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Triennial Highway Safety Planning Process  
 

 

Time Purpose  

January Finalize upcoming yearôs funding distribution and overall 

direction of TSO programs. 

February OTSC approval of revenue and multiple committee advice on 

direction of programs. 

March Drafting of individual program sections of 3HSP to include 

data, problem id, trends, strategies, countermeasures chosen, 

and individual grant project narratives per safety program. 

April Draft Triennial Highway Safety Plan (3HSP) created and 

distributed for review by ODOT, OTSC, GAC MS, GAC DUII, 

NHTSA, FHWA, and program area experts. 

May OTSC (GAC MS and GAC DUII) final Consent Calendar 

approval of 3HSP (before first year of 3HSP only). 

May Final Performance Plan printed and submitted for approvals. 

June OTC final Consent Calendar approval for grants and contracts 

found in the 3HSP (before first year of 3HSP only). 

July Field implementation of some grants and contracts; finalization 

of federal fiscal year grant negotiations & agreements 

September -October Host annual Transportation Safety Conference, including work 

sessions on proposed grant projects for the next grant year; to 

garner public engagement and input (PP&E) from both 

traditional as well as non-traditional safety partners. Adjust 

program data and/or proposed projects based on PP&E input 

received. Field implementation of grants and contracts for the 

new FFY grant year starting Oct 1. 

December Staff debrief of current grant yearôs programs to determine 

benchmarks. Continue data analysis and research for next 

grant year. 
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Overview  ï1300.11(b)(1) 

Oregon state is home to 4.2 million people.1 Sixty-five percent live in urban areas, 33% in rural 
and 2% live in frontier areas, defined as a county with six or fewer people per square mile.2 
Fifty percent of the population is female, and 20% are under the age of 18, while 18% are over 
the age of sixty-five. Oregonôs population is 75% white, 14% Latino, 6% Asian, 3% black and 
2% are multi-racial.3 Foreign born persons represent 10% or Oregonôs total population. Ten 
percent of Oregonians have a disability with the majority, 13% residing in the Portland Metro 
Area. 

 
Traffic crashes are multi-faceted, complicated events. Crashes resulting in fatalities and serious 
injuries often involve multiple issues and aggravating factors which have strong overlap e.g., 
impairment and speed, necessitating collaboration between programs and regions to implement 
effective countermeasures. The current political environment in Oregon continues to impact 
traffic safety including the legalization of drugs, understaffing in law enforcement, the homeless 
situation, lack of political will to implement automated enforcement and/or sobriety checkpoints, 
lack of public defenders, decreasing emergency medical services workforce and public policy 
that is changing driving from a privilege to a right in the guise of equity. Further complicating the 
problem is lack of timely data and communication between data systems. All these issues have 
contributed to the upward trend of fatalities and serious injuries in Oregon making it necessary 
to pilot and implement new and innovative approaches to reduce traffic violence in our 
communities. 

The State of Oregon has 36 Sheriff Departments, 122 police departments, including tribal police 
and 21 college public safety departments with 5,646 sworn officers. While all sworn officers can 
conduct traffic stops, whether or not a department has a dedicated traffic unit or officer depends 
on the size of the agency and its priorities. Since 2018, the number of sworn officers has 
decreased, down 128 in 2020 and this downward trend has continued impacting fatalities and 
serious injuries. 

In addition to decreasing law enforcement numbers in Oregon Law enforcement, there has also 
been an overall decline in traffic stops and the number of citations being issued to the motoring 
public as indicated by Oregon State Police (OSP) numbers. From 2019 ï 2020, OSP traffic 
stops decreased 23%. Due to the lack of a single statewide data repository for these statistics it 
cannot be stated with certainty that stops and citations have declined; however, both OSP and 
Portland Police Bureau (PPB), which account for 23% of all sworn officers in the state have 
reported declines. Although PPB did not report a decline from 2019 to 2020, from 2016 to 2020 
PPB reported a 33% decrease. 

In 2018, Oregon started participating in the Statistical Transparency of Policing (STOP) project, 
which tracks data on officer-initiated enforcement stops from 154 agencies. Due to the tiered 
approach to implementing the program, statewide data is only available in 2021 and 2022 and 
the reporting years are from July to July; however, the limited data that is available confirms that 
stops are down 5% and citations are down 2% from 2021 to 20224. In the future data from this 

 

 
1 Oregon 2020 Census 
2 https://www.ohsu.edu/oregon-office-of-rural-health/about-rural-and-frontier-

data#:~:text=Using%202021%20Claritas%20data%2C%2033,(2%2C789%2C625)%20in%20urban%20areas . 
3  https://www.opb.org/article/2020/08/10/how-oregons-statistics-on-race-often-get-misinterpreted/ 
4 STOP data provided by the Oregon Criminal Justice Commission. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)
https://www.ohsu.edu/oregon-office-of-rural-health/about-rural-and-frontier-data#%3A%7E%3Atext%3DUsing%202021%20Claritas%20data%2C%2033%2C(2%2C789%2C625)%20in%20urban%20areas
https://www.ohsu.edu/oregon-office-of-rural-health/about-rural-and-frontier-data#%3A%7E%3Atext%3DUsing%202021%20Claritas%20data%2C%2033%2C(2%2C789%2C625)%20in%20urban%20areas
https://www.ohsu.edu/oregon-office-of-rural-health/about-rural-and-frontier-data#%3A%7E%3Atext%3DUsing%202021%20Claritas%20data%2C%2033%2C(2%2C789%2C625)%20in%20urban%20areas
https://www.opb.org/article/2020/08/10/how-oregons-statistics-on-race-often-get-misinterpreted/


3  

program will allow us to report more accurately on stops and citations. 

The decline in stops and citations being issued may be attributed to several factors, the current 
climate of the general publicôs view of law enforcement, the continued COVID-19 pandemic 
priorities and the understaffing of law enforcement agencies throughout the state. Many 
agencies are struggling to recruit and train qualified officer candidates, which makes it difficult to 
maintain regular patrol functions and in some cases agencies to not have resources to increase 
or maintain traffic enforcement levels including teams and motor units. Preliminary data for 2021 
and 2022, indicates that stops and citations will continue on a downward trend. 

Oregon law enforcement agencies continue to pursue technology and equipment, when pre-
approved through NHTSA, to enhance the electronic transfer of crash reporting and citations 
issued to integrate with state and other databases for analysis. With declining enforcement 
resources, these advances in technology provide valuable actionable information to Oregon law 
enforcement and the Transportation Safety Division for analysis. Citation numbers and overtime 
enforcement hours worked declined significantly in 2020 due to the COVID pandemic and other 
more pressing priorities. In addition, the current negative political climate regarding police 
enforcement in general has led to a high retirement and rocky attrition levels for Oregon law 
enforcement officers. This is a concern as enforcement of traffic laws is one of the strongest 
countermeasures against risky driving behaviors. 

Other law enforcement issues that are impacting fatalities and serious injuries are: 

¶ The need for increased enforcement resources is not generally recognized outside the law 
enforcement community. Agencies who perform High Visibility Enforcement activities are 
often depicted as conducting traffic enforcement as a ñmoney grabò versus the true need for 
traffic safety enforcement, to reduce serious injury and fatal crashes on Oregonôs roadways. 

¶ The need for increased training for police officers in the use of speed measuring equipment 
(Radar/Lidar), crash investigations, and traffic law (including any updates from recent 
legislative sessions, increased crashes associated with distracted driving and constraining 
changes in Oregon case law related to impaired driving). 

¶ Due to the recent passage of Measure 110, which decriminalized single use possession of 
illicit drugs, there is an increased need for police officers to be trained in drug recognition 
tactics. Oregon has already seen an increase in serious injury and fatal crashes associated 
with impaired driving as it relates to poly-substance use (more than one drug or drugs and 
alcohol), constraining changes in Oregon laws and case law related to impaired driving and 
the decline of officers dedicated to traffic safety enforcement. 

¶ There is also an identified need to increase advanced motor officer training availability to 
motorcycle officers in Oregon. 

¶ Decreasing agency budgets resulting in larger officer-to-population ratios prevent most 
enforcement agencies from having capacity to respond to crashes that are non-blocking 
and/or non-injury. In some larger metropolitan areas, this includes serious injury crashes 
without a trauma system entry patient, or a vulnerable road user involved. The need for 
increased crash investigations and crash reporting training in the law enforcement 
community. Recent changes at the basic police academy have drastically reduced training 
hours in these areas. 

¶ Many county and city police agencies lack the resources necessary to dedicate officers to 
traffic teams, or to even have a traffic team. 
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The Oregon Motorcycle Safety program provides funding for a motorcycle safety training and 
education program and is mandatory for those seeking a motorcycle endorsement. ODOT 
leadership and staff strategically plan for the Oregon Motorcycle Safety Program to take the 
nextsteps in continuously improving its service to motorcyclists and motorists. There has been a 
steady trend of increases in motorcycle fatalities involving impairment in Oregon and the TSO 
program manager is working closely with TSOôs Impaired Driving Program Manager as well as 
both the GAC-MS (Governorôs Advisory Committee on Motorcycle Safety) and the GAC-DUII on 
efforts to combat and reduce this alarming trend. 

Oregonôs Transportation Safety Office is also committed to comprehensive driver safety 
education and increased awareness for young motorists. Oregonôs Driver Education program is 
nationally recognized and works hard to educate teen drivers on safe driving habits, where its 
mission lay in providing quality driver education to every novice driver in the state. The 
pandemic brought considerable challenges to the program in providing safe behind-the-wheel 
driving scenarios; inability to meet in-person for classroom training modules; and with some 
driver education providers not being open to the public for an extended period of time (and thus 
making some of them close their doors permanently). Fortunately, the program was able to 
build, test, and successfully evaluate an on-line training pilot program that can be utilized in the 
future as a viable option for students as needed and as applicable. 

The Occupant Protection program is continually focused on educating the general public, law 
enforcement, family medical providers, and families regarding proper selection and use of seat 
belts and other motor vehicle safety restraints. Oregon has traditionally had a high seat belt 
usage rate, at times the highest in the nation, but continuous education is needed for new 
citizens, visitors, and high-risk populations to maintain a high usage rate. 

With Oregonôs population now surpassing 4 million, it is more important than ever for the 
Pedestrian Safety Program to work with the wide range of transportation, health, education and 
enforcement partners looking to promote Oregonian safety, health and well-being. Pedestrian 
safety is a major challenge in Oregonôs more urban areas like Portland and Eugene. Not only do 
pedestrians and motorists need to be aware of each other, but the industry trend of coming out 
with a new vehicle ótypeô on a regular basis (i.e., the three-wheeled ótrikes,ô electric scooters, 
enclosed cab, etc.) exacerbates the problem as the state tries to keep up with these new vehicle 
types in order to ensure alignment with current traffic law and maintain safety for all road users. 

TSAP VISION Statement: Oregon envisions no deaths or life-changing injuries on Oregonôs 
transportation system by 2035. 

ñEvery day, people arrive safely at their destinations in Oregon, but tragically, fatalities 

and serious injuries still occur on the Oregon transportation system. Any fatality or life-

changing injury is a significant loss that can be avoided by implementing state-of-the-

art programs, policies, and projects related to safety engineering, emergency 

response, law enforcement, and education. The TSAP lays the foundation to consider 

and prioritize safety for all modes and all users of our transportation system in order to 

eliminate all deaths and life-changing injuries on the transportation system. 

Achieving this vision by 2035 requires commitment and engagement from a variety of Oregonôs 
agencies and stakeholders. Engineers, emergency medical service providers, law enforcement 
and educators traditionally play a strong role in advocating for, planning, designing, and 
implementing transportation safety plans and will continue to do so. However, this plan also 
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includes goals, policies, strategies, and actions relevant to public health professionals, the 
media, private stakeholders, the individual transportation system user, and others. All of these 
organizations and individuals will be tasked with planning and implementing safe travel options, 
and traveling responsibly, with the safety of all users in mind.ò 

Process  for  Establishing  Performance  Measures  ï 1300.11(b)(1)(i) 

Performance goals for each program are established by TSO Program Managers. Performance 

measures incorporate elements of the Oregon Benchmarks, Oregon Transportation Safety 

Action Plan, the Safety Management System, priorities and suggestions received at the Annual 

Safety conference from partners, and nationally recognized countermeasures. Both long-range 

and short-range measures are utilized and updated annually. Oregon starts with a minimum of 

3-, 5-, or 8-year data history average, then a change rate of 3 percent, plus or minus, to initially 

propose performance measure targets. If the 3 percent performance change is deemed 

unreasonable based on crash data, partner input during planning workshops, and/or legislative 

and environmental changes (i.e., legalization of recreational use of marijuana), the 3 percent 

may be adjusted in the target. This level of change has proven to be effective in prior Highway 

Safety Plans and is an easy way to forecast what can be expected. This level of change is 

generally representative of one standard deviation, meaning that the actions taken had an 

influence on the result outside of just pure chance. The Oregon highway safety community has 

also embraced this formula and supports the use of 3 percent reduction targets. 

As required under the previous FAST Act, the project selection process for NHTSA-funded 

grants relies on published reports and various types of data, studies or reviews. The 

Transportation Safety Office relies on the following resources in selecting projects for all of its 

funding sources, including NHTSA funding sources and programs and projects contained in the 

Performance Plan. The resources of information include: 

1. Countermeasures That Work: A Highway Safety Countermeasure Guide for State 
Highway 

Safety Offices - USDOT 

2. National Agenda for Motorcycle Safety 

3. Annual Report - TSO 

4. Annual Reports - various SHSO's from across the country 

5. State Highway Safety Showcase - GHSA 

6. Mid-Year Project Evaluations - TSO 

7. Research Notes - USDOT 

8. Program Assessments ï both for Oregon as well as various SHSO's nationwide 

9. Uniform Guidelines for State Highway Safety Programs ï USDOT 

Countermeasure  Strategies  ï 1300.11(b)(1)(i) 

Multiple countermeasure strategies are utilized by TSO and gleaned from NHTSAôs 
Countermeasures that Work as well as from research studies, successful pilot projects, and 
other evaluation information for various safety programs and projects that may or may not have 
been NHTSA-funded. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)(i)
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The TSO hosts an annual planning meeting with partner and stakeholder agencies and groups 
participating to review proposed performance measures and draft goals or targets that are data 
driven. The TSO involves the public from the beginning and throughout a program or projectôs 
lifecycle to better meet the needs of the community. This practice provides a shared definition of 
meaningful public involvement and promising practices to help address barriers to inclusion in 
transportation decision-making. 

Some project selections come from proposed projects requested from eligible state and local 
public agencies and non-profit groups involved in traffic safety. Selection panels may be used to 
complement TSO staff work to identify the best projects for the coming year. Projects are 
selected using criteria that include response to identified problems, potential for impacting 
performance goals, innovation, clear objectives, adequate evaluation plans, and cost-effective 
budgets. Those projects ranked the highest are included in Oregonôs Highway Safety Plan. 

