improve walking in Chicago. This involves encouraging pedestrian activity
through engineering, enforcement, education, and encouragement. This document
summarizes CDOT efforts to improve pedestrian enforcement and education.

The goal of the project was to reduce pedestrian crashes through the following
project objectives:

Increase public attention towards pedestrian safety;

Further develop the Chicago Police Department (CPD) ongoing pedestrian
safety enforcement program;

Increase awareness of pedestrian safety within the CPD through the
development of a training curriculum and associated support material; and

Integrate this effort into the overall CDOT pedestrian encouragement
program.

This report summarizes the activities and results of a pedestrian safety awareness
campaign conducted by Chicago from 2010 to 2012. It includes the results, findings,
and lessons learned which can be applied to future efforts both by Chicago and
other jurisdictions. The campaign consisted of three primary elements:

A pedestrian crash analysis (conducted in 2011);

A public awareness campaign (begun in 2011 and continued throughout
2012); and

Police training in pedestrian safety and high-visibility enforcement of
motorists in relation to pedestrian crossings (part of an ongoing traffic safety
effort begun in 2009, prior to the beginning of this NHTSA-funded pedestrian
safety awareness campaign).

This current project funded developing and providing training material for
all CPD about pedestrian crosswalk enforcement and overtime enforcement
for high-visibility enforcement missions.

1.2 Chicago Department of Transportation

CDOT encourages walking through planning, investment, education, and advocacy.
The Pedestrian Safety Awareness Campaign was developed within the context of the
overall CDOT pedestrian program, which includes the following:
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Mayor’s Pedestrian Advisory Council: MPAC is an interdisciplinary body of
stakeholder groups and local, State, and Federal representatives. The group
focuses on safety, public awareness, enforcement, and infrastructure
investments. In addition, other city departments work with CDOT in order to
improve the pedestrian environment, including the Chicago Police
Department, the Mayor’s Office for People With Disabilities, and the
Department of Family and Support Services.

Pedestrian Plan: CDOT released the Chicago Pedestrian Plan in September
2012. The Pedestrian Plan is a comprehensive set of recommendations for
pedestrian safety and comfort. The Pedestrian Plan identified new
opportunities and initiatives that will strengthen Chicago’s robust pedestrian
environment. The purpose of the Pedestrian Plan is to improve the
pedestrian experience and increase pedestrian activity.

Safe Streets for Chicago: Launched in October 2006, this comprehensive
initiative includes coordination with the Office of Emergency Management
and Coordination (OEMC) and the CPD to implement public safety messaging
and enforcement efforts. The efforts include deployment of a traffic team, a
LIDAR speed-gun system, and a public awareness campaign.

Safe Routes Ambassadors: Safe Routes Ambassadors serve as the City’s
pedestrian and bicycle safety outreach team. The free city service provides
in-class presentations, on-foot training, and workshops for school organizers.

Safe Routes for Seniors: This senior walking encouragement and safety
program focuses on the unique perspective of senior pedestrians and
conducts presentations at senior centers, senior residences, and health fairs.

Engineering Approaches: Countdown timers were installed at numerous
signalized intersections; signal timing was adjusted to allow for leading
pedestrian intervals and increased pedestrian crossing time; refuge
islands/curb extensions were built to help reduce the crossing distance for
pedestrians; and traffic-calming designs were implemented to “calm”
vehicular traffic by encouraging slower and safer driving behaviors (TYLI,
2011a). In July 2012, CDOT installed 50 four-foot-high signs to indicate the
need to stop for pedestrians in crosswalks (CDOT, 2012).

Complete Streets Policy: The City of Chicago Complete Streets Policy was
adopted in 2006. The policy provides for accommodations for all
transportation users, including pedestrians, bicyclists, transit users, and
motor vehicle drivers. The intent of the policy is to ensure that the most
vulnerable groups of people are able to travel safely in the public right-of-
way (ROW).
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e Complete Streets Chicago Design Guidelines: CDOT issued Complete Streets
Chicago Design Guidelines in 2013. The intent of this manual was to ensure
the safety and convenience of all users of the transportation system. CDOT
adopted a pedestrian-first modal hierarchy. In this model, all transportation
projects and programs would be designed to favor pedestrians first and then
transit riders, cyclists, and automobiles.

e Enforcement Campaign with CPD: CDOT teamed with the CPD to improve
pedestrian safety through crosswalk enforcement initiatives. The crosswalk
awareness initiatives involved off-duty police officers posing as pedestrians
crossing at crosswalks. If oncoming drivers did not stop for the pedestrian, as
required by law, the vehicle was pulled over by a police spotter further down
the street. The current crosswalk awareness initiative is funded through a
grant from the Illinois Department of Transportation (IDOT).

2. Crash Analysis
2.1 Background

The first element of the project involved preparing a citywide pedestrian crash
analysis. The analysis provided pedestrian crash demographic information for the
marketing campaign and location information to target enforcement efforts. The
information also was useful for preparing the Pedestrian Plan, which was being
developed as an ancillary effort while the pedestrian safety initiative project was
underway.

2.2 Methodology

The crash analysis built upon a previous University of North Carolina Highway
Safety Research Center study that evaluated data from the 2001 through 2005. For
this project, crash data from IDOT was collected for all traffic crashes in Chicago
from 2005 to 2009.

The data was analyzed to determine which vehicle crashes involved pedestrians.
Once identified, information was gathered from the crash files to determine the
demographics of the people involved, the times when the crashes occurred, and the
crash locations. Roadway lanes, traffic control, and land use data were provided by
the Chicago Department of Innovation and Technology.

The United States Census data from the 2005-2009 American Community Survey
(ACS) also were used. Statistical analyses were performed on the crash data to

identify relationships to demographic, temporal, geographic, environmental, and
behavioral factors. In addition, national data on pedestrian crashes was used as a
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comparison to the Chicago data. National pedestrian crash statistics were obtained
from NHTSA and its Fatality Analysis Reporting System (FARS).

The crash analysis included a summary report and technical report titled, City of
Chicago, 2011 Pedestrian Crash Analysis, which are included as Appendix A and
Appendix B. The reports also are available on the campaign Web site at
http://chicagopedsafety.org/resources and www.chicagocompletestreets.org.

2.3 Results

Some of the significant findings from the pedestrian crash analysis are:
e Overall pedestrian crashes have been trending downward since 2001.
e There were 34 pedestrian fatalities in 2009, a 16-year low.
e Pedestrian crashes occur most often between 3 p.m. and 6 p.m.

e Taxiinvolvement in pedestrian crashes in the Downtown area was 28
percent.

e Half of the fatal and serious injury crashes occurred on arterial roadways,
which account for only 10 percent of the street miles in Chicago.

e Three-quarters (75%) of all crashes occur in or near intersections.

e More than half of crashes at signalized intersections involve turning
vehicles.

¢ In an examination of various factors including crime, income, race,
language spoken, and Walk Score, the strongest correlation was between
pedestrian crashes and crime.

¢ One-third of pedestrian crashes are hit and runs.

The highest density of pedestrian crashes occurred in the Downtown and Near
North areas. Pockets of high-density crashes were scattered throughout Chicago.
The crash analysis was able to identify corridors with high pedestrian crashes.
Additional findings from the crash analysis can be found in the reports.

2.4 Use in Next Steps of Project

The crash analysis provided the background information for the pedestrian
awareness campaign. The report identified the most common factors associated
with pedestrian crashes. From the crash analysis, populations, behaviors, and
locations were identified to focus campaign efforts, as shown in the table below.
Target categories involved multiple geographic locations, population groups, and
cultural or behavioral influences. The target information was also useful in
identifying locations where engineering solutions could be applied and preparing
the Pedestrian Plan.
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Target Category

All Age Groups Population
Arterials-Main Roads Location

Downtown Location

Drivers Turning Left Behavior/Location
Neighborhoods Location
Uncontrolled Crosswalks Location

High Crash Corridors Location

High Crime Areas Location/Behavior
Hit-and-Run Drivers Behavior
Intersections Location

Young People Population/Location
Seniors Population/Location
Taxi Drivers Population
Temporal Peaks Behavior

Transit Stops/Stations and Users | Location/Population/Behavior

2.5 Findings

The pedestrian crash analysis was the most important aspect of the pedestrian
campaign since it identified the target populations and behaviors for subsequent
activities undertaken during the pedestrian safety campaign. Because data changes
over time, it is important to conduct a crash analysis every 5 years to observe and
adjust to changing trends. This is useful in determining how factors affecting
pedestrian crashes change. It would also be useful to determine the success of the
ongoing City efforts to make Chicago more livable and safe for pedestrians. Finally,
the analysis provides background that is needed to direct the city’s effort in regard
to education, enforcement, and engineering.

3. Marketing Campaign
3.1 Background
Three objectives were established for the marketing campaign:

e To raise people’s awareness of Chicago’s pedestrian crash rates and the key
driver and pedestrian behaviors that cause these crashes;

e To educate drivers and pedestrians of the laws in place to combat pedestrian
crashes; and

e To create measurable behavioral shifts among pedestrians and drivers.




October 2014

The media campaign resulted in a targeted effort to make people aware of the

potential dangers associated with
motorist/pedestrian interactions with particular
focus on the vulnerable nature of the pedestrian.
In developing the marketing campaign, three
things were considered: the audience, the
message, and the communication channels. The
audience consisted primarily of the whole of
Chicago, since everyone is a pedestrian at some
time. Still, there were certain populations and
locations that needed to be targeted based on the
results of the crash analysis.

Developing the key messages proved to be an
arduous task. Initially, the project team developed
a primary theme of “See You, See Me.” This theme
was intended to bring attention to pedestrians
through sunglass-wearing celebrities. However, in
the course of developing the campaign, it was
decided that it did not adequately address the
serious nature of fatalities and injuries that result
from pedestrian crashes.

The marketing campaign developed a new theme
of “It’s Up to You. Be Alert. Be Safe.” This theme
would use striking graphics and representations
of pedestrian crash injuries or fatalities to
advance the message that pedestrian safety and
awareness is important.

The marketing campaign also was limited by the
budget for advertising. Early on, it was decided
that the program needed to develop partners to
carry the messages. A public agency such as CDOT
can often create news just by the actions that it
takes, or “earned media.” The project team
wanted to develop a marketing campaign that
would draw attention to its actions and have the
media carry the message. The marketing
campaign used several communication channels
to catch the attention of pedestrians and drivers.
The marketing campaign also relied on media
outlets to promote the key messages.

Crash Analysis

loiAeyag
uone’o

Campaign

Communication
Channels




October 2014

3.2 Methodology

The first step in the marketing program was to create a main campaign theme and
associated key messages. A hard-hitting theme was created that asked drivers and
pedestrians to take responsibility for pedestrian safety with the theme, “Be Safe. Be
Alert. We're All Pedestrians.”

It was decided to create a “big event” that would portray to the media the city’s new
theme to improve pedestrian safety. The big event used “ghost” mannequins to
represent people killed in pedestrian crashes along with a press conference to
introduce the campaign.

In addition, key messages were developed that targeted drivers and pedestrians,
and in particular, children, young adults, and seniors. These messages emphasized
the dangers associated with pedestrian crashes and the behaviors that cause
crashes. The messages were tied with graphics that would be used to deliver the
messages beyond the initial big event. The graphics are included in Appendix C -
Marketing Campaign Material.

The marketing material was placed throughout Chicago and incorporated into
events held by CDOT. Public devices were used to portray the marketing material.
These included images placed on “Big Belly” solar trash compactors and bus backs;
sidewalk applications; pedestrian flags; and taxi bumper stickers. These
installations are explained in more detail below.

A campaign Web site (http://chicagopedsafety.org) also was created to provide
information about pedestrian safety, including the results of the crash analysis. The
Web site also includes copies of the marketing materials, press releases, and
photographs of the installations. The Web site is linked to Chicago’s pedestrian
safety laws and the Chicago Pedestrian Plan.

The big event and the installations had the expected reaction of gaining the
attention of the media and promoting the messages of the campaign. The project
team tracked the appearance and/or mention of these materials in news stories,
television programs, internet articles, and blogs. The reaction of the media and the
public to the marketing campaign is discussed below.

3.3 The Big Event: Kick-Off and Use of the Mannequins

In October 2011, the marketing campaign kicked off in downtown Chicago with an
outdoor press conference. The event was held at the busy corner of Wacker Drive
and Wabash Avenue. Speakers included representatives from CDOT, CPD, IDOT, and
NHTSA.
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Thirty-two faceless “ghost” mannequins were installed in planter boxes along a half-
mile stretch of Wacker Drive. Each mannequin represented one of the 32
pedestrians who were killed as a result of pedestrian crashes in 2010. Each wore a
shirt bearing the phrase, “One of 32 pedestrians killed last year in Chicago.” The
backside of each shirt also bore the campaign theme of “It’s Up to You. Be Alert. Be
Safe.” This display was highlighted in news stories through television spots on the
local news channels, newspaper articles, and Web-based stories.

After the campaign launch, the mannequins were relocated throughout Chicago at
transit stations along the CTA Blue and Red lines. The mannequins also were moved
to other indoor locations for the winter months. The intent of the relocation was to
sustain the campaign’s engagement and to educate a large number of Chicago
commuters.

Following the initial installations, the continued presence of the mannequins
provided a stir in media clips. Stories at ABC News, the Associated Content, CBS
Chicago, the Chicago Tribune, the Chicagoist, Fox News Chicago, NBC Chicago, The
Officer, Radio Reporting, Redeye, and WGN News, among others, featured the efforts
of the campaign.

The installation of the mannequins drew notable amounts of media attention in a
short time. An Internet search identified at least eight news outlets that picked up
the installation of this signage, including a video of the new signage on the CDOT
Web site.

Images of Mannequins
Source: TYLI
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A sample of the articles in which these installations were described is included in
Appendix D - Media Coverage.

3.4 Print Media

Posters were created to carry the message of the campaign. The posters were placed
on Big Belly solar trash compactors and bus backs. In addition pedestrian flags, taxi-
bumper stickers, and sidewalk applications were developed to target populations,
behavior and locations. All the material and installations were created to convey the
campaign theme and allowed for directed campaign efforts at specific locations.

3.4.1 Big Belly Posters

Big Belly solar trash compactors were selected as media for installing the campaign
posters. The Big Belly” compactors are owned by the city, which provided a low-cost
forum for displaying the campaign posters. The compactors are highly visible to
pedestrians due to their locations at major intersections. The Big Belly posters were
installed at more than 100 locations, primarily in the Downtown. As previously
mentioned, the Downtown had the highest number of pedestrian crashes in the city.

These installations consisted of large, eye-catching posters bearing campaign
images and slogans. The posters were placed strategically on the front and sides of
the trash compactors to illustrate driver and pedestrian behaviors. Both horizontal
and vertical posters were created for the Big Belly displays. Additional images of the
posters are included in Appendix B - Marketing Campaign Material.