Performance goals for each program are established by TSO program staff. Performance 
measures incorporate elements of the Oregon Benchmarks, Oregon Transportation Safety 
Action Plan, the Safety Management System, and nationally recognized measures. Both long-
range and short-range measures are utilized and updated annually. 

Planning  Process  ï 23 CFR 1300.11(b)(2)(i) 

The TSO hosts an annual planning meeting with partner and stakeholder agencies and groups 
participating to review proposed performance measures and draft goals or targets that are data 
driven. The TSO involves the public from the beginning and throughout a program or projectôs 
lifecycle to better meet the needs of the community. This practice provides a shared definition of 
meaningful public involvement and promising practices to help address barriers to inclusion in 
transportation decision-making. 

Some project selections come from proposed projects requested from eligible state and local public 
agencies and non-profit groups involved in traffic safety. Selection panels may be used to 
complement TSO staff work to identify the best projects for the coming year. Projects are selected 
using criteria that include response to identified problems, potential for impacting performance goals, 
innovation, clear objectives, adequate evaluation plans, and cost-effective budgets. Those projects 
ranked the highest are included in Oregonôs Highway Safety Plan. 

 
Performance goals for each program are established by TSO program staff. Performance measures 
incorporate elements of the Oregon Benchmarks, Oregon Transportation Safety Action Plan, the 
Safety Management System, and nationally recognized measures. Both long-range and short-range 
measures are utilized and updated annually. 

Data Sources  ï 1300.11(b)(1)(i) 

A state-level analysis is completed, using the most recent data available, to certify that Oregon 
has the potential and data-driven need to fund projects in various program areas. Motor vehicle 
crash data, survey results (belt use and public perception), and other data on traffic safety 
problems are analyzed. Program level analysis is included for each of the National Highway 
Traffic Safety Administration (NHTSA) priority problem areas such as impaired driving, safety 
belts, and police traffic services. This data is then directly linked to performance goals and 
proposed projects for the coming year and is included in project objectives. The data sources 
include, but are not limited to: 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(2)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)(i)
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1300.11(b)(1)(ii) 

¶ Fatal Analysis Reporting System (FARS) 

¶ Oregon's Crash Analysis Reporting System (CARS) 

¶ Oregon's Law Enforcement Data System (LEDS) 

¶ Oregon's Safety Priority Index System (SPIS) 

¶ Oregon's Geographic Information System Mapping Technology (GIS) 

¶ Driver and Motor Vehicle Services, Oregon Department of Transportation (DMV) 

o Driver records 
o Vehicle records 

¶ Criminal Justice Information System (CJIS) 

¶ Seat Belt Usage Observation Study 

¶ Public Opinion Survey 

¶ Project Evaluations 

¶ Center for Population Research and Census, Portland State University 

¶ Driver Education records, Western Oregon University 

¶ Motorcycle Safety Education, Oregon State University 

 
Performance goals for each program are established by TSO Program Managers, taking into 
consideration partner input and data sources that are reliable, readily available, and reasonable 
as representing outcomes of the program. TSO Programs and their projects are designed to 
impact transportation safety problems identified by data through the problem identification 
process. TSO and its partner agencies work together in providing continuous follow-up to these 
efforts throughout the year, adjusting plans or projects in response to evaluation and feedback 
as feasible. 

NHTSA Performance Measure Report 1300.11(b)(5) 

 
The óin-progressô number may be 2020 (final), 2021 or 2022 (preliminary) data depending on the 
performance measure, and availability of the data. 

 

C-1) Number of traffic fatalities (FARS) 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2020 2024 2025 2026 

498 439 502 493 507 488 507 488 488 488 

The target is set to maintain based on the FY2023 target submitted to NHTSA. This aligns with 
Oregonôs SHSP [TSAP] and HSIP per CFR 23 1300.11 (2)(c) (iii) 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. These performance measures shall be based on a 5-year rolling average that is calculated by adding the number of 
fatalities or number of serious injuries as it pertains to the performance measure for the most recent 5 consecutive calendar years ending in the 
year for which the targets are established. The ARF may be used, but only if final FARS is not yet available. The sum of the fatalities or sum of 
serious injuries is divided by five and then rounded to the tenth decimal place for fatality or serious injury numbers and rounded to the 
thousandth decimal place for fatality rates. 

 

Oregon is currently working to reduce traffic fatalities. Like much of the nation, the data shows 
we are not on a path to achieve our targets. Several factors affect the number of fatalities and 
serious injuries. These include continuing increases in crashes involving impairment (and 
specifically, drug impairment), the number of traffic law enforcement officers and agency 
resources, and emergency response times. Fatal crashes involving alcohol and/or drug use; 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(5)
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excessive speed; lane departure; and/or not wearing a safety belt are the most common causes 
of a fatality on Oregon roadways. 

ODOTôs strategy to reduce traffic fatalities is to implement traffic safety programs and proven 
countermeasures based on the causes of fatal crashes in Oregon. For example, the Oregon 
Transportation Safety Performance Plan (HSP) and the ODOT Transportation Safety Action 
Plan (TSAP) outline safety activities directed at risky driving behaviors like DUII, non-safety belt 
use, and speeding. These countermeasures also address strategies and activities for programs 
like motorcycle safety, child passenger safety, bicycle and pedestrian safety and other priority 
program areas. ODOT also seeks to combat traffic fatalities and serious injuries through 
strategic highway safety infrastructure improvements (All Roads Traffic Safety, or ARTS), such 
as median cable barriers, rumble strips, and pedestrian crossing markings, as well as through 
DMVôs medically At-Risk program. 

Countermeasures That Work (CTW) is tied to specific programs; however, other than 
enforcement, education and outreach campaigns are one of the few proven countermeasures 
for affecting risky driving behaviors in improving traffic safety. The statewide program uses grant 
funds to implement program activities and amplify messages from all program areas focusing on 
overrepresentation in specific areas based on geo-spatial and other data analysis. 

Oregon has chosen to maintain, or only slightly reduce the number of fatalities for the FFY2024, 
2025 and 2026 targets because the last few years have indicated a significant jump in those 
numbers from prior years. This has been an overall trend for the nation as well. Causes include 
the recent pandemic and its effect on public service capabilities, the traveling public (high 
speeds per VMT), and higher priorities for partners and grantees during the pandemic (and still 
recovering from same). Preliminary numbers for CY2021 indicate Oregon had 599 fatalities 
caused by motor vehicle crashes, 600 for 2022, and 255 to date for 2023, halfway through the 
calendar year. 

Countermeasures implemented in the current FFY2023 grant year (to date) are on track for 
completion by September 30, 2023, and results will be published in Oregonôs Annual Report for 
each funded project and its activities. 

 

C-2) Number of serious injuries in traffic crashes - State Crash Data Files (SHSP) 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2020 2024 2025 2026 

1,973 1,764 1,686 1,904 1,590 1,783 1,590 1,783 1,783 1,783 

The target is set to maintain based on the FY2023 target submitted to NHTSA. This aligns with 
Oregonôs SHSP [TSAP] and HSIP per CFR 23 1300.11 (2)(c) (iii) 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. These performance measures shall be based on a 5-year rolling average that is calculated by adding the number of 
fatalities or number of serious injuries as it pertains to the performance measure for the most recent 5 consecutive calendar years ending in the 
year for which the targets are established. The ARF may be used, but only if final FARS is not yet available. The sum of the fatalities or sum of 
serious injuries is divided by five and then rounded to the tenth decimal place for fatality or serious injury numbers and rounded to the 
thousandth decimal place for fatality rates. 

 

Reducing the number of traffic crashes is the primary strategy to reduce traffic injuries, but when 
a crash happens, reducing the severity becomes the secondary strategy. Injury severity can be 
influenced in three primary ways: first, safe infrastructure, and implementing design practices 
that mitigate structural safety risks on Oregonôs transportation system; second, driver behavior, 
deploying safety information, education programs and the DMV driver improvement program in 
order to reduce crashes caused by risky driver behavior. The third way is through emergency 
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medical services at the scene and in transport to a hospital or trauma center. 

ODOTôs Traffic Roadway Safety Division (TRS) also seeks to combat traffic fatalities and 
serious injuries through strategic highway safety infrastructure improvements (ARTS projects), 
such as median cable barriers, rumble strips, and pedestrian crossings. 

ODOT TSOôs strategy to reduce serious injuries from motor vehicle crashes is to continue to 
implement traffic safety programs and proven countermeasures based on the causes of fatal 
crashes in Oregon as determined by crash data analysis. For example, the Oregon 
Transportation Safety Performance Plan (HSP-three year) and the ODOT Transportation Safety 
Action Plan (TSAP, or Oregonôs SHSP for FHWA purposes-5 year) outline safety activities 
directed at unsafe driving behaviors like DUII, non-safety belt use, and speeding. These plans 
address strategies for programs like motorcycle safety, child passenger safety, bicycle and 
pedestrian safety and other priority program areas. 

ODOT DMV also has an At-Risk Program within its Driver Control Programs that monitors and 
addresses at-risk driver needs by testing and monitoring drivers who may be a danger to 
themselves or others on the road. This includes certain licensing and renewal requirements 
(medical or other reasons for being considered at risk). Health issues can affect movement, as 
well as cognitive abilities behind the wheel. 

TSO works closely with Oregonôs EMS community and the Oregon Health Authority (OHA) to 
determine challenges that emergency medical providers face throughout the state, and how 
they can work collaboratively to improve performance measures like number of responders per 
capita; and average response times to motor vehicle crash scenes, both for preparation for 
transfer, as well as time needed to transport to a medical facility. 

 

C-3) Fatalities/VMT (FARS) 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2020 2024 2025 2026 

1.36 1.19 1.36 1.37 1.57 1.37 1.57 1.37 1.37 1.37 

The target is set to maintain based on the FY2023 target submitted to NHTSA. This aligns with 
Oregonôs SHSP [TSAP] and HSIP per CFR 23 1300.11 (2)(c) (iii) 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. These performance measures shall be based on a 5-year rolling average that is calculated by adding the number of 
fatalities or number of serious injuries as it pertains to the performance measure for the most recent 5 consecutive calendar years ending in the 
year for which the targets are established. The ARF may be used, but only if final FARS is not yet available. The sum of the fatalities or sum of 
serious injuries is divided by five and then rounded to the tenth decimal place for fatality or serious injury numbers and rounded to the 
thousandth decimal place for fatality rates. 

 

Oregon is currently working to reduce fatal crashes. However, preliminary data shows we are 
not on a path to achieve our performance targets for 2023. Several factors affect the number of 
fatalities in Oregon, including continuing increases in crashes involving impairment (and 
specifically, drug impairment), the number of traffic law enforcement officers and agency 
resources available, and emergency response times. Fatal crashes involving alcohol and/or 
drug use; excessive speed; lane departure; and/or not wearing a safety belt are the most 
common causes of a fatality on Oregon roadways. 

ODOTôs strategy to reduce traffic fatalities has been to implement traffic safety programs and 
proven countermeasures based on the causes of fatal crashes in Oregon. For example, the 
Oregon Transportation Safety Performance Plan (HSP) and the ODOT Transportation Safety 
Action Plan (TSAP) outline safety activities directed at risky driving behaviors like DUII, non- 
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safety belt use, and speeding. These countermeasures also address strategies and activities for 
programs like motorcycle safety, child passenger safety, bicycle and pedestrian safety and other 
priority program areas. ODOT also seeks to combat traffic fatalities and serious injuries through 
strategic highway safety infrastructure improvements such as median cable barriers, rumble 
strips, and pedestrian crossing markings, as well as through DMVôs medically At-Risk program. 

Countermeasures That Work (CTW) is tied to specific programs; however, other than 
enforcement, education and outreach campaigns are one of the few proven countermeasures 
for affecting risky driving behaviors in improving traffic safety. The statewide program uses grant 
funds to implement program activities and amplify messages from all its safety programs on 
overrepresentation in specific areas based on geo-spatial and other data analysis. 

Oregon has chosen to maintain, or only slightly reduce the number of fatalities for the FFY2024, 
2025 and 2026 targets because the last few years indicate a significant jump in those numbers 
from prior years. This has been an overall trend for the nation as well. Causes include the 
recent pandemic and its effect on public service capabilities, the traveling public (triple-digit 
speeds per VMT), and higher priorities for partners and grantees during the pandemic (and still 
recovering from same). But even before the pandemic, Oregon reached its highest number of 
recorded fatalities in 2018 with just over 500 fatalities. Preliminary numbers for CY2021 indicate 
Oregon had 599 fatalities caused by motor vehicle crashes, 600 for 2022, and 255 to date for 
2023, halfway through the calendar year. 

Countermeasures implemented in the current FFY2023 grant year (to date) are on track for 
completion by September 30, 2023, and results will be published in Oregonôs Annual Report for 
each funded project and its activities. 
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C-4) Number of unrestrained passenger vehicle occupant fatalities, all seat positions (FARS) 

5-year avg 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

89 64 86 87 98 85 116 85 85 85 

Based on the 5-year average of 85, we will maintain or reduce the target of 85. 

There has been a steady increase in unrestrained passenger vehicle occupant fatalities in 
Oregon since 2018. The countermeasure that will be used to achieve the performance measure 
of maintaining the 2016-2020 average of 85 unrestrained passenger vehicle fatalities is high 
visibility enforcement. The Occupant Protection Program will provide grants to local police 
departments, sheriff's offices, and Oregon State Police to conduct enforcement activities that 
will maintain and increase compliance with safety belt/child restraint laws. Funding will be 
conditional on agency traffic enforcement during three (3) two-week blitzes, and during other 
times when additional traffic enforcement coverage is deemed appropriate by the local 
jurisdiction. During 2023, fifty local police departments, sixteen Sheriffôs Offices and the Oregon 
State Police participated in Oregon's safety belt HVE program. 

 

C-5) Number of fatalities in crashes involving a driver or motorcycle operatorwith a BAC of .08 and 
above (FARS) 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

152 144 157 171 183 163 215 215 215 215 

Based on the current trend and 2021 impaired fatalities, we will maintain or reduce the target of 
215. 

Impaired driving has been a growing problem on Oregon highways, to include fatal and serious 
injury crashes involving at least one driver who was determined to have been impaired by 
alcohol, drugs, or a combination thereof. The COVID-19 pandemic caused a significant increase 
in risky driving across the country. In Oregon, this was compounded by reduced law 
enforcement staffing, unfavorable case law decisions, and the implementation of Ballot Measure 
110, which decriminalized the possession of drugs such as methamphetamine, heroin, and 
cocaine. Measure 110, in combination with Oregonôs previous legalization of recreational 
cannabis possession, appears to be a significant factor in the increase in drug-impaired driving 
and related crashes. Oregon has also experienced a drop in the number of certified Drug 
Recognition Experts over this period of time. It appears Oregon will not reduce alcohol-impaired 
crash fatalities to target levels, and such fatalities are actually increasing. 