Images of the Big Belly Trash Compactors
Source: TYLI
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3.4.2 Bus Backs

The Chicago Transit Authority (CTA) buses provided a means of displaying the
graphic posters geared toward motorists as well as pedestrians. The city had an
agreement with CTA that allowed for advertising space on the buses. Three images
were created for the placement on the backs of CTA buses. The images included a
mixture of photographs and text to illustrate poignant facts about pedestrian
crashes. The images also included the campaign theme and Web site.

Ads appeared as taillight displays on 35 buses along nine CTA bus lines. Four routes
were focused on due to their presence in high-crash corridors. These routes
included Madison (Route 20), Cicero (Route 54), Chicago (Route 66), and Division
(Route 70). The ads were displayed for eight weeks.

The placement of these images on moving vehicles allowed for more exposure than
the stationary installations. The placement of bus backs provided wide coverage
through CTA'’s extensive bus route network, which targeted drivers as well as
pedestrians along bus routes. Additional images of the individual posters are
provided in Appendix C - Marketing Campaign Material.

YOUR LIVES WILL
MEVER BE THE SAME.

CHICAGOPEDSAFETY.ORG I - Sy

Images of Bus Backs
Source: TYLI

10
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Pedestrian Flags

Crosswalk safety flags were devised to help improve the visibility of pedestrians to
drivers when crossing the street at unsignalized crosswalks. The pedestrian flags
were placed in plastic bins at 10 of Chicago’s most dangerous pedestrian
intersections on the west and south sides in December 2011. Sites were identified
by CDOT as pedestrian crossing conflict locations near schools, parks, senior
centers, or other community destination. CDOT officials were on hand to assist
pedestrians with the use of the flags at the launch of the campaign. Additional
information on the safety flags can be found in Appendix C - Marketing Campaign
Material.

The flags were used by people crossing the streets to notify oncoming motorists of
their presence within marked and unmarked crossings. Pedestrians would take a
flag at the start of the crossing and place it in the bin on the other side of the street.
The flags would be transported back and forth across the streets as participants
crossed. The flags were intended to improve motorist yielding behavior and reduce
risk of crashes.

Pedestrian Flags Use of Pedestrian Flags
Source: TYLI Source: TYLI

As indicated in Web articles, one of the challenges in using the pedestrian flags was
keeping them in the correct location. The pedestrian flags were easy targets for theft
(Greenfield, 2011). While the pedestrian flags were used for a short period of time,
their use generated media attention as described in Appendix D - Media Coverage.

3.4.3 Taxi Bumper Stickers

Taxi bumper stickers were created as part of the marketing effort. As previously
mentioned, taxis were involved in a high number of pedestrian crashes in the
Downtown. CDOT worked with the Chicago Department of Consumer Affairs to
develop and distribute the bumper stickers. While the bumper stickers were
generated from the pedestrian safety campaign, they were designed to be

11
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universal in reminding pedestrians and passengers to call the city’s 311 Call
Center and report both negative and positive experiences with taxis. The stickers
were tagged with the campaign branding, including the theme and logo.

In 2012, approximately 6,892 stickers were distributed and the city taxi licensing
department ensured taxi companies applied the stickers to their fleets.

How's My Driving? Compliments or Concerns

Call 311

Image of the Taxi Bumper Sticker - Use of Taxi Bumper Sticker
Source: TYLI Source: TYLI

The bumper stickers were discussed in Web articles and news clips in outlets, such
as WGN, the Chicago Sun-Times, ABC, and NBC. See Appendix D - Media Coverage
for the Web article and news clips.

3.4.4 Sidewalk Applications

As part of the Pedestrian Safety Awareness Campaign, CDOT installed 100
sidewalk applications at the corners of high-crash intersections to help increase
pedestrian safety. Before and after installation observations were conducted at
select intersections to assess the impacts on pedestrian behavior. Observations
were conducted at the following intersections:

Canal St. and Madison St.,

Cicero Ave. and Madison St.,
Dearborn St. and Erie St,,
Dearborn St. and Madison St., and
Dearborn St. and Ohio St.

Applications were installed in the Downtown and at high-crash intersections
outside of the Downtown. CDOT installed 100 sidewalk applications at either two or
four corners of each intersection. The messaging was consistent with the campaign
themes.

12
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3,000 PEOPLE
ARE HIT BY CARS EACH
YEAR IN CHICAGO.

THINK BEFORE YOU CROSS.

CHICAGOPEDSAFETY.ORG

BE SAFE.
BE ALERT.

we're all pedestrions.

CHICAGOPEDSAFETY.ORG

Images of Street Applications
Source: TYLI

Data was collected for 40 traffic signal cycles approximately two weeks before and
four weeks after installation of the sidewalk applications. Observations were
made at sticker locations; control locations were not used. Observers recorded if
pedestrians entered the crosswalk with the walk signal, flashing don’t walk signal,
or solid don’t walk signal. Additionally, near-conflicts between pedestrians and
motorists were recorded. A near-conflict was recorded when a pedestrian or
motorist made a sudden adjustment (i.e., jump out of the way, suddenly brake, or
swerve) to avoid a crash at the intersection. The data shows little change in typical
pedestrian crossing behavior after the applications were installed, with the
following results:

e Pedestrians crossing with the “Walk” signal decreased 3.8 percent;

e Pedestrians crossing against a flashing “Don’t Walk” signal increased 3.8
percent; and

e Pedestrians crossing against a solid “Don’t Walk” signal remained consistent.

3.5 Media Coverage

Within a 4-month period after the opening press conference, over 6 million media
impressions (i.e., the number of people who may have seen an article, heard a news
story, or read something on a Web site) were recorded, resulting from at least 53
significant placements in print, broadcast, radio, and online outlets. Among these
placements were stories in the 5 major Chicago television outlets, 2 major Chicago
newspapers, and more than 20 online/blog sources.

In addition, approximately 300 Twitter updates were recorded within the first 3
days of the campaign, followed by more than 200 Facebook “likes” and more than
1,000 shares with other social media sites. The installation of the mannequins
generated the largest reaction in these various media outlets. The marketing
campaign generated positive media and public support of the city’s intentions to
improve pedestrian safety and awareness. Additional information can be found in
Appendix D - Media Coverage.

13
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3.6 Unused Campaign Material

The development off the campaign theme included two iterations. The initial theme
focused on positive outreach with the theme “See You, See Me.” This initial theme
was intended to bring attention to pedestrians through the use of sunglass-wearing
celebrities.

Material was created for the original iteration of the CDOT pedestrian safety
campaign “See You, See Me.” It was felt that this theme would not generate enough
media support and visual attention. The material that was generated as part of the
first iteration was not distributed. This material is provided in Appendix E - Unused
Marketing Campaign Material, as it may be useful for other future pedestrian safety
efforts.

3.7 Findings

The crash analysis provided information that was used to target population and
locations. It also provided an understanding of behaviors and environmental
features (roadway types and time of day, etc.) that contributed to pedestrian
crashes. The marketing campaign was tailored to address the target population,
locations, and behaviors.

The marketing campaign needed a message that was simple and clear. The main
theme was based on a message that pedestrian safety is a serious issue and “Be
Alert. Be Safe. We're All Pedestrians.” The message conveyed the idea that drivers
need to give pedestrians respect and recognize that the road is a shared space.
Furthermore, the message would reinforce the law that requires motorists to stop
for pedestrians in crosswalks or at signalized crosswalks where pedestrians have a
green light.

With a limited budget, CDOT relied on media attention to ensure the most exposure
for the least cost. While the overall campaign received media attention, the portions
of the campaign that involved active and intentional notifications to the press were
the elements that created the most notable media stir and discussion. These
components consisted of the mannequins and pedestrian flags. Both were reported
as sequential steps within a larger program to the media.

The mannequins and pedestrian flags installations were the more unique
components of the campaign and attracted the most media attention. Through a
brief survey of Web-based resources, in fall 2012 through winter 2013, nearly 60
percent of media citations concerned the mannequins, followed by pedestrian flags
(21%).

¢ The mannequins drew attention because of their coverage at the campaign
kick-off press conference (October 2011) with the mannequin display on

14
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Wacker Drive. Their physical presence created a visual draw that continued
throughout the fall (and some are still up).

e The pedestrian flags also were a focus of attention due to the nature of their
use (i.e., designed to capture drivers’ attention) and also by encouraging
people to actively participate in the campaign through the use of the flags.

Readily available communication channels were important to getting the word out.
Graphic posters were placed on Big Belly trash bins and CTA bus backs at no cost to
CDOT. It was easier to develop and install the mannequins, on-street applications,
and the pedestrian flags because items in the public right-of-way are under CDOT
jurisdiction. Likewise, CDOT could work with the Chicago Department of Consumer
Services to develop and distribute the bumper stickers for the taxis. The city
ensured the stickers were applied.

4. Crosswalk Safety Enforcement Campaign and
Education

4.1 Enforcement Background

The city developed a pedestrian crosswalk enforcement program prior to this
project, to educate the general public (motorists and pedestrian) on pedestrian
safety laws. In 2008, CDOT began working with the CPD Traffic Section to create a
high-visibility enforcement campaign staged at uncontrolled crosswalks.
Uncontrolled pedestrian crosswalks are crossings without signalized controls or
stop signs on one or more legs and generally occur mid-block or at T-intersections.
“High-visibility enforcement” in this case refers to the use of signage, cones, and
media attention to raise awareness and encourage compliance beyond motorists
who receive citations.

The enforcement effort consisted of one or two plainclothes law enforcement
officers who served as “decoy” pedestrians, two to three squad cars for chase, and
signage alerting the community that a pedestrian safety mission was being
conducted. Missions were conducted at uncontrolled, marked crosswalks with high
volumes of pedestrian crossings, often close to schools, parks, or commercial
activity.

Decoy pedestrians followed a protocol for the operation, see Section 4.3, but
basically stepped into crosswalks to see if drivers stopped for them. Drivers failing
to stop were cited by awaiting patrol cars. Other citations were given when
applicable, including violations of seat belt laws, suspended driver licenses, and
insurance requirements. Offenders were also given background information on
safety laws for pedestrians and drivers.
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High-Visibility Enforcement Campaign
Source: TYLI

The initial enforcement campaign resulted in extensive media attention. The local
media outlets covered the enforcement efforts and reported on the city’s
commitment to improving pedestrian safety. Local media has continued to follow
the efforts of CPD and CDOT in the subsequent years, but to a lesser extent.
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The CPD has continued with enforcement activities since 2008. The table below
shows the number of enforcement missions and citations issued since 2009. The
majority of the citations (80%) were issued for “failure to stop for pedestrians in
crosswalk.” Citations also were issued for suspended driver’s license, no driver’s
license, no insurance, and speed violation, in that order.
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Chicago Police Department
Uncontrolled Crosswalk Enforcement Summary

Fiscal Enforcement Citations Crosswalk Other
Year Missions Issued Violations Violations
2009 62 2,074 1,540 534
2010 59 1,177 1,001 176
2011 42 881 801 80
2012 59 1,208 1,041 167
2013 27 656 540 116

The CPD Traffic Section, responsible for conducting the high-visibility enforcement
campaign, is a specialized unit within the Bureau of Patrol that supports law
enforcement in the city’s 25 police districts. Pedestrian safety enforcement is
conducted by the Traffic Section when funding is available. Enforcement locations
are determined by CDOT using crash data, and may also be conducted at the request
of the alderman or community groups.

CDOT also wanted to engage officers beyond the Traffic Section, to include District
level officers, to provide high-visibility enforcement missions more often in more
locations. However, financial resources were limited and other police priorities
made this difficult to implement. CDOT felt that, at a minimum, providing education
to law enforcement on pedestrian safety was a good step toward engaging and
encouraging officers to enforce pedestrian safety laws. Therefore, one aspect of this
project was to expand the knowledge and training within the CPD, as discussed
below.

4.2 Project Related Enforcement Activities

The Pedestrian Crash Analysis was used to identify uncontrolled crosswalks for
enforcement missions. As a result, in 2012, there were 59 crosswalk enforcement
missions conducted with CPD issuing 1,041 citations for “failure to stop for
pedestrians in crosswalk” and 167 other citations. In 2013, there were 27
additional crosswalk enforcement missions conducted with NHTSA funding,
resulting in 540 citations issued for crosswalk violations and 116 other citations.

The Pedestrian Crash Analysis also showed that a significant number of pedestrian
crashes occurred at intersections. In 2012, CPD conducted its first high-visibility
enforcements at five signalized intersections targeting drivers for red-light
violations and for failing to yield the right-of-way when turning. Enforcement
efforts at these signalized intersections resulted in 54 citations for “failure to stop
for pedestrians in crosswalk,” 8 red light citations, and 24 other citations. CPD
initially found that intersection crosswalk enforcement was difficult to conduct for
the following reasons:
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e Pursuits - A police vehicle or vehicles had to be stationed to pursue
offenders. More often the officer had to pursue other traffic violations not
related to crosswalk enforcement. The crosswalk enforcement became a
secondary activity. It was difficult to conduct a targeted pedestrian safety
enforcement campaign.

e Vehicle Locations - In some locations, it was difficult to station a pursuit
vehicle because of lack of space in the roadway and adjoining area.

e Lack of High-visibility - It was difficult to create a high-visibility scene. At
uncontrolled locations, the team placed signs along the two approaches
alerting the drivers to the enforcement effort. Drivers often saw the police
presence before reaching the crosswalk. At signalized intersections with high
volumes of traffic, it was not easy to place advance signage and police
vehicles for high visibility.

Overall, it was felt that enforcement missions were best suited at unsignalized
intersections and midblock crosswalks, since driver lack of compliance to stop for
pedestrians was common. This allowed enforcement teams to remain busy and
engaged with the intended activity rather than get side-tracked with enforcing
other types of violations less related to pedestrian safety. Keeping the officers busy
was considered an important morale aspect of enforcement missions to sustain
interest.

Despite challenges and lower visibility of officers enforcing traffic, enforcement at
signalized intersections was felt to help increase pedestrian safety at known crash
locations and was continued, as shown on the following table.

Intersection Pedestrian Safety Enforcement Summary

Fiscal Enforcement Citations Crosswalk Other
Year Missions Issued Violations Violations
2012 14 250 84 166
2013 11 177 46 131

In 2013, CDOT and CPD also focused about half of the NHTSA-funded enforcement
missions in three targeted police districts, selected using both crash and crime data.
CDOT and CPD identified three locations with high rates of traffic crashes and
violent crimes, such as shootings and assault. CPD conducted 20 targeted
enforcements (both uncontrolled crosswalks and intersections) at these locations to
explore the correlation between traffic safety and crime identified in the Pedestrian
Crash Analysis. Both day and nighttime traffic safety enforcement was conducted.
CDOT also encouraged traffic enforcement officers to visit targeted areas and issue
citations during normal shifts, outside of high-visibility enforcement missions. We
do know that this was done as part of ongoing dialogue with traffic officers.
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4.3 Enforcement Operating Procedures

The procedures for conducting high-visibility pedestrian safety enforcement are
provided in Appendix F, CPD General Procedures for Pedestrian Safety Enforcement.
The CPD Traffic Section has developed these enforcement procedures based on
experience and need to conform to CPD operational protocols. The procedures
were designed to provide guidance on enforcement at uncontrolled and signalized
crosswalks with a varying degree of resources. The document is organized into
“basic” and “high visibility” depending on the number of officers and equipment
available.