ODOTôs strategies to reverse these trends must emphasize improvements to prevention, 
enforcement, and recidivism reduction. Community outreach and educational media campaigns 
in English and Spanish should highlight prevention efforts. ODOT must support law enforcement 
and prosecution training, as well as improvements to high visibility enforcement efforts to deter 
and detect impaired drivers. Significant effort should be made to recruit and retain qualified Drug 
Recognition Experts who can serve as specialists in conducting impaired driving investigations 
regardless of the source of the impairment. 
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C-6) Number of speeding-related fatalities(FARS) 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 
avg. 

2021 2024 2025 2026 

143 170 143 154 135 149 154 149 149 149 

Based on the current trend we will maintain or reduce the 2016-2020 5-year average of 149. 

In 2017 Oregon saw a significant spike in the number of speed related fatal crashes. Since 

then, while Oregonôs crash fatalities have continued to rise, the number of fatalities related to 
speed in comparison has been on the decline. Overall, crashes related to speed have not 
decreased at or below the target numbers, but the percentage in relation to the overall number 
of fatal crashes in Oregon has declined. It is difficult to account for the reasons why as the most 
notable decline was in 2020 during the worldwide Covid-19 pandemic. Vehicle miles traveled in 
Oregon were significantly down due to the pandemic, however, law enforcement experienced a 
trend of people driving at excessive speeds, often triple digits, taking advantage of the open 
roadways. 

ODOT Transportation Safety Office continues to work with traffic safety partners from around 
the state to increase enforcement efforts and continue to provide education to the motoring 
public about the dangers of speeding. In the past five years, the Oregon legislature has passed 
legislation increasing speed limits around the state. In most recent years, the legislature has 
reduced some of those increases as well as has enhanced enforcement efforts by passing 
legislation related to photo enforcement in Oregon, giving law enforcement additional means of 
enforcement especially during a time where we have seen an overall decline in police traffic 
safety efforts. ODOT TSO will continue to support law enforcement with Oregonôs number one 
countermeasure to curb speeding as a risky driving behavior by encouraging and funding high 
visibility enforcement efforts in a attempt to continue to see a decline in the number of speed 
related fatal and serious injury crashes, but as an overall whole, reduce the number of total lives 
lost on Oregon roadways. 

 

C-7) Number of motorcyclist fatalities(FARS) 

Actual 5-year avg In Progress* Projected Targets 

2017 2018 2019 2020 2021 2017-2021 avg. 2021 2024 2025 2026 

57 85 57 67 84 70 84 70 70 70 

Based on the 5 year average of motorcyclist fatalities of 70 - between calendar years 2017 
through 2021 (using FARS published data NCSA ï STSI (dot.gov)) our goal is to maintain or 
reduce this number during the next three years. 

This is an increase in average number of fatalities from the 2023 Highway Safety Plan goal of 
maintaining or reducing the average total number of fatalities of 64 deaths. This is a setback to 
the program and is not in alignment with achieving the stated goal for the 2023 plan. With the 
new five-year average of 70 rider deaths, it is in alignment with the triennial Highway Safety 
Plan goal of maintaining or reducing the total number of rider deaths to 70 over the course of the 
next three years. 

Countermeasure strategies that have been and will continue to be employed to prevent rider 
deaths include education, training, and enforcement. The attitudes and actions of riders during 
the Covid-19 pandemic coupled with reduced law enforcement availability and reduced rider 
training and educational opportunities may have played a part in the increase of the average 

https://cdan.dot.gov/stsi.htm
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annual death toll for motorcycle riders. Additionally, legislative support in Oregon for traffic law 
enforcement as well as LEO availability for traffic law enforcement has been on the decline ï 
and riders are aware of this. This awareness is contributing to riders decisions to ride in an 
unsafe or non-compliant manner which is likely contributing to the increase in fatalities. Many 
riders in Oregon do not fear the threat of a citation or any penalty associated with having one 
issued. 

 

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

Actual 5-year avg In Progress* Projected Targets 

2017 2018 2019 2020 2021 2017-2021 avg. 2021 2024 2025 2026 

3 4 8 5 5 5 5 5 5 5 

Based on the 5 year average of 5 rider fatalities for number of unhelmeted motorcyclist fatalities 
(using FARS published data NCSA ï STSI (dot.gov)) our goal is to maintain or reduce this 
number during the next three years. 

This is the same as the average number of fatalities from the 2023 Highway Safety Plan goal of 
maintaining or reducing the average total number of fatalities of 5 deaths. This is in alignment 
with achieving the stated goal for the 2023 plan. With the new five-year average of 5 rider 
unhelmeted deaths, it is in alignment with the triennial Highway Safety Plan goal of maintaining 
or reducing the total number of rider deaths to 5 over the course of the next three years. 

Countermeasure strategies that have been and will continue to be employed to prevent rider 
deaths include education, training, and enforcement. The attitudes and actions of riders during 
the Covid-19 pandemic coupled with reduced law enforcement availability and reduced rider 
training and educational opportunities may have played a part in the increase of the average 
annual death toll for motorcycle riders. Additionally, legislative support in Oregon for traffic law 
enforcement as well as LEO availability for traffic law enforcement has been on the decline ï 
and riders are aware of this. This awareness is contributing to ridersô decisions to ride in an 
unsafe or non-compliant manner (unhelmeted) which is likely contributing to the increase in 
fatalities. Many riders in Oregon do not fear the threat of a citation or any penalty associated 
with having one issued. 

In October of 2022, the Governorôs Advisory Committee on Motorcycle Safety voted to support 
or propose legislation to update the Oregon law related to the definition of a motorcycle helmet. 
The update would include reference to the applicable Federal Motor Vehicle Safety Standard. 
More effort on this proposal is expected throughout the life of the triennial plan which may have 
a positive impact on the goal of maintaining or reducing the total annual number of unhelmeted 
ridersô deaths to 5 or less. In a July 2023 meeting among a limited number of SMSA members 
there was informal discussion about supporting any NHTSA proposal to update the standard 
based on recent developments on helmet technology and research findings related to traumatic 
brain injuries and prevention protocols and mitigations. 

 

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

Actual 5-year avg In Progress* Projected Targets 

2017 2018 2019 2020 2021 2017-2021 avg 2021 2024 2025 2026 

40 45 60 59 43 50 43 50 50 50 

Based on the five year average of 50 drivers age 20 or younger involved in fatal crashes, our 
goal is to maintain or reduce the number of drivers age 20 or younger involved in fatal crashes 
over the next three years at 50 per year. 

https://cdan.dot.gov/stsi.htm
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The statistics on teen crashes are fluid and fatalities are not following any particular trend. 
Teens in Oregon fall in two categories; those that take driver education and those that do not. 
We need to take into account the overwhelming presence of non-driver educated teens, along 
with those that do not have access to Oregon's Driver Education program. The Stateôs Driver 
Education Program (state fund) continues to fund both geographical expansion of accessibility, 
as well as alternative strategies to recruit, train and evaluate instructors, provide different 
formats of the curriculum (online, etc.), streamline the licensing process with DMV for passing 
students, and provide subsidies for low or no income families and foster children. Oregon has 
recently completed a revision of its Oregon Risk Prevention Curriculum (the driver education 
curriculum) which is hosted in a web-based format that allows users to utilize Google Translate 
to access the information in their preferred language. An additional resource is the Oregon 
Parent Guide to Teen Driving, which has also recently undergone revisions and updates. It will 
be available fall 2023 in print in English and Spanish and be available in a web-based format 
that allows for translation online as well. Oregon hosts an annual Driver Education conference to 
provide continuing education and other updates to instructors, offering neighboring state 
Washington and other state driver education programs to participate in whatôs generally called 
the Pac-NW (Pacific Northwest) Driver Education conference. 

 

C-10) Number of pedestrian fatalities(FARS) 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

71 70 77 82 71 74 87 74 74 74 

Based on the 5 year average of 2016-2020, the projected targets are to maintain or decrease 
from the 5 year average. 

There has been a steady increase in pedestrian fatalities that is also in line with majority of the 
states in the nation. The current data from 2021 shows 87 pedestrian fatalities that we are far 
beyond the five-year average of 74. 

Many factors have a role in bicycle crashes; hence the state continually develops and updates 
safety plans, policies, and road construction projects that also include treatments to increase 
pedestrian and bicycle safety. This is all in addition to the safe road user behaviors programs 
that the ODOT Transportation Safety Office focuses on. In alignment with projected targets in 
the triennial plan, ODOT Transportation Safety Office will use multiple types of education and 
behavioral safety countermeasures to achieve the targets such as: (1) Enforcement Strategies-
High visibility enforcement pedestrian safety operations, education to law enforcement of 
pedestrian safety laws, (2) funding grass-root partnership vulnerable road user education 
grants, (3) Driver Training and Share the Road Awareness- funding and expanding the Oregon 
Friendly driver Program and through (4) Statewide Communication and Outreach media 
messaging and campaigns and (5) funding Safe Routes to School projects. 

 

C-11) Number of bicyclists fatalities (FARS) 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

10 10 9 11 14 11 18 11 11 11 

Based on the 5-year average of 2016-2020, the projected targets are to maintain or decrease 
from the 5 year average. 

There has been a steady increase in bicycle fatalities over the 5-year average of 2016-2020 
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where 2021 data show 18 bicycle fatalities. 

Many factors have a role in bicycle crashes; hence the state continually develops and updates 
safety plans, policies, and road construction projects that also include treatments to increase 
pedestrian and bicycle safety. This is all in addition to the safe road user behaviors programs 
that the ODOT Transportation Safety Office focuses on. In alignment with projected targets in 
the triennial plan, ODOT Transportation Safety Office will use multiple types of education and 
behavioral safety countermeasures to achieve the targets such as: (1) Enforcement Strategies-
High visibility enforcement operations, education to law enforcement of bicycle safety laws, (2) 
funding grass-root partnership vulnerable road user education grants, (3) Driver Training and 
Shar the Road Awareness programs-funding and expanding the Oregon Friendly driver 
Program and through (4) Statewide Communication and Outreach media messaging and 
campaigns and (5) funding Safe Routes to School projects. 

 

B-1) Observed seat belt use for passengervehicles, front seat outboard occupants (survey) 

Actual 5-year avg In Progress* Projected Targets 

2018 2019 2020 2021 2022 2018-2020 avg. 2023 2024 2025 2026 

95.8% 95.7% 94.6% 94.9% 96.5% 95.5% 96.5% 97% 97% 97% 

Based on the 5-year average of 95.5% we will increase the target of 97%. 

Oregon has traditionally had a high seat belt usage rate, sometimes the highest in the nation, 
but continuous education is needed for new citizens, visitors, and high-risk populations to 
maintain a high use rate. The countermeasures that will be used to achieve the performance 
measure of increasing the observed seat belt use for passenger vehicles to 97% is high visibility 
enforcement and communications and outreach. The Occupant Protection Program will provide 
grants to local police departments, sheriff's offices, and Oregon State Police to conduct 
enforcement activities that will maintain and increase compliance with safety belt/child restraint 
laws. Funding will be conditional on agency traffic enforcement during three (3) two-week 
blitzes, and during other times when additional traffic enforcement coverage is deemed 
appropriate by the local jurisdiction. During 2023, fifty local police departments, sixteen Sheriffôs 
Offices and the Oregon State Police participated in Oregon's safety belt HVE program. 
Agencies are encouraged to garner local media coverage of planned enforcement efforts, the 
purpose of the enforcement activities and the results of the efforts. HVE has been a strong 
contributing countermeasure strategy toward Oregon's annual observed seat belt use survey 
indicating Oregonôs 2022 usage rate of 96.5 percent. Other than enforcement, education 
campaigns are one of the only proven countermeasures for occupant projection. The two types 
of messaging Oregon uses are behavioral, and awareness based. The Occupant Protection 
Program plans media campaigns to be released in alignment with the timing of the high visibility 
enforcement activities. 
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State Performance Measure Report 1300.11(b)(5) 

 
 

 

Performance  Target  Target  Metric 

Type 

Target 

Value 

Target 

Period  

Target 

Start 

Year 

OR-1) Number of active local 

transportation safety groups 

Numeric 50 Annual 2023 

OR-1) Number of active local transportation safety groups 
Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

52 52 52 52 50 51 51 50 50 50 

Local governments continue to be challenged by budget cuts and decreased activity levels as 
a residual effect of COVID and corresponding withdrawal from public life. We anticipate 
maintaining the 2020 number of local transportation safety groups, due to potential drop out and 
others taking up the safety efforts moving forward. Fortunately, none were completely 
disbanded during the pandemic. 

 

Performance  Target  from  FY2023 Target 

Metric  Type 

Target 

Value 

Target 

Period  

Target 

Start  Year 

OR-2) number of distracted driving 

fatalities related to mobile electronic 

devices 

Numeric 4 Annual 2023 

OR-2) number of distracted driving fatalities related to mobile electronic devices 
Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

9 1 2 5 7 5 0 5 5 5 

Mobile electronic fatalities decreased beyond the target value of 4 to 0 in 2021, indicating that 
the chosen countermeasures used were successful in reducing the number of fatalities related 
to mobile electronic devices, however historic 2016-2020 average is 5. With continued law 
enforcement staffing issues we believe maintaining or reducing below 5 is a realistic target. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(5)
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Performance  Target  from  FY2023 Target 

Metric 

Type 

Target 

Value 

Target 

Period  

Target 

Start 

Year 

OR-3) Number of EMS training courses 

(and/or online training opportunities) for 

rural EMS personnel to earn CEUs 

Numeric 100 Annual 2023 

OR-3) Number of EMS training courses (and/or online training opportunities) for rural EMS 
personnel to earn CEUs. 

Actual  In Progress* Projected Targets 

2018 2019 2020 2021* 2022* 2021-2022 2023 2024 2025 2026 

- - - * * 7 10 10 11 12 

 
The number of training courses (event opportunities to earn multiple CEUôs) offered in 2021 was 
seven. These events were either EMS conference training opportunities, or on-line offerings. 

*During the recent pandemic all three of Oregonôs annual EMS conferences were not held. 
Online training opportunities were created and continue currently in addition to the in-person 
training courses. Currently three EMS conferences have been held YTD 2023, with additional 
on-line and in-person training events totaling ten options for obtaining CEU and training credits. 

In reviewing the 2023 HSP and 2022 HSP Performance Reports, and HSP 2021 Annual Report, 
this state performance measure has been inconsistent in ówhatô it is measuring, and/or incorrect; 
therefore, Oregon cannot accurately report on this performance measure: 

Oregonôs HSP 2023 1300 submittal, page 15: 

OR-3: Number of EMS training  courses  (and/or online training opportunities) for rural 
EMS personnel to earn CEUs 

Oregonôs HSP Comprehensive 2023, page 58: 

OR-3: Increase the number of EMS rural/frontier responder training [opportunities] 
(online or in-person) for rural/frontier EMS personnel to earn CEUs from 0 in 2020 to 100 
by December 31, 2023. (All conferences were cancelled due to COVID-19.) 

HSP 2022 EMS chapter: Goals: Increase education base of EMS personnel by 
increasing the number  of  EMTôs in Oregonôs workforce from 11,686 in 2019 to 13,953 
by December 31, 2025. 