These documented procedures serve two purposes. First, in the future, the CPD may
expand pedestrian safety enforcement at the district level, in addition to Traffic
Safety missions, as police training and communities’ desire to encourage pedestrian
safety increase. The general procedures provide a guide so that a district level team
will be able to respond more efficiently to localize enforcement requests from
community members and officials. Second, the procedures provide guidelines that
could be used by other police departments. One objective of this project was to
document lessons learned that could be applied to other government jurisdictions.

The procedures include an information flyer that highlights key points from the
Pedestrian Crash Analysis, pedestrian safety laws and information on Chicago’s
efforts to raise awareness of pedestrian safety. The flyers were developed in both
English and Spanish and distributed to drivers who were stopped during crosswalk
enforcement missions. They also provides handouts for the general public at local
Chicago Alternative Policing Strategy (CAPS) meetings.

4.4 Police Training

The pedestrian safety project included developing material that could be used to
educate CPD officers on pedestrian crosswalk enforcement and laws. The CPD
Education and Training Division provided valuable assistance to the project team
since the training material had to be developed in formats that could be integrated
into the CPD’s training system. After the preliminary content was formulated, the
Education and Training Division took a primary role in producing the final training
products and integrating them into the CPD training system. Two product formats
are consistently used to assist training efforts, a training bulletin and an e-learning
program. Both are discussed below.

4.4.1 Police Training Bulletin

The Pedestrian Safety Bulletin, found in Appendix G, was prepared to inform law
enforcement about the most important topics for an officer responding to a
pedestrian crash or enforcing pedestrian safety laws. The Pedestrian Safety Training
Bulletin was launched in December 2012 and addressed topics such as the
definition of a crosswalk, most common pedestrian/motorist violations, appropriate
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municipal and state codes, and additional resources. The bulletin cited significant
State of Illinois and City of Chicago regulations pertaining to pedestrian safety. A
compilation of the regulations is found in Appendix H.

The bulletins are available through the CPD training Web site, a secure site for
police officers and can be printed. The safety bulletins, including the Pedestrian
Safety Bulletin, can also be viewed electronically from inside squad cars. This allows
officers to quickly identify appropriate municipal code numbers and definitions
while conducting operations in the field.

All officers are required to view the bulletins. A notice is sent out to all officers that a
new bulletin has been prepared and they are required to view it through the CPD
training and information Web site. The CPD system maintains a record of the
officers who have viewed the bulletins.

4.4.2 Pedestrian Safety e-Learning Program

As part of this project, a Pedestrian Safety e-Learning program was developed. The
CPD is a slide show using a combination of text, pictures, audio narration and video
segments to provide background data on pedestrian safety, examples of the most
common causes for pedestrian crashes and the municipal and state codes most
commonly used for issuing citations. Regardless of their actual participation in the
enforcement operation, all CPD officers were required to take this training course.
Each officer has an electronic account that includes a list of required training
materials. When an officer completes a training course, the date is logged into the
officer’s CPD account. District supervisors receive monthly print-outs of account
activity and are notified of any training material that has not been viewed by their
assigned deadlines.

The pedestrian training course explains the minimum resources needed to conduct
high-visibility enforcement to enhance the safety of pedestrians with a specific focus
on motorist’s behavior. It also suggests that officers can reduce pedestrian crashes
by enforcing crosswalk violations as part of their routine patrol. The E-Learning
program is designed to take 10 minutes to complete and includes a quiz at the end
to reinforce the concepts covered. The key points of the E-Learning course are:

e Crosswalks are extensions or prolongations of the sidewalk.
e (Crosswalks may be marked or unmarked.
e (Crosswalks may be controlled or uncontrolled.

e Speed enforcement and high-visibility enforcement reduce the number of
pedestrian crashes.

e Drivers must stop for pedestrians in crosswalks.
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Since driver yielding behavior was identified as the safety issue and the
enforcement target (pedestrians were not cited), the course includes the most
common driver violations affecting pedestrian safety including vehicles:

e Failing to yield the right of way at uncontrolled crosswalks,
e Passing stopped vehicles at crosswalks, and

e Failing to yield the right-of-way when turning at a controlled crosswalk.

The most common driver violations developed and filmed by CPD are shown by
video segments. The slideshow concludes with five questions to test the officers’
knowledge of the content. A record of the response to the questions is not
maintained; it is for the officer’s information. Screen shots of the e-learning course
are provided in Appendix I, Chicago Police Department Pedestrian Safety e-Learning
Course Screen Shots.

THH
mn

CPD Conucting Enforceet Exec1e
Source: TYLI

4.5 Findings

A high-visibility enforcement campaign can be more effective with notification of
the local media. The media will often take interest in police activities, especially
when the activities are first initiated. Media coverage provides an effective way to
inform residents that the local police department is enforcing violations that
compromise the safety of pedestrians.

The high-visibility enforcement campaign was better directed at uncontrolled
marked crosswalks rather than intersections. These operations were more visible to
the community and created a greater volume of activity that kept the officers busy
and engaged in the enforcement efforts.

When developing procedures for a high-visibility enforcement campaign, it is
important to build in flexibility. The enforcement team often has to adapt to the
scene and needs flexibility in order to adjust to the situation and site characteristics.
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In lieu of expanding the enforcement campaign, it was felt that providing all officers
with knowledge about the pedestrian safety campaign and the associated laws was a
better means to encourage more enforcement related to pedestrian safety.

The police training material must conform to the procedures and training resources
of the police department. In the end the training material was developed by the
police department with assistance from the project team. The police department
took ownership of the final products and could more easily integrate the material
into the overall training system.

5. Before-and-After Study: Driver Yielding Behavior
5.1 Background

As part of the CDOT Pedestrian Safety Initiative, a before-and-after study was
conducted to observe driver yielding behavior to pedestrians in the crosswalk at
signalized and unsignalized intersection locations. Data was collected for the before
(baseline) condition between May 6 and June 17, 2011. Data was collected for the
treatment (after) condition between August 10 and October 23, 2012. The before-
and-after study was done to determine the crosswalk enforcement and marketing
campaign'’s effectiveness to increase driver and pedestrian awareness and improve
safety.

5.2 Methodology

Data collectors recorded naturally occurring pedestrian crossings as well as
pedestrian crossings staged by trained decoys. Specific protocol was used to collect
driver yielding behavior for more than 7,000 pedestrian crossing events at
signalized and unsignalized intersections during the time periods stated above.

Data were recorded for driver yielding behavior and action prior to pedestrian
crossing event involving a driver turning right on green, left on green, or right on
red. Data was also recorded about the crossing event (e.g., distance motorist yielded
from the crosswalk, evasive actions taken either by the driver or pedestrian, and
whether pedestrians were trapped in the center of the roadway while attempting to
Cross).