HSP 2021 Performance Report: 

OR-8) number of EMS training  courses  for individual rural EMS personnel 

HSP 2022 Performance Report 1300 VERSION: (and in the AR for 2022 page 12): 

ñThe following is a performance report outlining ODOT-TSDôs progress on the 2021 state 
targets:ò [note: the measure is number of courses; but the value of 77 is students trained] 
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Performance  Target  from  FY2023 Target 

Metric 

Type 

Target 

Value 

Target 

Period  

Target 

Start 

Year 

OR-4) Number of people killed or 

seriously injured due to 

defective/inadequate brakes, or no brakes 

Numeric 11 Annual 2023 

OR-4) Number of people killed  or  injured  due to defective/inadequate brakes, or no 
brakes. 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

260 200 258 224 157 220 227 220 220 220 

For FY23 the target was based on the 5-year average. Based on the trend it is difficult to tell 
whether Oregon is path to meet the projected target in 2023. 

 

Fatal & 
Serious  
Injury 

     In Progress 

2016 2017 2018 2019 2020 5-yr avg 2021 

10 8 19 9 11 11 13 

For FY24 the performance measure was changed from people killed or seriously injured (F&A) 
to people killed or injured (F&I). 

The FY24 target is set to maintain based on the 2016-2020 average. 

Drivers continue to violate federal and state laws and rules related to vehicle safety equipment. 
This occurs as a result of intentionally or unintentionally using non-compliant equipment and/or 
delaying necessary repair or replacement of critical safety equipment. 

Rear-end crashes due to defective brakes continue to occur, resulting in 602 fatalities and 
injuries occurring between 2016 and 2020. 

Based on 2021 In-Progress data point Oregon could meet the projected targets. 
 

Performance  Target  from  FY2023 Target 

Metric 

Type 

Target 

Value 

Target 

Period  

Target 

Start 

Year 

OR-5) Number of judges participating in 

annual transportation safety related 

judicial training programs 

Numeric 49 Annual 2023 

OR-5) Number of judges participating in annual transportation safety related judicial training 
programs. 

Actual 5-year avg In Progress* Projected Targets 

2018 2019 2020 2021 2022 2018-2022 avg. 2023 2024 2025 2026 

65 68 50 0 65 50 72 75 80 82 
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There continues to be a need for statewide judicial education for consistency in adjudication 
among jurisdictions. The Covid-19 worldwide pandemic significantly impacted conference 
attendance in 2020 and no conference was able to be held in 2021. Municipal and Justices of 
the Peace rely heavily on the ODOT sponsored spring traffic safety education conference for 
updates regarding traffic and case law as well as continuing education credits. Participation and 
attendance from state court judges continues to be a challenge. However, with the new Oregon 
State Judicial Outreach Liaison, there has been a promising connection and increased 
attendance by state court judges this past year. 

 

Performance  Target  from 

FY2023 

Target  Metric 

Type 

Target 

Value 

Target 

Period  

Target 

Start  Year 

OR-6) Impaired Driving (Riding - 

.08 BAC or using drugs) 

Numeric 28 Annual 2023 

OR-6) Impaired Driving (Riding - .08 BAC or using drugs) Limited to motorcycles. 
Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

21 29 38 32 32 30 42 42 42 42 

Impaired driving has been a growing problem on Oregon highways, to include fatal and serious 
injury crashes involving at least one driver who was determined to have been impaired by 
alcohol, drugs, or a combination thereof. The COVID-19 pandemic caused a significant increase 
in risky driving across the country. In Oregon, this was compounded by reduced law 
enforcement staffing, unfavorable case law decisions, and the implementation of Ballot Measure 
110, which decriminalized the possession of drugs such as methamphetamine, heroin, and 
cocaine. Measure 110, in combination with Oregonôs previous legalization of recreational 
cannabis possession, appears to be a significant factor in the increase in drug-impaired driving 
and related crashes. Oregon has also experienced a drop in the number of certified Drug 
Recognition Experts over this period of time. It appears Oregon will not reduce alcohol-impaired 
crash fatalities to target levels, and such fatalities are actually increasing. 

ODOTôs strategies to reverse these trends must emphasize improvements to prevention, 
enforcement, and recidivism reduction. Community outreach and educational media campaigns 
in English and Spanish should highlight prevention efforts. ODOT must support law enforcement 
and prosecution training, as well as improvements to high visibility enforcement efforts to deter 
and detect impaired drivers. Significant effort should be made to recruit and retain qualified Drug 
Recognition Experts who can serve as specialists in conducting impaired driving investigations 
regardless of the source of the impairment. 
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Performance  Target  from  FY2023 Target 

Metric  Type 

Target 

Value 

Target 

Period  

Target 

Start  Year 

OR-7) Number of fatal and serious 

injuries for drivers 65 years of age and 

older 

Numeric 351 Annual 2023 

OR-7) Number of fatal and serious injuries for drivers 65 years of age and older. 
Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

386 360 380 365 351 304 531 484 470 455 

Calendar year 2021 saw a significant increase in fatal and serious injuries for drivers 65 years of 
age and older. One of the reasons for this may be partially due to the rise in Oregon population 
for this age group; in 2022 this age group represented just under 20% of the stateôs population 
(total population is 4.24M). TSO will continue to pursue age-appropriate training and education 
opportunities to provide to seniors regarding physical limitations they may start to experience as 
they age, and options available to choose from to continue independently driving (or determining 
when itôs time to stop for safety reasons). 

 

Performance  Target  from  FY2023 Target 

Metric 

Type 

Target 

Value 

Target 

Period  

Target 

Start  Year 

OR-8) Number of officers trained 

statewide through the Police Traffic 

Safety training conference 

Numeric 225 Annual 2023 

OR-8) Number of officers trained statewide through the Police Traffic Safety training 
conference. 

Actual 5-year avg In Progress* Projected Targets 

2018 2019 2020 2021 2022 2018-2022 avg. 2023 2024 2025 2026 

302 308 200 167 168 229 240 250 260 275 

Due to the worldwide Covid-19 pandemic many traffic safety related trainings were required to 
be cancelled and postponed. Oregon officers rely heavily on ODOT sponsored traffic safety 
trainings to receive traffic law and case law updates, as well as opportunities to network with 
officers from around the state who may be experiencing similar traffic issues and hear about 
new or innovative countermeasures to address these issues. In both 2021 and 2022, there was 
a decline in the number of attendance due to the pandemic as well as the decline in officers 
available to cover patrol shifts. Additionally, with the changes to the basic police academy and 
the crash investigation curriculum, ODOT TSO has not sponsored a crash investigations training 
for a few years. With the new curriculum in place, there should be a revised agenda to address 
vital information that was removed from the academy training. 
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Performance  Target  from  FY2023 Target 

Metric 

Type 

Target 

Value 

Target 

Period  

Target 

Start 

Year 

OR-9) number of traffic records 

performance measures identified in 

Traffic Records Strategic Plan 

Numeric 1 Annual 2023 

OR-9) number of traffic records performance measures identified in Traffic Records 
Strategic Plan 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 avg. 2021 2024 2025 2026 

1 1 1 1 1 1 1 1 1 1 

This performance measure was set based on Oregon identifying at least one meaningful and 
measurable instance of improvement to its traffic records systems. Oregon succeeded in this 
effort for FY23 and anticipate the ability to continue to do so due to efforts placed on 
improving traffic records per recommendations made in the recent Traffic Records Assessment, 
and approval/implementation through the TRCC. See Project Narratives for TR in the 
Performance Plan section of this 3HSP. 

Grant  Funded  Enforcement  

 

 
 

FFY 2017 
 

FFY 2018 
 

FFY 2019 
 

FFY 2020 
 

FFY 2021 

5-Year 

Average 

Seat Belt Citations 8,236 4,032 2,743 2,276 2,858 4,029 

Impaired Driving Arrests 1,474 1,065 656 468 536 840 

Speeding Citations Issued 6,162 4,238 11,456 4,489 7,247 6,718 

 

Oregon  Traffic  Crash  Data and 

Measures  of  Exposure  
 

2016 
 

2017 
 

2018 
 

2019 
 

2020 

2016-2020 

Average  

Fatal Crashes 448 403 446 456 460 433 

Injury Crashes 30,283 28,397 27,727 27,032 19,178 26,517 

Fatalities and Serious Injuries 2,471 2,203 2,188 2,398 2,084 2,269 

Fatalities 498 439 502 494 507 488 

Fatalities per 100 Million VMT 1.36 1.19 1.36 1.37 1.37 1.33 

Fatalities per Population (in thousands) 0.12 0.11 0.12 0.12 0.12 0.12 

Injuries 44,628 41,893 41,089 39,737 27,737 39,017 

Serious Injuries per Population (in 

thousands) 
 

0.48 
 

0.43 
 

0.40 
 

0.45 
 

0.37 
 

0.43 

Injuries per 100 Million VMT 121.24 113.99 111.51 110.45 75.74 106.65 

Injuries per Population (in thousands) 10.95 10.12 9.79 9.38 6.50 9.35 

Population (in thousands) 4,076 4,141 4,195 4,236 4,268 4,183 

Vehicle Miles Traveled (in millions) 36,719 36,753 36,848 35,977 32,298 35,719 

No. Licensed Drivers (in thousands) 3,002 3,060 3,108 3,148 3,303* 3,010 
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No. Registered Motorcycles and 

Passenger Vehicles (in thousands)* 
 

3,530 
 

3,472 
 

3,433 
 

3,420 
 

3,530 
 

3,457 

Sources: Crash Analysis and Reporting, Oregon Department of Transportation; Center for Population Research and Census, School 
of Urban and Public Affairs; Seat Belt Observation Study; *2021 DMV Statistics for GAC-MC, Report. 

**2021 & 2022 data not available at the time of this report. 
 

 

Fatal  and Injury  Crash  Involvement  by Age of  Driver,  2020* 

 

 
Age of  Driver  

# of  Drivers  
in  F&I 

% of  Total 
F&I Crashes  

# of  Licensed  
Drivers**  

% of  Total 
Drivers  

Over/Under 
Representati  

14 & 4 0.01% 0 0.00% 0.00 

15** 45 0.07% 16,753 0.46% 0.14 

16** 412 0.63% 29,152 0.90% 0.80 

17** 598 0.91% 34,349 1.06% 1.00 

18 863 1.31% 38,688 1.20% 1.17 

19 855 1.30% 41,979 1.30% 1.04 

20 885 1.35% 43,274 1.34% 1.10 

21 904 1.38% 45,660 1.41% 1.68 

22-24 2,454 3.74% 145,339 4.49% 1.53 

.25-34 7,324 11.16% 570,741 17.65% 1.21 

35-44 5,955 9.07% 545,786 16.88% 1.01 

45-54 4,964 7.56% 483,984 14.97% 0.94 

55-64 4,372 6.66% 513,351 15.88% 0.78 

65-74 2,812 4.28% 455,180 14.08% 0.56 

75 & Older 1,421 2.16% 269,327 8.33% 0.48 

Unknown 31,769 48.40% 105 0.00% 0.00 

Total 65,637 100.00% 3,233,594 0.00% n/a 

Sources: Crash Analysis and Reporting, Oregon Department of Transportation, U.S. Department of Transportation, Driver and Motor 
Vehicle Services, Oregon Department of Transportation 

^Representation is percent of fatal and injury crashes divided by percent of licensed drivers. 

*2021 & 2022 data not available at the time of this report. **Grouped together for 2020 report. 
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The following Venn diagram shows the relationship between 

driver behavior factors in Oregon fatalities. 

Oregon  Traffic  Fatalities  involving  Alcohol,  Speed and Restraints 

Average per Year:  2018 ï 2020 

(With  rounding)  

 
Speed,  Alcohol  and No Safety  Belts  are 59 percent  average  of  the fatalities  for  2018-2020. 

Source: Crash Analysis and Reporting, Oregon Department of Transportation. 
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Region 1 ï 32.4% of Oregon fatalities 

and serious injuries, 2016-2020 

Public Participation and Engagement  
1300.11(b)(2)(i) 

The TSO hosts an annual planning meeting with partner and stakeholder agencies and groups 
participating to review proposed performance measures and draft goals or targets that are data 
driven. The TSO involves the public from the beginning and throughout a program or projectôs 
lifecycle to better meet the needs of the community. These public participation and engagement 
efforts meet the initial goal of providing a shared definition of meaningful public involvement and 
promising practices to help address barriers to inclusion in transportation decision-making. 
Through these efforts the SHSO hopes that the conference and ongoing engagement events 
throughout the year provide direction to the SHSO in determining appropriate countermeasures 
and resulting projects for the identified traffic safety problems and issues in Oregon. 

Some project selections come from proposed projects requested from eligible state and local 
public agencies and non-profit groups involved in traffic safety. Selection panels may be used to 
complement TSO staff work to identify the best projects for the coming year. Projects are 
selected using criteria that include response to identified problems, potential for impacting 
performance goals, innovation, clear objectives, adequate evaluation plans, and cost-effective 
budgets. Those projects ranked the highest are included in Oregonôs Highway Safety Plan. 

Performance goals for each program are established by TSO program staff. Performance 
measures incorporate elements of the Oregon Benchmarks, Oregon Transportation Safety 
Action Plan, the Safety Management System, and nationally recognized measures. Both long-
range and short-range measures are utilized and updated annually. 

Moving forward, the Transportation Safety Office will continue to engage representatives and 
individuals from communities in Oregon that are over-represented in traffic crashes, are 
economically challenged, reside in areas where the transportation infrastructure is lacking or is 
in poor condition, are not easily identified in the current traffic records databases, or reside in 
areas with high volumes of 
traffic-related injuries and 
deaths. The engagement 
agenda includes 
conversations regarding the 
goals, performance 
measures, countermeasure 
strategies, and potential 
projects to be funded with 
NHTSA grant dollars. The 
input received contributed to 
the development of the 
Oregon highway safety 
program for FFYôs 2024-
2026. 

Three specific communities 
have been identified as 
examples below in regard to 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300/subpart-B/section-1300.11
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invitees to TSOôs annual conference, and specifically for the public participation and 
engagement work session and input received for the 2024 HSP: ODOT Region 1ôs Hispanic 
communities, ODOT Region 1ôs Asian communities, and the federally recognized Tribes. 

ODOT Region 1 accounts for over 32 percent of the number of traffic-related fatalities and 
serious injuries for the five-year average of 2016-2020. 

Multnomah, Clackamas, and part of Washington County are in ODOTôs Region 1 territory. 

Problem  Identification  ï Hispanic  Community  

A review of the 2020 Oregon Census says that forty-three percent of Oregonôs Hispanic 
population reside in the urban areas of Multnomah, Washington and Clackamas County. 
Eighteen percent, 18% and 7%, respectively. 

A review of the last four-year average from the Fatality Analysis Reporting System indicates that 
 

Hispanic traffic fatalities in the tri-county area of ODOT Region 1 (Clackamas, Multnomah, and 
Washington County) account for 20% of the overall Hispanic traffic fatality count in Oregon. 