Data was summarized in charts showing driver yielding behavior rates before and
after the crosswalk enforcement campaign while also showing differences between
naturally occurring crossings and staged crossings.
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5.3 Findings

The before-and-after study found that drivers, on average, yielded to pedestrians in
crosswalks more often after the crosswalk enforcement campaign than before.
Driver yielding to pedestrians was shown to increase at signalized and unsignalized
intersections and there were fewer observed conflicts between drivers and
pedestrians. Additionally, drivers and pedestrians were observed taking fewer
evasive actions to avoid potential crashes after the crosswalk enforcement
campaign than before.

Specific findings at eight locations included:

e Driver yielding to pedestrians at signalized intersections:
o Increased at 6 of the locations,

o Decreased at 2 of the locations,
o Increased 4 percent during right on green,
o Increased 14 percent during left on green, and

o Increased 26 percent during right on red after the campaign compared to
before at 8 studied intersections.

The 2 intersections having decreases in yielding activity may have been

influenced by:

o Anincrease in pedestrian activity that meant drivers had less green time
to turn without a pedestrian present, and

o Anincrease in pedestrian crossing events disproportionately brings
down the overall mean yielding across signalized intersections. (See
Appendix |, Figure 1 and Table 1.)

e Driver yielding to pedestrian “staged” crossings (trained decoy) at
unsignalized intersection:

o Increased 6 percent after the campaign compared to before;

o Increased less than 1 percent for natural crossings at the 8 studied
intersections; and

o Half of the locations showed notable improved yielding to decoys, and 2
of 8 showed notable yielding to natural crossings. Other locations
showed little change or a decrease in yielding.

Further study would be needed to understand if demographic factors,
seasonal changes, or other variables contributed to these results. (See
Appendix ], Table 2.)

e Driver yielding distance increased after treatment compared to before. (See
Appendix ], Figure 2.)
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A major finding was that naturally occurring pedestrian crossings, as opposed to
those with trained decoys, on average, saw more conflicts, more evasive actions, and
lower yielding rates both before and after the crosswalk enforcement campaign.

This finding suggests that trained decoys behave more conservatively than natural
pedestrians, and that pedestrian crossing behavior might also influence driver
yielding behavior. The link between these actions was not the focus of the study;
however, this could be a topic of additional research.

The study involved the collection of data before and after the crosswalk
enforcement campaign. Future education and enforcement efforts should be based
on updated or new crash data analysis. Continuing efforts with data collection and
analysis would provide useful measures of the city’s ongoing efforts at pedestrian
safety awareness. As it involved influencing a cultural change regarding driver and
pedestrian behavior, the study suggested that regular, repeated enforcement
activities coupled with an ongoing awareness campaign are recommended. The full
before-and-after study is provided in Appendix ] - Report on Yielding Behavior at
Crosswalks in Chicago.

6. Stakeholder Engagement

During the course of the project, TYLI gave several PowerPoint presentations to
stakeholder groups to explain the status, obtain feedback, and gage support for the
overall project. The presentations are summarized below:
e February9, 2011, to the Mayor’s Pedestrian Advisory Committee - This
presentation provided a summary of the crash analysis.

e April 20,2011, to the Chicago Metropolitan Agency for Planning, Bicycle and
Pedestrian Task Force - This presentation was a shorter version of the crash
analysis summary presented on February 9, 2011.

e May 4, 2011, to the Mayor’s Pedestrian Advisory Committee - This
presentation provided a summary of the initial marketing campaign titled
“See You, See Me,” which was subsequent superseded by a more hard-hitting
and serious campaign.

e September 12,2012, to the ProWalk/ProBike Conference - This presentation
was an overview of the project.

e November 7, 2012, to the Mayor’s Pedestrian Advisory Committee — Similar
to the presentation given on September 12, 2012.

The April 20, 2011, and September 12, 2012, presentations are included in
Appendix K, Stakeholder Involvement Presentations. The May 4, 2011, presentation
is included in Appendix E, Unused Marketing Material.
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The public was engaged through media outlets. The media attention with the
resultant comments on blogs and social media sites showed much support of the
city’s efforts. This is discussed in more detail in the Section 3.5, Media Coverage.

7. Transferability Model

At the onset of this award, NHTSA provided a sample transferability model to be
used as part of Chicago’s final report (see Appendix K). This model consisted of a
series of questions for Chicago to provide responses. In doing so, Chicago is sharing
its lessons learned from their pedestrian safety campaign to assist others in similar
pedestrian safety education and enforcement efforts. The questions cover topics
ranging from developing a team of stakeholders to identifying successful
components of a campaign to clarify the message and improve the effectiveness of a
campaign.
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Appendices Overview

Appendices A through L are included in this report as example working documents, data collection or
analysis tools, or internal reports that were generated as part of the development or deployment of the
Chicago program. The intent for including them is to provide others with real-world examples for how
the demonstration communities or the contractor handled a particular issue in the development of the
project (e.g., how a community performed or structured a crash report, conducted a site visit, developed
an action plan, collected field data, etc.) rather than provide a polished final deliverable. Appendix K is
included as a summary of lessons learned from the project that can be transferred to other communities.
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Appendix A
2011 Pedestrian Crash Analysis, Summary Report

The City of Chicago 2011 Pedestrian Crash Analysis reports were prepared in 2011
using crash data from the years 2005-2009. The findings of these reports informed
the next steps of the project which involved developing a campaign that would
reach the target populations, locations, and behaviors identified in the crash
analysis. The technical report contains the full analysis while the summary report
compiles key findings and data.

Contents
City of Chicago 2011 Pedestrian Crash Analysis Summary Report (29 pages)
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2011 Pedestrian Crash Analysis

Pedestrian Safety In Chicago

Pedestrian activity is an essential part of Chicago’s vibrancy. It livens our
streets and neighborhoods, strengthens local businesses, creates safer neigh-
borhoods, provides access to jobs, and leads to healthier Chicagoans. Given
these benefits, it is important that we ensure our streets are comfortable and
safe for all users. A critical component of this is pedestrian safety. The City,
residents, visitors, businesses, and community groups must ensure everyone
can travel safely. This shared responsibility relates to how we drive, travel as
pedestrians, design our streets, and enforce our traffic laws.

The City of Chicago, Chicago Department of Transportation (CDOT), and Chi-
cago Police Department (CPD) have a number of ongoing efforts aimed at im-
proving pedestrian safety. These efforts include outreach and policy efforts,
enforcement initiatives, and engineering and design improvements.

To further inform pedestrian safety efforts, CDOT has completed an extensive
pedestrian crash analysis. This analysis included all collisions in Chicago from
2005 through 2009 that involved a pedestrian and a motor vehicle in which
the pedestrian was the first point of contact for the vehicle!. Specific crash
factors and characteristics were analyzed to determine populations who were
involved in pedestrian crashes, when and where pedestrian crashes occurred,
and the contributing factors related to pedestrian crash-

) es.

This analysis will be utilized to guide the development of
Chicago’s upcoming Pedestrian Plan and public aware-
ness campaign. The findings within this report will help
inform the Plan’s goals and objectives and will provide

’ fundamental information needed to make sound, data-
driven policies and programming decisions.

1 Note: 2005 data were originally geocoded in a different coordinate system. Some
anomalies in the data may exist as a result.
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ONGOING PEDESTRIAN PROGRAMS

The following are ongoing programs aimed at providing better accommoda-
tion for pedestrians and improving safety.

Mayor’s Pedestrian Advisory Council: Established in 2006, the Mayor’s
Pedestrian Advisory Council acts as the interdisciplinary body of stakeholder
groups and local, state, and federal representatives on pedestrian safety. The
Council meets quarterly.

Safe Streets for Chicago: Launched in 2006, this pedestrian safety campaign
includes coordination with the Office of Emergency Management and Coordi-
nation and the Chicago Police Department to implement public safety mes-
saging and enforcement efforts.

Safe Routes Ambassadors: This pedestrian safety education program annu-
ally reaches over 13,000 Chicago students, parents, and teachers through
direct in-school safety presentations.

Safe Routes for Seniors: This senior walking encouragement and safety pro-
gram focuses on the unique perspective of senior pedestrians and conducts
presentations at senior centers, senior residences, and health fairs.

Pedestrian Safety Enforcement: Ongoing enforcement of pedestrian safety
laws in targeted high crash corridors. Evaluations of the enforcements show
that more drivers are stopping and yielding for pedestrians.

Countdown Timers: Proven to reduce pedestrian crashes at an intersection,
by the end of the summer of 2011 Chicago will have installed countdown tim-
ers at over 44 percent of signalized intersections. CDOT is pursuing funding
for installations at 100 percent of intersections.

Signal Timing: Leading Pedestrian Intervals and increased pedestrian cross-
ing time facilitate more comfortable crossings. CDOT is retiming crossings at
key intersections with attention to the needs of vulnerable populations such
as children or seniors.

Refuge Islands/Curb Extensions: Refuge islands and curb extensions reduce
the crossing distance for pedestrians. CDOT is utilizing these proven counter-
measures to improve pedestrian safety throughout the city.

Traffic Calming Program: Designed to make residential streets safer for driv-
ers, pedestrians and bicyclists. The program uses several roadway engineer-
ing tools to “calm” vehicular traffic and encourage slower and safer driving
behaviors.
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Pedestrian Crash Trends

The number of pedestrian crashes in Chicago decreased

Pedestrian cr significantly from 2005 to 2009 (Figure 1), continuing a
dramatic downward trend seen throughout most of the
have drOPPe past decade. In fact, the 3,130 pedestrian crashes in
percent Since 2009 represented a nine-year low, dropping 8 percent

since 2005 and more than 22 percent since 2001.

The pedestrian crash rates per 100,000 Chicagoans ex-

perienced a similar downward trend as seen in the total
number of crashes. The crash rate decreased by more than 9 percent from
2005 to 2009 and by more than 21 percent from 2001.
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Summary Report

The annual number and
rate of pedestrian fatalities
from 2001 to 2009 also saw
downward trends. The 34
fatalities in 2009 was the
lowest fatality count of the
study period (Figure 2). In
fact, it represented a 16-
year low from the first year
the data is available in 1994.
Pedestrian fatalities have
decreased by 61 percent
from the 1994 level of 88.
The rate of pedestrian fatali-
ties per 100,000 residents

decreased
th . Crc

study pe- Pedestrian fatalities
i reached a 16-year
of 2.5 in low in 2009 with 34
2005to a og o
low of 1.2 fatalltles
in 2009.
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Serious injury crashes also decreased in Chicago. These crashes decreased
from a high of 630 in 2005 to 503 in 2009, representing a 20 percent drop.
The lowest number of serious injury crashes occurred in
2008 with 458.

Chicago has the
Not only have fatal pedestrian crashes decreased

loweSt pedeSt”an throughout Chicago, but pedestrians are safer here than

fatallt rate Of lar e in most peer cities. Figure 3 shows Chicago’s pedestrian
y g & crash fatality rate per 100,000 residents as well as that

densely pOpu lated of ten comparable US cities. Chicago has the fifth lowest
t - pedestrian fatality rate, behind only Boston, Seattle, San
cities Jose and San Diego.

The average pedestrian fatality rate in Chicago of 1.77
from 2005 through 2009 was 16 percent lower than the
average rate of the 14 other cities. Most notably, when considering popula-
tion density, Chicago had the lowest pedestrian fatality rate of cities over
500,000 residents with a population density greater than 5,000 residents per
square mile.
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Key Findings

Trends in pedestrian crashes from 2005 through 2009

X Pedestrian crashes in Chicago have followed a downward trend since
2001

* Chicago has a low pedestrian fatality rate among peer cities

Who was involved in pedestrian crashes?

* The age group of 15 to 18-year-old pedestrians had the highest crash
rate per population

* More males than females were involved in crashes as pedestrians and
motorists; however, more females were involved in crashes in Chicago
as compared to national statistics

X Taxi involvement in crashes out-
side the CBD was 2 percent

X Taxi involvement in pedestrian
crashes in the Central Business
District (CBD) was 28 percent

When did the pedestrian crashes occur?

X From 2005 through 2009, Thurs- | * 3:00 - 6:00 p.m. was the high

days had the most crashes crash time period, 6:00 - 9:00
p.m. was the second highest
crash time period

What were the roadway characteristics of pedestrian crashes?

X Fifty percent of fatal and serious injury crashes occurred on arterial
streets, despite accounting for approximately 10 percent of the street
miles in Chicago, based on IDOT’s roadway classification system

X Eight out of the top twelve neighborhood high crash corridors were
four-lane roadways; all were arterials

* Seventy-eight percent of all crashes and 80 percent of fatal and serious
crashes occurred within 125 feet of the midpoint of an intersection; 53
percent of all crashes were recorded as intersection-related on crash
reports

X Youth crashes (ages 0 to 14)

X Qverall, the majority (76 per-

were more likely to occur on
local streets than other age
groups (43 percent vs. 23 per-
cent overall)

cent) of the crashes occurred on
arterial and collector roadways

Youth pedestrians aged 0 to 14
were more likely to be struck
mid-block and not in a crosswalk
than other age groups

Older pedestrians were more
likely to be struck in a crosswalk
than other age groups
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Key Findings (cont’d.)

Where in Chicago were the pedestrian crashes occurring?

* A band of community areas stretching from the Loop and Near North
Side on the east to Austin on the west contained the highest number
of overall and/or fatal and serious injury pedestrian crashes

* The Chicago Transit Authority rail stations with high numbers of nearby
pedestrian crashes were along the Green Line, Red Line - Dan Ryan
branch, and Blue Line - O’Hare branch

* The Loop, Near North Side, and
Near West Side Chicago Com-
munity Areas contained four of
the top crash intersections

* A two-mile corridor along 79t
Street contained four of the top
twenty crash intersections

* In an examination of various factors including crime, income, race,
language spoken, and walkability index, the strongest correlation found
was between pedestrian crashes and crime

What factors were most common in pedestrian crashes?

* Hit and run crashes accounted for 40 percent of fatal crashes in Chi-
cago versus 20 percent nationally; hit and run crashes accounted for 33
percent of overall pedestrian crashes in Chicago

X On average, there were 2 hit and run crashes per day resulting in a
pedestrian injury or fatality

* The most common pedestrian action at the time of a crash was “cross-
ing with the signal”; pedestrians crossing with the signal was more
common in the CBD than outside

X Citywide, 52 per- X 66 percent of the

X 48 percent of the

cent of pedestrian
crashes at signal-
ized intersections
involved turning
vehicles; 36 per-
cent were left turns
and 16 percent
were right turns

crashes in the CBD
involved turning
vehicles; 48 percent
were left turns and
17 percent were
right turns

crashes outside the
CBD involved turn-
ing vehicles; 32 per-
cent were left turns
and 16 percent
were right turns

City of Chicago
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Who Was Involved in Pedestrian Crashes

PEDESTRIAN AGE

Children in Chicago were more likely to be involved in

pedestrian crashes than adults. The crash rate for children Children 5 to 18
of high school age (15 to 18) was highest among all age
groups at 194.6 crashes per 100,000 population. Primary years old were most

school-aged children (5 to 14-year olds) had the second . c
highest crash rate at 137.5. The fatal (K) and serious h ke Iy tO be 1Nvo Ived

injury (A) crash rate also was highest among 15 to 18-year in pedestrian crashes
olds. (Figure 4).
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Crashes among children decreased, however. From 2005 through 2009, the
annual number of pedestrian crashes involving 5 to 18-year olds decreased
by 28 percent, from 964 to 698.