Organizations were invited to the HSP engagement sessions that represent the Hispanic 
population in the ODOT Region 1 area. Immigrant and Refugee Community Organization 
(IRCO), Division Midway Alliance, Latino Network and Centro Cultural were invited. 
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Problem  Identification  ï Asian  Community  

A review of the 2020 Oregon Census says that thirty-one percent of Oregonôs Asian population 
reside in the urban areas of Multnomah, Washington and Clackamas County. Ten percent, 14% 
and 7%, respectively. 

A review of the last four-year average from the Fatality Analysis Reporting System indicates that 
Asian traffic fatalities in the tri-county area of ODOT Region 1 (Clackamas, Multnomah, and 
Washington County) account for 8% of the overall Asian traffic fatality count in Oregon. 

Organizations were invited to the HSP engagement sessions that represent the Asian 
population in the ODOT Region 1 area. Division Midway Alliance, IRCO and Asian Pacific 
American Network of Oregon (APANO) was invited. 

Problem  Identification  ï Tribal  Community  

A review of the 2020 Oregon Census says that 1.9 percent of Oregonôs population is American 
Indian. 

The 2020 Oregon Traffic Crash Summary does not report data for the ethnicity or race of 
individuals involved in traffic crashes. There is no way to determine the impacts of traffic-
crashes to this population outside of the Fatality Analysis Reporting System data on fatal 
crashes. The omission of race data in the Stateôs crash data system is an issue for Tribal 
members and for all races. 
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A review of the last four-year average from the Fatality Analysis Reporting System indicates that 
American Indians accounted for 1.9% of the overall traffic fatality count. 

Tribal representatives were invited to the HSP 2024 engagement sessions that represented two 
of the largest American Indian populations in Oregon1: Klamath Tribal Health & Family 
Services, and the Confederated Tribes of Grand Ronde (location site for the conference). 
Klamath Falls was in attendance. 

Event  and Information  Gathered  

For FY2024, the primary PP&E effort was conducted during the Transportation Safety Officeôs 
(TSO) annual Safety Conference March 14-15, 2023, in Grand Ronde at a Tribal facility. This 
conference is usually conducted in October of each year, for planning of the next yearôs HSP; 
however, under the new Bipartisan Infrastructure Law (BIL) and the subsequent NHTSA rules 
that came out Feb 7, 2023, the requirement for conducting formal PP&E efforts for FY2024 
could only be met in time by holding the conference in the spring of 2023. In order for TSO to 
have as much time as possible to compile and complete Oregonôs 3HSP by July 1, TSO was 
able to quickly schedule the conference within six weeksô time. Accessibility for invitees was 
considered in relation to geographical as well as physical location in determining the conference 
site, along with availability on such short notice. 

 
This event was in-person for the first time since 2019 due to the pandemic and limitations on 
social gathering. Amy Joyce, DMV Administrator and Governorôs Highway Safety 
Representative, welcomed over 130 attendees that included both traditional and non-traditional 
safety partners: ODOT, local government agencies, non-profits, safety advocates; as well as 
local communications partners, Tribes, schools, US Forest Service staff, and minority group 
representatives among others. 

Day one included workshops on impaired driving, the Safe System Approach, pedestrian safety, 
and the Vulnerable Road User Assessment, to name a few. On day two TSO included its annual 
Highway Safety Planning (HSP) work session at the conference to present the draft FFY2024 
grants and projects being proposed, as well as looking forward to FFYôs 2025 and 2026. 

Attendees were able to approach the various program tables of their choice (impaired driving, 
pedestrian safety, driver education, occupant protection, and the ODOT Regions, to name only 
a few of TSOôs safety programs) to provide their input and suggestions on the proposed 
FFY2024 HSP as put forth by TSOôs individual program managers. Attendees submitted their 
thoughts and input via several different access points, dependent on their preference: sticky 
notes; writing tablets; verbal discussion; and a new webpage specifically for submitting and 
collecting this information, Public Input for Highway Safety Plan, via email 
TransportationSafetyInput@odot.oregon.gov. The web page and email will be open throughout the 
year for collecting public input and feedback on TSOôs planned activities (see also the 2024 

Highway Safety Plan Workshop Book that was presented to attendees). 

Specific invitations were extended to the ODOT Region 1 Hispanic community, ODOT Region 1 
 

 
1 Here is the location of the map https://www.oregon.gov/ode/students-and-
family/equity/NativeAmericanEducation/Documents/Oregon%20map%20of%20tribes%20final%20version.pdf 9 
It comes from a state web site here https://www.oregon.gov/ode/students-and-
family/equity/NativeAmericanEducation/Pages/default.aspx. 

https://www.oregon.gov/odot/Safety/Pages/Transportation-Safety-Public-Participation-and-Engagement.aspx
mailto:TransportationSafetyInput@odot.oregon.gov
https://www.oregon.gov/odot/Safety/Documents/Oregon_HSP_2024_Planning_Workshop_Book_FINAL_opt.pdf
https://www.oregon.gov/odot/Safety/Documents/Oregon_HSP_2024_Planning_Workshop_Book_FINAL_opt.pdf
https://www.oregon.gov/ode/students-and-family/equity/NativeAmericanEducation/Documents/Oregon%20map%20of%20tribes%20final%20version.pdf
https://www.oregon.gov/ode/students-and-family/equity/NativeAmericanEducation/Documents/Oregon%20map%20of%20tribes%20final%20version.pdf
https://www.oregon.gov/ode/students-and-family/equity/NativeAmericanEducation/Documents/Oregon%20map%20of%20tribes%20final%20version.pdf
https://www.oregon.gov/ode/students-and-family/equity/NativeAmericanEducation/Pages/default.aspx
https://www.oregon.gov/ode/students-and-family/equity/NativeAmericanEducation/Pages/default.aspx
https://www.oregon.gov/ode/students-and-family/equity/NativeAmericanEducation/Pages/default.aspx
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Asian community, and the federally recognized Tribes. 

Triennial  HSP Engagement  Outcomes  (details  are in  the topical  sections,  see pages  63/64 

and 107/108)  

Input from the audiences mentioned above, as well as nearly 100 other individuals, was 
gathered at the Annual Conference. Each program/topical section addresses the comments and 
input received for that program on their respective pages of this HSP. Some of the comments 
that were received from the Conference are listed as well as an explanation of what, if any, of 
the content for that specific topical section was influenced, changed, added, or deleted due to 
the comments received from the Annual Conference or alternative communication channels as 
described earlier. 

The Region Transportation Safety Coordinators (RTSCs) consistently engage in outreach 
activities throughout the grant year, which often leads to implementation of grant projects. In 
2023, the Impaired Driving Program Manager traveled to each of the Regions to meet with all 
the local disciplines involved with impaired driving to discuss the issues and potential solutions. 
This led to TSO issuing a Notice of Opportunity for organizations in Region 1 to apply for 
impaired driving grant funds. 

Currently Regions 1-4 host individual Child Passenger Safety Conferences which all RTSCs 
attend. In addition, the RTSCs participate in regular meetings with traffic safety partners. As an 
example, the Region 1 RTSC participates in the monthly Safe Kids meeting with child 
passenger safety partners, which led to the creation of a flyer on car seat use that was 
translated into the nine harbor languages2: Spanish, Vietnamese, Chinese, Russian, Somali, 
Ukrainian, Romanian, Nepali and Chuukese. Following that, the Afghan support network 
contacted the Region 1 RTSC, and the flyer was translated into Dari and Pashto languages as 
well as the addition of a Marshallese version due to the request of another partner in Region 2. 

A project on pedestrian safety with the City of Portlandôs Office of Civic Life in 2020 led to the 
translation of the pedestrian safety brochure into the nine harbor languages. Region 1 also 
attends the quarterly Southeast Public Safety meetings and sits on the Multnomah County Child 
Fatality Review Board. 

RTSCôs consistently participate in community events including child passenger safety events, 
Transportation Safety Committee Meetings, Safety Corridor Meetings and other events as 
invited. In 2023, Region 1 participated in a Native CARS car seat check event, a high visibility 
enforcement event in Canby, Oregon, NW Education District event for the visually impaired, and 
the Portland Police Bureauôs Driver Education for ESL and LEP Community members. 

As mentioned earlier, attendees of the TSO Transportation Safety Conference in March 2023 
submitted their thoughts and input via several different access points, dependent on their 
preference: sticky notes; writing tablets; verbal discussion; and a new webpage specifically for 
submitting and collecting this information, Public Input for Highway Safety Plan, via email 
TransportationSafetyInput@odot.oregon.gov. 

The conference venue was also ADA compliant and accessible to people with disabilities, and 
the location was convenient for both coastal and central valley residents to attend. Future 
conferences will be hosted in different regions of the state (cycle throughout the five ODOT 
Regions). Materials and presentations in languages other than English were not provided at the 

https://www.oregon.gov/odot/Safety/Pages/Transportation-Safety-Public-Participation-and-Engagement.aspx
mailto:TransportationSafetyInput@odot.oregon.gov
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2023 event (and based on attendees, was not necessary) but will be looked at for future public 
events hosted by the TSO based on event type, audience, etc. 

The new webpage specifically created for submitting and collecting reactions on the HSP, Public 

Input for Highway Safety Plan, will be shared through outreach efforts such as newsletters and the 
main TSO webpage, as well as on-site visits and meetings with local agencies and advocates. 
Comments will also be accepted via the input email of TransportationSafetyInput@odot.oregon.gov. 
The web page and email address are óliveô year-round. Note that the stateôs website 
requirements are very stringent in relation to accessibility standards. 

2 The languages of non-English groups qualify for the safe harbor provision by having an LEP 
population of 1,000 people or more within the Portland service area. (Limited English 
Proficiency). 

Ongoing  Engagement  Planning  

Moving forward, PP&E efforts will work toward the following goals: 

-Improve cooperative efforts with partner agencies and organizations working with 
underserved and at-risk communities by increasing the number of applications for traffic 
safety project funding with at least one new partner organization. 

-Utilize TSO Regional program staff in each of ODOTôs five regions to increase 
community engagement in rural areas statewide. Gain at least one ñTSO safety 
advocateò in each district each year. 

-Expand community engagement efforts with high visibility enforcement mobilizations and 
efforts by ten percent. 

-Build on existing relationships with tribal partners to expand traffic safety projects on 
tribal lands by participating in at least one tribal community event per year. 

-Increase TSO participation with the Hispanic communities through local events and 
gatherings by twenty percent this year. 

-Increase youth outreach and community partnerships and organizations who work with 
youth to engage a minimum of one new partner each year. 

-Engage with more employers in the state to adopt safe driving policies and provide direct 
outreach to at least one new employer. 

 
During the upcoming three years that are covered by the HSP, the Transportation Safety Office 
(TSO) will engage representatives and individuals from communities in Oregon that are over-
represented in traffic crashes, are economically challenged, reside in areas where the 
transportation infrastructure is lacking or is in poor condition, are not easily identified in the 
current traffic records databases, or reside in areas with high volumes of traffic-related injuries 
and deaths. 

At a minimum, the TSO will reserve ample time at its Annual Conferences in 2024, 2025, and 
2026 with an engagement agenda that includes conversations regarding the goals, performance 
measures, countermeasure strategies, and potential projects for funding with NHTSA grant 

https://www.oregon.gov/odot/Safety/Pages/Transportation-Safety-Public-Participation-and-Engagement.aspx
https://www.oregon.gov/odot/Safety/Pages/Transportation-Safety-Public-Participation-and-Engagement.aspx
mailto:TransportationSafetyInput@odot.oregon.gov
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dollars. The input received will contribute to the development of the Oregon highway safety 
program for FFY 2025, FFY 2026, and FFY 2027. 

Monthly GAC-DUII, GAC-MS, and OTSC meetings staffed by TSO will continue to include a 
Public Comment item on each agenda. Governor-appointed committee members are also from 
local communities and regularly provide input to approve or further transportation safety 
program activities for Oregonôs SHSO. In addition, there are multiple liaisons to each committee 
that also provide regular updates and information regarding their community, programs, and 
efforts for same. The TSO runs the annual grant application by each committee for review, 
suggestions, and approval before submission to NHTSA. Considerations are currently being 
discussed with each committee to host at least one town hall or similar-type meeting during the 
year, inviting specific partners or communities for comment and input toward Oregonôs highway 
safety planning efforts. These meetings are conducted both in-person and virtually to 
accommodate participation by all who want to attend. 

The TSOôs Regional Transportation Safety Coordinators (RTSCs) also meet regularly with local 
community organizations, advocates and safety partners on traffic safety related problems, 
projects, and prevention ideas going forward. Some of these communities have developed local 
Transportation Safety Action Plans (LSAPs) and coordinate the implementation of its action 
items with those same partners, gathering their own public input for sharing with others 
regarding implementation and other needs. 

Identification of the communities that will be invited to future input sessions will be done through 
a detailed, step-by-step, manner that purposefully ñshows our work:ò 

- State level review 

- Geographic area or subset of the population 
- Data table to narrow down the audience of interest 
- Crash data (or adjudication data) to confirm the audience to be invited 

- Specific reference to the source of the data and itôs use 

- List of the organizations or general information about the specific invites 
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Statewide  
Link(s)  to  the Transportation  Safety  Action  Plan 

 
Strategy  1.1.1   Promote safe travel behavior through educational initiatives, focusing 

on how system user behavior can contribute to a safer transportation 
system for all. 

Strategy 1.3.1  Collaborate with state, regional, Tribal, county, and city transportation 
and safety agencies, and other stakeholders, to identify unsafe 
walking, biking, or driving behaviors that could be addressed through 
legislation. Identify and pursue legislation to modify these behaviors. 

Problem  Identification  ï1300.11(b)(1)(i)  

Fatal and serious injury crashes in Oregon have been steadily increasing since 2014 with an 
average annual increase of 88 crashes per year, representing a 15 percent increase overall. 
Preliminary 2021 data and initial 2022 fatal crash notifications indicate that these trends 
continued through 2022. 

In Oregon, 22 percent of fatal and serious injury crashes occur on County roads, 29 percent 
occur on city Streets and 49 percent on State highways. 

 

 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)(i)
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Crashes are complex and multi-dimensional events and although a single factor may be 
identified as the primary crash cause, there are many interrelated factors that contribute to 
motor vehicle crashes. 

Factors such as speeding, distracted driving, and impairment, especially poly-substance 
impairment where alcohol and drugs are present, continue to increase while enforcement for 
traffic infractions continues to remain low. 

Key findings for contributing factors in Oregonôs fatal and serious injury crash data: 

¶ Nearly all contributing factors have increasing trends over the 2016-2020 average. 

¶ A little less than half occurred on state highways (49%), holding steady with the 2016-2020 
average. 

¶ Crashes on rural roads have increased to 44 percent, up from the 41 percent 2015-2019 
average and crashes on urban roads have decreased to 56 percent, down from the 2015-
2019 average of 59 percent. 

¶ Consistent with past years, in 2020 the highest percentage of crashes resulted from roadway 
departure at 40 percent, while 37 percent occurred at intersections. 

¶ Seventeen percent of 2020 fatal and serious injury crashes involved unlicensed drivers. 

¶ Crashes involving impairment accounted for 28 percent of all 2020 fatal and serious injury 
crashes (upward trend). Poly-substance1 crashes represent 20 percent of all impaired 
crashes, up from 14 percent in 2016. Controlled substances or recreational drugs were 
decriminalized in Oregon in February 2021 (Ballot Measure 110), so it is anticipated that the 
poly-substance crash trend will only continue upward. 

¶ Crashes involving speed accounted for 22 percent of all 2020 fatal and serious injury 
crashes. 

¶ Although motorcycles make up only 3.5 percent of registered vehicles in 2020, 14 percent of 
fatal and serious injury crashes involved a motorcycle. The two most common aggravating 
factors in motorcycle crashes are speed and impairment. In 2020, 30 percent of all 
motorcycle fatal and serious injury crashes involved a speeding motorcyclist, while 10 
percent involved the use of drugs and/or alcohol by motorcyclists. 

¶ Crashes involving a pedestrian or bicyclist have continued to increase. Pedestrian deaths 
have increased from an average of 78 people killed annually between 2016-2020 to 80 
people in 2020. Bicycle deaths have increased from an average of 11 in that same time 
period to 14 in 2020. 

 
 

  
2016 

 
2017 

 
2018 

 
2019 

 
2020 

2016-2020 

Average  

Fatal Crashes 448 403 446 456 460 433 

Injury Crashes 30,283 28,397 27,727 27,032 19,178 26,517 

Fatalities and Serious Injuries 2,471 2,203 2,188 2,398 2,084 2,269 

Fatalities 498 439 502 494 507 488 

 
1 Poly-substance is defined in ODOT crash data as an active participant (i.e., driver, ped, bicyclists) who had been using both alcohol and 

drugs; one active participant had been using alcohol, and another had been using drugs, or any such combination as long as both alcohol and 

drugs were present. ODOT CAR Unit 

https://www.oregon.gov/odot/Data/Pages/Crash.aspx
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Fatalities per 100 Million VMT 1.36 1.19 1.36 1.37 1.37 1.33 

Fatalities per Population (in thousands) 0.12 0.11 0.12 0.12 0.12 0.12 

Injuries 44,628 41,893 41,089 39,737 27,737 39,017 

Serious Injuries per Population (in 

thousands) 
 

0.48 
 

0.43 
 

0.40 
 

0.45 
 

0.37 
 

0.43 

Injuries per 100 Million VMT 121.24 113.99 111.51 110.45 75.74 106.65 

Injuries per Population (in thousands) 10.95 10.12 9.79 9.38 6.50 9.35 

Population (in thousands) 4,076 4,141 4,195 4,236 4,268 4,183 

Vehicle Miles Traveled (in millions) 36,719 36,753 36,848 35,977 32,298 35,719 

No. Licensed Drivers (in thousands) 3,002 3,060 3,108 3,148 3,303 3,010 

No. Registered Motorcycles and 

Passenger Vehicles (in thousands) 
 

3,530 
 

3,472 
 

3,433 
 

3,420 
 

3,530 
 

3,457 

 

Oregon  Traffic  Crash  Data and Measures  of  Exposure 2 

Oregon state is home to 4.2 million people.3 Sixty-five percent live in urban areas, 33 percent in 
rural and 2 percent live in frontier areas, defined as a county with six or fewer people per square 
mile.4 Fifty percent of the stateôs population is female where 20 percent are under the age of 18, 
while another 18 percent are over the age of sixty-five. Oregonôs population is 74 percent white, 
14 percent Latino, 4 percent Asian, 2 percent black and 19 percent are multi-racial.56 Foreign 
born persons represent 10 percent of Oregonôs total population. Fifteen percent of Oregonians 
have a disability with the majority of them at 13 percent residing in the Portland Metro Area. 

The majority of Oregonôs ethnic and racial diversity resides in the Greater Portland Metro area in 
the counties of Clackamas, Multnomah and Washington, with the exception of the Latino 
population who reside in urban areas in the counties of Multnomah, Washington and Marion, at 
18 percent, 18 percent and 16 percent, respectively. 

Forty-three percent of Oregonôs Hispanic population reside in urban areas in the counties of 
Multnomah, Washington and Marion, 18 percent, 18 percent and 16 percent, respectively. 

Seventy-three percent of Oregonôs Asian population reside in urban areas in the countries of 
Clackamas, Multnomah and Washington, 11 percent, 30 percent and 31 percent respectively. 

Forty-three percent of Oregonôs Native American and Alaskan Native populations reside in 
urban areas in the counties of Multnomah and Washington Counties, at 24 percent and 19 
percent respectively. 

Sixty-nine percent of Oregonôs Black population reside in the urban areas of counties 
Clackamas, Multnomah and Washington, at 2 percent, 8 percent and 4 percent respectively. 

 
 
 
 

 
2 Crash Analysis and Reporting, Oregon Department of Transportation; Center for Population Research and Census, School of Urban and Public 
Affairs; Seat Belt Observation Study; *2021 DMV Statistics for GAC-MC, Report 
3 Oregon 2020 Census 
4 https://www.ohsu.edu/oregon-office-of-rural-health/about-rural-and-frontier-
data#:~:text=Using%202021%20Claritas%20data%2C%2033,(2%2C789%2C625)%20in%20urban%20areas . 
5  https://www.opb.org/article/2020/08/10/how-oregons-statistics-on-race-often-get-misinterpreted/ 
6 Race does not add up to 100% because one person can identify as more than one race. 

https://www.ohsu.edu/oregon-office-of-rural-health/about-rural-and-frontier-data#%3A%7E%3Atext%3DUsing%202021%20Claritas%20data%2C%2033%2C(2%2C789%2C625)%20in%20urban%20areas
https://www.ohsu.edu/oregon-office-of-rural-health/about-rural-and-frontier-data#%3A%7E%3Atext%3DUsing%202021%20Claritas%20data%2C%2033%2C(2%2C789%2C625)%20in%20urban%20areas
https://www.ohsu.edu/oregon-office-of-rural-health/about-rural-and-frontier-data#%3A%7E%3Atext%3DUsing%202021%20Claritas%20data%2C%2033%2C(2%2C789%2C625)%20in%20urban%20areas
https://www.opb.org/article/2020/08/10/how-oregons-statistics-on-race-often-get-misinterpreted/
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Comparison  of  Fatalities  by Race and Representative  Population  in  the County  
 

 

When comparing the five-year fatality average7 of different ethnic populations, American 
Indians/Native Alaskans are over-represented in traffic fatalities in Clackamas, Marion and 
Washington Counties. Hispanics are over-represented in Marion and Washington Counties and 
Blacks are over-represented in traffic fatalities in Multnomah County. In comparing 2020 
fatalities to population, the upward trend for American Indians/Alaskan Native is continuing in 
Washington County and for Hispanics in Clackamas and Marion, with Multnomah County also 
demonstrating an over-representation of Hispanics based on population in 2020. While Blacks 
were only over-represented in Multnomah County based on the five-year average, in 2020 
fatalities for this demographic show over-representation in Clackamas and Marion Counties. 

Population as a measure of race over-representation in traffic fatalities is not a good gauge of 
disparity because it does not adjust for differential exposure. Research concludes that fatality 
count comparisons ignore exposure altogether, and population-adjusted measures implicitly 
assume that activity levels per capita are the same for all race/ethnic groups. Hispanic and 
Black Americans have higher traffic fatality rates than White Americans across the 
transportation system.8 Raifman and Choma found that fatality rates per 100 million miles 
traveled are systematically higher for Black and Hispanic Americans for all modes and notably 

 
7 FARS Data 
8 Raifman, M.A, MPP, Choma, E.F. PhD. ñDisparities in Activity and Traffic Fatalities by Race/Ethnicity.ò June. 2022, American Journal of 
Preventative Medicine. Volume 63, Issue 2, p160-167, August 2022 
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higher for vulnerable modes (e.g., Black Americans died at more than 4 times the rate of White 
Americans while cycling, 33.71 compared with 7.53, and more than 2 times the rate while 
walking, 40.92 compared with 18.77. The authors noted that observed disparities remained 
when considering only urban areas and appear to be exacerbated during darkness. 

Although current data collection limitations do not allow for an accurate analysis that is based on 
exposure, the fact that fatalities are over-represented in racial and ethnic groups in certain 
counties compared to population infers that this problem is greater than demonstrated by the 
most current and available data. 

 
 

 

 

 
Fatalities and serious injuries in Oregon have been steadily increasing since 2014 with an 
average annual increase of 41 fatalities and serious injuries per year, representing a 13 percent 
increase overall. When looking at the combined numbers, 2020 showed a decrease in fatalities 
and serious injuries; however, fatalities have been increasing with an average annual increase 
of 25 per year, representing a 42 percent increase overall. While 2020 represented a brief 
reprieve from the upward trend, it should be viewed as an outlier, as preliminary 2021 data and 
initial 2022 fatal crash notifications indicate that these trends continued through 2022. 

Traffic crashes are multi-faceted, complicated events and socio-economic factors, immigration 
status, age, language proficiency, race, ethnicity, as well as roadway characteristics contribute 
to who dies or becomes disabled due to traffic violence. 
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Crashes resulting in fatalities and 
serious injuries often involve 
multiple issues and aggravating 
factors which have strong overlap, 
e.g., impairment and speed, 
necessitating collaboration 
between programs and regions to 
implement effective 
countermeasures. The current 
political environment in Oregon 
continues to impact traffic safety, 
including the legalization of drugs, 
understaffing of law enforcement, 
the homeless situation, lack of 
political will to implement 
automated enforcement and/or 
sobriety checkpoints, lack of public 
defenders, decreasing emergency 
medical services workforce, and public policy that is changing driving from being a privilege to a 
right in the guise of equity. Further complicating the problem is lack of timely data and 
communication between data systems. All these issues have contributed to the upward trend of 
fatalities and serious injuries in Oregon making it necessary to pilot and implement new and 
innovative approaches to reduce traffic violence in our communities. 

From 2019 to 2020 overall fatalities and serious injuries decreased by 12 percent, while fatalities 
increased by 3 percent. Although Oregon saw decreases in the majority of categories, seven out 
of 11, this is not reflective of a downward trend but rather an anomaly, as preliminary 2021 data 
and 2022 initial fatal crash notifications indicate a sharp increase in Oregonôs fatalities and 
serious injuries. 

Trends  

¶ Roadway departure remains the leading cause of fatalities and serious injuries accounting 
for 45 percent. Sixty-one percent (579) of the 948 fatalities and serious injuries were drivers; 
47 percent of drivers were impaired (273), 31 percent were alcohol involved; 29 percent of 
the alcohol involved fatalities and serious injuries were at or above the legal level of 
impairment, 15 percent were using drugs of which 54 percent was suspected cannabis use, 
and 40 percent involved speed. 15 percent of roadway departure fatalities and serious 
injuries involved a driver using an impairing substance and speeding. 

¶ More than one-quarter (29%) of fatalities and serious injuries involved impaired driving with 
one or more substances or any combination thereof. 

¶ One-quarter of fatalities and serious injuries resulted from speeding. 

¶ Fatalities and serious injuries caused by impaired driving increased 15 percent from 2019 to 
2020 (577 to 652). 

¶ Poly-substance and drug-only fatalities and serious injuries increased 40 percent and 21 
percent respectively from the 2016 ï 2020 average. Fatalities and serious injuries due to 
poly-substance impairment increased 16 percent from 2019 to 2020. 

¶ Although fatalities and serious injuries among young drivers 15-20 in 2020 remained 
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constant with the 2016-2020 average, from 2019 to 2020 fatalities and serious injuries 
among young drivers increased 16 percent (287 to 332). 

¶ Drivers aged 15-20 represent 4.5 percent of total licensed drivers but represented 16 percent 
of fatalities and serious injuries. 

¶ Half of all intersection fatalities occur on state highways and half of all pedestrian and bicycle 
fatalities occur on local roads. 

 
Fatal  and Injury  Crash  Involvement  by Age of  Driver,  2019 

 

 
Age of Driver 

# of Drivers in 
F&I Crashes 

% of Total F&I 
Crashes 

# of Licensed 
Drivers 

% of Total 
Drivers 

Over/Under 
Representation^ 

14 & Younger 10 0.02% 0 0.00% 0.00 

15 63 0.12% 16,753 0.52% 0.24 

16 651 1.26% 29,152 0.90% 1.40 

17 953 1.85% 34,349 1.06% 1.74 

18 1,256 2.44% 38,688 1.20% 2.04 

19 1,208 2.35% 41,979 1.30% 1.81 

20 1,320 2.56% 43,274 1.34% 1.92 

21 1,218 2.37% 45,660 1.41% 1.68 

22-24 3,530 6.85% 145,339 4.49% 1.53 

25-34 10,987 21.34% 570,741 17.65% 1.21 

35-44 8,757 17.01% 545,786 16.88% 1.01 

45-54 7,246 14.07% 483,984 14.97% 0.94 

55-64 6,366 12.36% 513,351 15.88% 0.78 

65-74 4,072 7.91% 455,180 14.08% 0.56 

75 & Older 2,054 3.99% 269,327 8.33% 0.48 

Unknown 1,805 3.51% 31 0.00% 0.00 

Total 51,496 100.00% 3,233,594 0.00% n/a 
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Fatal  and Injury  Crash  Involvement  by Age of  Driver,  2019 

CAR CRASHES PER 1,000 POPULATION VS. LAW 
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The State of Oregon has 36 Sheriff Departments, 122 police departments including tribal police, 
and 21 college public safety departments with a total of 5,646 sworn officers. While all sworn 
officers can conduct traffic stops, whether or not a department has a dedicated traffic unit or 
officer depends on the size of the agency and its priorities. Since 2018, the number of sworn 
officers has decreased, down 128 in 2020, and this downward trend has continued to impact 
fatal and serious injury crashes. 

In tandem with the decreasing law enforcement officer numbers has been an overall decline in 
traffic stops and the number of citations issued to the motoring public as indicated by Oregon 
State Police (OSP) numbers. From 2019 ï 2020, OSP traffic stops decreased 23 percent, while 
citations increased by 1 percent and warnings increased by .9 percent. Due to the lack of a 
single statewide data repository for these statistics it cannot be stated with certainty that stops 
and citations have declined; however, both OSP and the Portland Police Bureau (PPB), which 
account for 23% of all sworn officers in the state, have reported declines. Although PPB did not 
report a decline from 2019 to 2020, from 2016 to 2020 PPB did report a 33% decrease. 

In 2018 Oregon started participating in the Statistical Transparency of Policing (STOP) project, 
which tracks data on officer-initiated enforcement stops from 154 agencies. Due to the tiered 
approach to implementing the program, statewide data is only available in 2021 and 2022 and 
the reporting years are from July to July; however, the limited data that is available confirms that 
stops are down 5% and citations are down 2% from 2021 to 20229. In the future data from this 
program will allow more accurate reporting on stops and citations. 