Although the pedestrian crash rate of 84.8 per 100,000 for seniors (65+) was
second lowest among all age groups, seniors were overrepresented in fatal
and serious injury crashes. Despite the fact that seniors were involved in only
6.2 percent of pedestrian crashes overall, they were involved in 9.5 percent
of the fatal crashes. Four percent of senior crashes resulted in a fatality and
18.2 percent resulted in serious injury, compared with 1.4 percent and 14.9
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percent respectively, for all age groups. The higher proportion of fatal and
serious injury crashes among seniors is likely related to their higher physical
fragility relative to the overall population.

Despite a lower
crash rate than other
age groups, seniors
(65+) were over-
represented in fatal
and serious injury
crashes

PEDESTRIAN GENDER

Male pedestrians in Chicago were involved in 52 percent
of all pedestrian crashes and 54 percent of fatal and seri-
ous injury crashes, despite making up only 48 percent

of Chicago’s population. These proportions are lower
than national statistics, however as nationally, males are
involved in 69 percent of pedestrian crashes. The larg-
est proportion of males involved in pedestrian crashes
occurred in the 0 to 14 age group, where they were
involved in 62 percent of all crashes and 1.6 times more
likely to be involved in a crash than females.

Female pedestrians in Chicago were involved in 45 per-
cent of all crashes between 2005 and 2009, 1.5 times

more than the national average of 31 percent. There were three age groups
where females were involved in more crashes than males: 15 to 18, 19 to
29 and 65+. The only age groups where the female crash rate by population

City of Chicago
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was higher than the male rate, however, were the 15 to 18 and 19 to 29 age
groups (Figure 5).
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PEDESTRIAN RACE AND ETHNICITY

Information on the race of the pedestrians involved in crashes was only avail-
able for fatal pedestrian crashes, for all years except 2008. The breakdown
of pedestrian fatalities closely matched the proportion of Chicago’s popu-
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Figure 6:

Pedestrian Fatalities by
Race

lation per the 2005-2009 US Census American Community Survey (Figure

6). Pedestrians who identified as black or African American were the only
group overrepresented in crashes as they were involved in 36 percent of fatal
crashes while making up 34 percent of the overall population.
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When Did Pedestrian Crashes Occur

DAY OF WEEK

Pedestrian crashes occurred most often on Thursdays and

least often on Fridays and Saturdays (Figure 7). Nearly Thu rsdays had the
17 percent of all crashes occurred on Thursdays. These .
results were similar for fatal and serious injury crashes. most pedeStrlan
This is a significant shift from the 2001 through 2005 pe- .

riod, when Fridays had the most pedestrian crashes. The CraSheS Whl le

low percentage of fatal and serious injury crashes on Fri- Satu rdays had the
days and Saturdays in Chicago, 13 percent and 10 percent

respectively, differs significantly from national statistics as fewest

well, where Fridays account for 17 percent and Saturdays

18 percent of pedestrian fatalities.
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TIME OF DAY

Pedestrian crashes occurred most often from 3:00 p.m. to 6:00 p.m. for all
age groups except seniors. This was especially evident in the 5 to 14 age
group, where almost 40 percent of the pedestrian crashes occurred during
this period, compared to 26 percent of pedestrian crashes for all age groups
combined.

Seniors were most likely to be struck mid-day. Over 48 percent of senior
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> crashes occurred between 9:00 a.m. and 3:00 p.m., com-
pared to roughly 29 percent of pedestrian crashes for all
age groups occurring during this period.

Late night crashes were more likely to involve 19 to
29-year olds and to occur on weekends. Ten percent of
crashes among this age group occurred between mid-
night and 3:00 a.m., double the percentage of crashes
for all age groups combined during this period. Over 21
percent of all pedestrian crashes on weekends occurred
J between the overnight hours of 9:00 p.m. and 6:00 a.m.,

compared to 16 percent of weekday crashes occurring
during the same period.

City of Chicago
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Where Did Pedestrian Crashes Occur

CENTRAL BUSINESS DISTRICT (CBD)

Various analyses were performed on pedestrian crashes that occurred in

the Central Business District (CBD)? The Near North Side and Loop Chicago
community areas (CCA) comprise most of the CBD and, over the five-year
study period, experienced the highest number of pedestrian crashes of all 77
CCAs. The CBD is vastly different from the rest of Chicago due to the large
concentration of commuters, tourists, business travelers and residents. The
CBD also has shorter block lengths than most other areas of Chicago and the
majority of intersections are signalized.

Five high crash corridors were identified within the CBD (Map 1). These five
corridors accounted for 19.5 percent of all fatal and serious injury crashes in
the CBD during the five-year period.

2 An area bounded by Roosevelt Road to the south, Halsted Street to the west, Divi-
sion Street to the north and Lake Michigan to the east
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Pedestrians in the
CBD were more likely
to be struck while
crossing in a cross-
walk and with the
“Walk” signal than
pedestrians outside
the CBD. The loca-
tions of pedestrians
at the time of a crash
were recorded as be-
ing in a crosswalk, in
the roadway, outside
an available cross-
walk, where a cross-
walk was unavail-
able, in a driveway,
or in undetermined
locations.

Fifty-six percent of
pedestrians struck in
the CBD high crash
corridors were in the
crosswalk, compared
to only 32 percent
citywide. Outside the
CBD, the most common type of pedestrian crash occurred when the pedes-
trian was in the roadway.

TaXiS were inVO lved Taxis were involved in over 33 percent of the crashes

occurring in the CBD high crash corridors, compared to

in 28 percent of the only 5.1 percent of all crashes citywide. Overall in the

CBD, taxis were involved in 28 percent of the pedestrian

pedeStrlan CraSheS in crashes. The number of taxis within the CBD relative to
. ’ the number of overall vehicles is unknown, so it is diffi-
Chicago’s CBD

cult to determine if taxis are overrepresented among CBD
crashes.

CHICAGO NEIGHBORHOODS

Chicago Community Areas (CCA) were used to examine pedestrian crashes
at the neighborhood level. The CCAs divide the city into 77 areas that have
remained constant since 1980 and are tied to commonly referenced neigh-
borhoods.?

3 Encyclopedia of Chicago http://encyclopedia.chicagohistory.org/pages/319.html.
Accessed April 25, 2011.
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Table 1 lists the CCAs with the highest number of total
fatal (K) and serious injury (A) pedestrian crashes. These
eight CCAs were also among the twelve CCAs with the
most pedestrian crashes overall. The table also lists the
number of total crashes. These CCAs, except for Auburn
Gresham, which is on the southwest side, form an east-
west band across Chicago, stretching from the Loop and
Near North Side on the east to Austin on the west (See

Map 2).

CCA K&A Crashes Total Crashes
Near North Side 139 1,071
Austin 130 903
Loop 118 924
Near West Side 93 633
Belmont Cragin 83 421
West Town 81 497
Auburn Gresham 73 407
Humboldt Park 71 398

These CCAs also had a high number of hit and run crashes and high rates of
crashes when accounting for