Oregonôs Transportation Safety Office is also committed to comprehensive driver safety stops 
and citations being issued may be attributed to several factors: the current climate of the general 
publicôs view of law enforcement, the continued COVID-19 pandemic priorities, and the 
understaffing of law enforcement agencies throughout the state. Many agencies are struggling 
to recruit and train qualified officer candidates, which makes it difficult to maintain regular patrol 
functions, and in some cases agencies do not have the resources to increase or maintain traffic 
enforcement levels that include traffic teams and motor units. Preliminary data for 2021 and 
2022 indicates that stops and citations will continue on a downward trend. 

Oregon employs the proven countermeasure of High Visibility Enforcement (HVE) in five 
program areas: 

 

Program  Effectiveness  of  HVE 

Occupant 
Protection 

CTW 4 Star Citation 

Impaired Driving CTW 4 Star Citation 

Distracted Driving CTW 4 Star Citation 

Pedestrian CTW 3 Star Citation 

Speed CTW 2 Star Citation 

In looking at High Visibility Enforcement HVE awards and spend rates from 2016 ï 2019, 
pedestrian and occupant protection had the highest spend rates, consistently above 80 percent. 
DUII in any given year is usually in the lower range of percentage of HVE awards spent. In 
2020, HVE expenditures dropped below 65 percent in all programs, with 34 percent of 
pedestrian HVE spent, and 59 percent of both DUII and Distracted Driving funds spent. 
Expenditure rates of HVE across the state have not yet recovered from the 2020 low and 

 
9 STOP data provided by the Oregon Criminal Justice Commission. 

https://www.oregon.gov/cjc/stop/pages/default.aspx
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72% 

continue to remain below 60 percent (except in 2021 when speed HVE achieved 72 percent 
spend out). HVE spending reached an all-time low in Oregon of 50 percent due to several 
factors, including staffing shortages; law enforcement agencies have also shared that younger 
officers are less interested in working overtime shifts. 

Also of note is that in all HVE programs except occupant protection, warnings exceeded 

 

Percentage of HVE Spent and Citations 
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citations issued. Research is mixed on whether or not citations are effective at changing 
behavior, where it depends on the behavior and on the person. Research found that citations for 
seatbelts do change behavior,10 while citations do not really impact speeding;11 this is evident in 
the effectiveness rating of HVE depending on the behavior, in CTW. What we do know is that 
HVE has an immediate effect of stopping the behavior, as you cannot be speeding if you are 
pulled over by a law enforcement officer on the side of the road. How long the behavior change 
lasts is yet unknown; however, HVE is an important tool in traffic safety for its education and 
outreach component. Although limited research exists on the effectiveness of diversion classes 
for traffic offenders, in CTW diversion for seatbelt violations is identified as the most effective, 
where it rates diversion for speeding and DUII lower on the scale of effectiveness. Diversion 
courses which allow for an officer to exercise discretion based on the interaction with the 
motorist have not been adequately researched to determine effectiveness; however, they are an 
important tool in traffic safety. 

Deaths and serious injuries on Oregon highways are the most significant public health crisis that 
Oregon faces and require a multidisciplinary approach with law enforcement, prosecutors and 
judicial services, health educators and programs, traffic engineering, municipalities, government 
traffic safety counterparts, treatment, and other government and advocacy agencies to reduce 
the impact on the state. Traffic laws are dynamic and constantly changing because they are 
subject to external factors such as the environment, technology, legislation, public opinion and 
case law. 

 

 
10 Rachael Stephens. ñDo traffic tickets reduce motor vehicle crashes? Evidence from ñClick It or Ticketòò The Journalistôs Resource, 11 
December. 2014. Do traffic tickets reduce motor vehicle crashes? Evidence from "Click It or Ticket" - The Journalist's Resource 
(journalistsresource.org) Accessed 18 May. 2023. 

 

11 Lawpoolsir, S., Li, J., Braver, E.R. ñDo Speeding Tickets Reduce the Likelihood of Receiving Subsequent Speeding Tickets?,ò March. 2011, 
Traffic Injury Prevention. Do Speeding Tickets Deter Drivers From Speeding? - National Motorists Association, Accessed 18 May. 2023. 

https://journalistsresource.org/economics/motor-vehicle-crashes-click-it-or-ticket-laws/
https://journalistsresource.org/economics/motor-vehicle-crashes-click-it-or-ticket-laws/
https://ww2.motorists.org/blog/do-speeding-tickets-deter-drivers-from-speeding/
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The Transportation Safety Office, in addition to their participation in public meetings and 
workshops and facilitation of Governor Advisory Committees, works continually to be a resource 
for traffic safety partners by providing education and outreach materials, data and analysis, 
grant funds for projects and conferences where partners can receive the latest data, learn about 
laws (and any changes), new safety infrastructure, best practices, and networking to form new 
partnerships and work across multiple disciplines to improve roadway safety. 

NHTSA asserts that it is important that all stakeholders in the criminal justice system are aware 
of the efforts being made to reduce traffic fatalities and to that end, peer-to-peer training, 
education, and outreach have been found to be most effective in promoting proven and 
promising practices.12 Because the majority of traffic cases are heard in municipal courts (70% 
and 80%) and judges are not required to have any specific traffic training, it is important for TSO 
to engage with judges who are key in enforcing traffic laws in helping to prevent recidivism 
through appropriate consequences. 

In Countermeasures That Work, NHTSA refers to training for law enforcement in the areas of 
motorcycle safety, older drivers, pedestrian safety, bicycle safety and DUII interdiction. 

From 2016 ï 2020 the Oregon Legislature passed an average of 34 bills annually that impacted 
transportation in Oregon, some of which impacted transportation safety; however, just as 
important were the case law changes. In order to successfully prosecute DUIIs, reckless driving 
and traffic felonies, the law enforcement procedure must be flawless. The Oregon Appellate 
Court and the Oregon Supreme Court are very active in issuing opinions that significantly impact 
DUII law in Oregon. As a result of this, there is a vital need for providing judges, prosecutors 
and law enforcement with continuous legal updates and training to comply with court 
opinions. This has been especially necessary in the last five to seven years due to several 
opinions that have impacted DUII procedures and necessitated a statutory rewrite of Oregon 
DUII law. 

Because changes in DUII law come often and significantly impact procedure and courtroom 
arguments, it is imperative that law enforcement be kept up to date on these changes. In 
addition, new drugs are constantly coming on the market in different forms, changing 
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12 12 Axel, N. E., Knisely, M. J., McMillen, P., Weiser, L. A., Kinnard, K., Love, T., & Cash, C. (2019, March). Best practices for implementing a 

state judicial outreach liaison program. Revised March 2019. (Report No. DOT HS 812 676). Washington, DC: National Highway Traffic Safety 

Administration. 
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investigative techniques, and poly-substance crashes in Oregon have been on the rise. Helping 
law enforcement stay informed and up to date is a key factor in traffic safety and in reducing 
fatal and serious injury crashes. Listening to law enforcement about what they are dealing with 
on the ground helps TSO develop projects and change policy to further traffic safety, such as 
allowing grant funds to pay for HVE straight-time as well as overtime shifts. 

In addition, training on LIDAR, Advanced Roadside Impaired Driving Enforcement Training 
(ARIDE), and recruiting and training new drug recognition experts (DRE) is important for new 
officers and for officers looking to gain specialized skills. 

Because traffic crashes are complex, multi-faceted events, bringing together the diverse groups 
who can impact traffic safety remains important to create new networks and partnerships, learn 
about cross-cutting issues, and allow TSO partners and potential partners to share their traffic 
safety concerns and observations while also learning about resources available to them. These 
interactions are key to working with local communities, meeting their specific traffic needs and 
addressing them innovatively through education and outreach that take into account specific 
needs of the diverse communities that TSO serves. 

 

 

The ODOT Regions  
 

Link(s)  to  the Transportation  Safety  Action  Plan 

Strategy 1.1.1  Promote safe travel behavior through educational initiatives, focusing on 
how system user behavior can contribute to a safer transportation 
system for all. 

Oregon is split into eight geographical regions: the Coastal Region, Willamette Valley, Rogue 
Valley, Cascade Range, and Klamath Mountains; the Columbia Plateau, the High Desert, and 
the Blue Mountains. Each region has different geographical elements and climates that need to 
be taken into account in providing traffic infrastructure. 

The Oregon Department of Transportation divides its operations into five geographical 
regions13. Each region is responsible for developing and managing transportation construction 
projects and maintaining state, federal, and interstate highways and other transportation 
infrastructure within its boundaries. 

Not only do the five ODOT Regions differ in physical environment, but they also differ in 
demographics, population, economy, education, politics and culture. While the Transportation 
Safety Office is based in the state capitol to better serve Oregonôs diverse population, each 
Region has a TSO Region Transportation Safety Coordinator (RTSC). RTSCs evaluate crash 
data within their regions to implement the statewide programs and identify projects based on the 
diverse needs to the local communities they serve to reduce fatal and serious injury crashes. 

 
 
 
 

 
13 ODOT Region boundaries are determined by maintenance operations and highway sections as reflected in the map above. RTSC boundaries 

for program purposes are defined by county. 

https://en.wikipedia.org/wiki/Willamette_Valley
https://en.wikipedia.org/wiki/Rogue_Valley
https://en.wikipedia.org/wiki/Rogue_Valley
https://en.wikipedia.org/wiki/Cascade_Range
https://en.wikipedia.org/wiki/Klamath_Mountains
https://en.wikipedia.org/wiki/Columbia_Plateau
https://en.wikipedia.org/wiki/High_Desert_(Oregon)
https://en.wikipedia.org/wiki/Blue_Mountains_(ecoregion)
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Region 1 contains the majority of Oregonôs 
population and racial and ethnic diversity, a robust transit system, a large homeless population, 
an active bike lobby, and nine harbor languages14; lack of transportation infrastructure on the 
East side of Portland, and multi-municipalities that provide transportation infrastructure call for 
innovative approaches that engage partners. 

Region 2 is ODOTôs Northwest Region that provides transportation facilities and services for 
nearly one-third of Oregonôs population. It is home to nearly 200 miles of U.S. 101 ï the Oregon 
Coast Highway which is a destination, a historic and cultural resource, and a challenge to 
maintain with landslides, hurricane force winds, and more than 90 inches of rain per year. 

Region 3 manages the longest section of Interstate 5 in Oregon which includes the highest 
mountain pass along the West Coast Interstate Highway from Mexico to Canada. The 
geographic diversity in the region is extraordinary. The gem of Oregon's only National Park is 
Crater Lake. The Coquille Tribe, the Cow Creek Band of Umpqua Tribe of Indians, and a portion 
of the Confederated Tribes of Coos, Lower Umpqua, and Siuslaw are represented in the 
Region. 

Adjacent to Region 4 is the Confederated Tribes of Warm Springs Indian Reservation. Both the 
Klamath Tribes and the Confederated Tribes of Warm Springs native populations live within 
Region 4 boundaries. While primarily rural, there are three urban clusters within Region 4 
comprising a total estimated population of 353,230 in 2020, or 8.2 percent of the statewide 
population. Central Oregon is a recreation hub of Oregon with winter and summer tourism being 
a huge draw for visitors. 

Region 5 includes the Confederated Tribes of the Umatilla Indian Reservation and the Burns 

Paiute Tribe within the eight most eastern counties making up approximately 39 percent of the 

total land area of the state with just five percent of the stateôs total population. Mountain passes, 

inclement weather, variable speed limit corridors, and speed limit increases on I-84, I-82, and 

several state highways are some of the more unique transportation features of Region 5. 

 
 
 

 
14 The languages of non-English groups qualify for the safe harbor provision by having an LEP population of 1,000 people or more within the 
Portland service area. (Limited English Proficiency) 

Region 1 Portland Metro Region 

Region 2 Willamette Valley, North and Mid-
Coast 

Region 3 South Oregon and South Coast 
Region 4 Central Oregon 
Region 5 Eastern Oregon 
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In all five Regions, roadway departure is the number one cause of motor vehicle fatalities and 

injuries followed by speed, impairment, and in Region 2 intersection crashes are another top 

contributor to fatalities and serious injuries. Crashes are multi-faceted complex events involving 

environmental factors, mechanical failure and human behavior and error. In Oregon crash data, 

crashes are coded based on the events that relate to the overall crash, for up to three events. If 

more than three events contribute to the crash, only the three most significant events are coded. 

Therefore, in attempting to identify the magnitude of a problem, it may be identified using a 

characteristic of crash location such as roadway departure or intersections, by road user type 

such as motorcyclists and pedestrians, or involved behaviors such as impairment or distraction. 

The trends and characteristics that contribute to fatalities and serious injuries are further 

explored in problem identification. 
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Region  Crash  Cause 1 Crash  Cause 2 Crash  Cause 3 

Region 1 Roadway Departure Impaired Driving Speed 

Region 2 Roadway Departure Intersection Crashes Impaired Driving Alcohol & Drugs 

Region 3 Roadway Departure Speed Impaired Driving - Alcohol 

Region 4 Roadway Departure Speed Impaired Driving - Alcohol 

Region 5 Roadway Departure Speed Impaired Driving - Alcohol 

In looking at the distribution of fatal and serious injury crashes across the regions by volume, 
Regions 1 and 2 account for the majority of these crashes at 68 percent. Looking at the crash 
rate by region presents a different perspective. 

Crash fatality and serious injury rates refer to the number of fatalities and serious injuries that 
occur as a result of traffic crashes within a specific population or geographical area, in this case 
expressed as the number of fatalities and serious injuries per vehicle miles traveled (VMT). 

Region 2 has the highest rate of 5.19 fatalities and serious injuries per 100M VMT followed by 
Region 3 with a crash rate of 5.03 and Region 4 with a crash rate of 4.85, indicating larger 
problems in Regions 3 and 4 than is evident when just measuring volume. 

The crash rate indicator is important for assessing the effectiveness of implemented road safety 
countermeasures, evaluating the impact of polices and identifying 

locations where improvements in infrastructure, vehicle safety and driver behavior are needed. It 
provides a more accurate picture by taking into account exposure, allowing a more accurate 
evaluation of the magnitude and location of the problem. 

Continuing to monitor these rates over time by region will help identify trends and assist local 
agencies in selecting and prioritizing interventions toward reducing crash-related fatalities and 
serious injuries. 

Crasher per capita is another way to normalize crash data and refers to the measurement of 
fatal and serious injury traffic crashes relative to the population size of a specific area. This 
measurement allows an assessment of the frequency or rate at which people are involved in 
fatal and serious injury crashes within a given region. While a lower per capita crash rate may 
indicate a safer travel environment, it is important to consider multiple factors before drawing 
conclusions about whether or not a problem exists. Factors such as population density, urban-
design, cultural norms, transportation infrastructure for all road users, law enforcement staffing 
and efforts and consequences for violating the law significantly influence crash rates. These 
region specific characteristics can provide context in combination with crash data to determine 
where problems exist and the appropriate countermeasures. 

In comparing the fatal and serious injury pedestrian crashes per capita by region, the rates in 
Region 1 and 3 stand out; however, other factors may be influencing the rate at which 
pedestrians are involved in crashes; Region 1 has 61 percent of the transit stops, while Region 
2 has 27 percent and Region 3 has 6 percent. Factors such as access to transit services and 
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availability of vehicles within a household can influence mode of travel chosen. For example, in 
Region 1 nine percent of households have no vehicle while in Region 3 six percent have no 
vehicle. While a lower crashes per capita rate is generally a positive indicator, it doesnôt 
necessarily mean that there are no pedestrian safety concerns within the region. 

 

From 2019 to 2020, Regions 1,2 and 3 saw an overall decrease in combined fatalities and 
serious injuries, but 202115 data and preliminary 2022 data indicate 2020 was an anomaly due 
to pandemic related traffic impacts with fatalities and serious injuries continuing to trend upward. 
For Oregon, 2021 represented a 32-year high in traffic fatalities (599) and a 25-year high in 
serious injuries (2,498), a 63 percent increase over the 2016-2020 average. 

The Oregon Transportation Safety Office has been historically focused on influencing outcomes 
through education and outreach on risky behaviors and modes that impact crash severity, 
speed, impairment and distracted driving, occupant protection, vulnerable road users, vehicle 
safety features, emergency response and the engineering of roadway design. However, socio- 

 

 

 
15 2021 Data was just recently finalized and therefore was not the best or most complete data for this report due to the timeline. 
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economic status, race, ethnicity, gender, age, English proficiency, and cultural aspects combine 
to impact access and exposure to transportation related risks and hazards, which influences 
who dies on Oregonôs roadways. 

Each of the RTSCs participate in a combination of community projects, including but not limited 
to: child passenger safety, bicycle and pedestrian safety, and community transportation safety 
events around the specific needs and opportunities within the communities they serve. Public 
requests for collaboration on projects and input on transportation related safety issues are 
obtained thorough participation in local traffic safety committees, area commissions on 
transportation, participation in local government planning teams, and grassroots efforts. 
Education, communication, and outreach (3 stars CTW) are the typical countermeasures 
enacted by the regional programs in coordination with the statewide programs administered out 
of TSOôs Salem Office, along with local agencies as part of a targeted approach to data 
identified problems. 

 

 
Region  1 Overview  

ODOTôs Region 1 oversees public 
transportation investments in 
Clackamas, Hood River, and 
Multnomah counties, and a portion of 
Washington County. Motorists, 
truckers, bus drivers, and bicyclists 
travel more than 18 million miles on 
Region 1 highways every day. Region 
1 is responsible for: 

¶ 2,130 Highway Lane Miles (70% 
Urban/ 30% Rural) 

¶ 1,144 Bridges (Including 8 
Willamette, and 2 Columbia River 
Bridges) 

¶ 330 Traffic Signals 

¶ 150 Ramp Meters 

¶ 70 Flashers and, 

¶ the Metro Area Intelligent Transportation System 
 

 
Region  1 Problem  Identification  

When looking at fatalities and serious injuries combined in 2020, Region 1 saw a 20 percent 
decrease in fatalities and serious injuries overall; however, fatalities saw a 15 percent increase 
from 2019 to 2020. Fatalities and serious injuries in Region 1 saw a decrease in all categories 
except pedestrian which increased 10 percent (99 to 109) and impaired driving increased 8 
percent (175 to 190). The eight percent increase in impaired driving was due to increases in all 
impaired driving types from 2019 to 2020: 
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Clackamas 23% 

16% 
Washington 32% 

26% 
Hood River 1% 

1% 

Multnomah 
44% 

57% 

¶ Alcohol 13% (120 to 136) 

¶ Drugs 20% (86 to 103) 

¶ Poly-substance 58% (31 to 49) 

Roadway departure remains the top cause of fatal and serious injury crashes in Region 1, 
accounting for 20 percent of all fatal and serious injuries; followed by alcohol or drug involved 
(one substance) and speed at 17 percent; however, all three causes have strong overlap. While 
fatal and serious injuries decreased in 2020, Region 1 fatalities increased 15 percent. 

 

Geographically, Region 1 consists of Multnomah and Hood River Counties, most of Clackamas 
County and half of Washington County; however, all four counties are served by the Region 1 
Transportation Safety Coordinator. 

Distribution of Region 1 Population by County 
Poverty by County 
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Washington , 175.6, 25% 

Clackamas , 139, 20% 

Hood River , 9, 
1% 

Multnomah , 379.4, 54% 

In looking at the counties in Region 1, each has unique characteristics and issues when it 
comes to traffic safety. Clackamas, Multnomah, and Washington are seeing a rise in poly-
substance crashes, while Clackamas and Hood River are dealing with an increase in 
motorcyclist fatalities and serious injuries. Due to the City of Portland and its urban nature, 
Multnomah County has the majority of the pedestrian and bicycle crashes, while Washington 
County is also dealing with a rise in pedestrian crashes. 

 
Distribution of Fatalities and Serious Injuries by 

County in Region 1 
 

The tables below provide the 2016-2020 fatality and serious injury average by mode and 
aggravating factor, the representative percentage of all Region 1 fatalities and serious injuries 
by county, and the percentage increase or decrease from 2019 ï 2020. 
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2016-2020 Average  Fatalities  and Serious  Injuries  by County  -- Region  1 
 

 
Clackamas  

 
2016-2020 

Average  

% of  Region  1 
Fatalities & 

Serious  Injuries  

 
Increase/Decrease  

2019-2020 

Roadway Departure 56 31% -23% 

Alcohol or Drug Involved (one 
substance) 48 28% 5% 

Speed 34 23% - 

Peds 16 15% -17% 

Motorcyclists 18 18% 54% 

Young Drivers 15-20 23 24% -42% 

Distracted Driving 11 25% -31% 

Poly-substance 10 31% 77% 

Bicyclists 3 11% 100% 

 
Hood  River  

2016-2020 
Average  

% of  Region  1 
Fatalities & 

Serious  Injuries  

Increase/Decrease  
2019-2020 

Roadway Departure 4 2% -66% 

Alcohol or Drug Involved (one 
substance) 3 2% -75% 

Speed 4 3% -33% 

Peds 0.6 1% - 

Motorcyclists 2 2% 300% 

Young Drivers 15-20 1 1% -100% 

Distracted Driving 1 2% - 

Poly-substance 2 6% - 

Bicyclists 0.4 1% - 

 

 
Multnomah  County  

 
2016-2020 

Average  

% of Region  1 

Fatalities  & 

Serious  Injuries  

 
Increase/Decrease  

2019-2020 

Roadway Departure 77 43% - 

Alcohol or Drug Involved (one 
substance) 118 69% 17% 

Speed 85 57% 1% 

Peds 71 66% 12% 

Motorcyclists 57 58% -51% 

Young Drivers 15-20 47 48% 7% 

Distracted Driving 19 43% -19% 

Poly-substance 18 56% 45% 

Bicyclists 18 67% 17% 
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34 

 

 
 

 
Washington  

 

 
2016-2020 

Average  

% of  Region  1 

Fatalities  & 

Serious  

Injuries  

 

 
Increase/Decrease  

2019-2020 

Roadway Departure 42 23% -19% 

Alcohol or Drug Involved (one 
substance) 34 20% -3% 

Speed 25 17% -12% 

Peds 21 19% 31% 

Motorcyclists 21 21% -41% 

Young Drivers 15-20 26 27% -17% 

Distracted Driving 13 30% -21% 

Poly-substance 5 16% 100% 

Bicyclists 5 19% -83% 

Fatalities in the City of Portland have been on the rise since 2018, accounting for 52 percent of 
the fatalities in 2021. 
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The Portland-Hillsboro-Metro area in Region 1 is home to more than 314,491 foreign born 
residents, at 12.7 percent, with more than 425,093 individuals ages five and up speaking 
languages other than English at home.16 Although traffic safety information is available online, 
culturally sensitive and language accessible materials are in demand. 

In 2018, more than 28 percent of immigrants, or 24,510 people living in Portland had limited 
English language proficiency. Among them, the top five languages spoken at home other than 
English were: Spanish (32 percent), Vietnamese (21.3 percent), Chinese (13.7 percent), 
Russian (8.8 percent), and Ukrainian and related (3.3 percent).17 For these new arrivals outside 
of these languages, many do not know or have access to formal local regulations and driving 
courtesy in their languages. 

Outside of English, the top five languages most prevalent among Immigrant and Refugee 

 
16 US Census 2021 
17 New American Economy. "New Americans in Portland, OR.ò 2020. https://www.portland.gov/sites/default/files/2020-09/nae-research-
portland.pdf  

120 
131 

121 
109 
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Community Organization (IRCO) clients were Spanish, Russian, Somali, Vietnamese, and 
Arabic.18 Other languages served by IRCO in which traffic resources are not available include 
Togan, Dari, Karen, Nepali, Swahili, and others. 

Immigrants and refugees are more likely to be employed by essential industries (e.g. health 
care, agriculture, food service, warehousing)ð carrying out vital roles that keep Portland and 
the country functioning, but putting them at a higher risk of travel danger. Despite making up just 
13.5 percent of the cityôs residents in 2018, immigrants comprised more than 21.1 percent of all 
Restaurant and Food Service workers and 20.1 percent of all Transportation and 

Warehouse workers in Portlandðall of these industry sectors require high use of our roads 
(New Americans Research 2018). 

In the Portland Metro area, 
fatalities from traffic 
crashes among African 
American, Black and 
African immigrant and 
refugee residents were 
nearly twice the rate of 
white residents from 2013 
through 2017; a disparity 
that increased when 
compared to the previous 
five-year period. The 
Portland Bureau of 
Transportation (PBOT) 
reports that 60 percent of 
2021 fatal crashes in the 
city, the largest city in Oregon, occurred on eight percent of the streets dubbed the ñhigh crash 
networkò by PBOT. The majority of these streets are located on the East side, and all but one of 
the thirty identified high crash intersections are on or East of 82nd Avenue or east of 82nd 
Avenue. Seventy-six percent of traffic deaths in the City of Portland occurred in low-income 
communities and communities with the most racial and ethnic diversity.19 

IRCOôs sites and client communities are majority based on Portlandôs east side near 82nd 
Avenue. Many Asian and Pacific Islander families live near east Portland and increasingly, like 
other underserved communities of color, Black/African communities are being displaced by 
gentrification and/or spreading further east in search of affordable housing. Latinx communities 
make up 10% of IRCO's client base, many living in or near Glisan St. in neighborhoods such as 
Montavilla and Hazelwood.20 

At IRCO sites, traffic incidents concern the immigrant and refugee staff and clients. The 
culturally specific hub Africa House resides in the high crash Hazelwood neighborhood -- the 
fourth largest Black/African community in Portland. IRCOôs Pacific Islander & Asian Family 
Center (PIAFC) is sited on Sandy Boulevard, a very active street once called ñwreck alleyò by 

 
18 IRCO. ñImpact Report 2021.ò 2021. https://irco.org/assets/files/financials/2021ImpactReport-SM.pdf 
19 Arden, Amanda. ñPortland sees highest number of traffic deaths since 1990: report.ò February 3, 2022. https://www.koin.com/local/portland-
sees-highest-number-of-traffic-deaths-since-1990-report/ 
20 Curry-Stevens, A., Cross-Hemmer, A., & Coalition of Communities of Color. ñCommunities of Color in Multnomah County: An Unsettling 
Profile.ò 2010. https://allhandsraised.org/content/uploads/2012/10/AN20UNSETTLING20PROFILE.pdf 

https://irco.org/assets/files/financials/2021ImpactReport-SM.pdf
https://www.koin.com/local/portland-
https://www.koin.com/local/portland-
https://allhandsraised.org/content/uploads/2012/10/AN20UNSETTLING20PROFILE.pdf
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local news for rashes of vehicle collisions plaguing NE Sandy Blvd. Immigrants, refugees, and 
people of color have higher risk of traffic injury and death in the area; however they often do not 
know where to go for resources or educational materials.21 

The City of Portland has nine harbor languages, non-English language groups that qualify for 
the safe harbor provision by having a Limited English Proficiency (LEP) population of 1,000 
people or more within the Portland service area. This requires all city-wide programs to provide 
information in those languages which are: Spanish, Vietnamese, Chinese, Russian, Somali, 
Ukrainian, Romanian, Nepali and Chuukese. Portland also highlights other languages spoken 
by many of Portlandôs LEP community members, which did not reach the 1,000 thresholds as 
Japanese, Korean, Tagalog, Laotian, Arabic and Mon-Khmer Cambodian.22 

ODOT Region 1 partners with refugee, immigrant and English as a second- language 
communities: Immigrant and Refugee Community Organization (IRCO), Asian Pacific Network 
of Oregon (APANO), Division Midway Alliance, the Slavic Community Center, and the Afghan 
Support Network. These are all located in East Portland, where 70 percent of fatalities and 
serious injuries occur. There are 150,00023 Eastern European immigrants (Slavic) and their 
families who have settled in the Portland Metropolitan Area and it is likely that number is 
growing due to the Russo-Ukrainian War. 

In addition, since the fall of Afghanistan to the Taliban in August 2021, the U.S. has evacuated 
75,000 Afghan Allies and their families and has promised to provide refuge to thousands more. 
Oregon is expected to resettle thousands of Afghan refugees, 1,200 of whom arrived in January 
2022, of which 15 percent were settled in the Portland area with expectation of more arrivals. 

Although many drove in Afghanistan, they will need education and support to obtain driver 
licenses and learn the rules of the road in order to become employed and more independent. 

In Oregon 70 to 80 percent of traffic cases are heard in Municipal Courts; however, Multnomah 
County does not have a municipal court, so Multnomah County Circuit Court has the busiest 
traffic docket due to that deficiency. Municipal Court data by county shows from 2016 to 2022, 
on average per year, there were 97,344 cases with at least one traffic violation heard and 428 
requests for interpretation. Although the requests for interpretation represent less than 1 percent 
of all cases with at least one traffic violation, 54 percent of all interpreter requests in Oregon 
were in Multnomah County.24 

From 2016 ï 2022, 60 percent of interpreter requests were for Spanish, nine percent were for 
Russian, 4 percent were for Arabic, Somali and Vietnamese respectively, and one percent were 
for Farsi. Portland Police Bureau (PPB), the largest law enforcement agency in Oregon with 800 
sworn members and one traffic sergeant, reports that since 2013 PPB has responded to a large 
volume of crashes involving immigrants/ refugees/new Portlanders (IRNPs) whose first 
language is not English, are self-taught drivers, and are not familiar with local laws. IRNPs are 
not aware of what to expect on public streets, have not been properly equipped to drive, and 

 
21 Ashton, David. ñCareless drivers turn outer Sandy Blvd into wreck alley.ò 2007. 
https://eastpdxnews.com/fire-and-police/careless-drivers-turn-outer-sandy-blvd-into-wreckalley/ 
22 City of Portland. ñOffice of Equity and Human Rightsò portlandoregon.gov, https://www.portlandoregon.gov/oehr/81538 Accessed 03 June 

2023 
23 Impact NW. ñSlavic Community Servicesò impactnw.org, https://impactnw.org/programs/slavic-community-

services/#:~:text=Since%20the%20end%20of%20the,in%20the%20Portland%20Metropolitan%20area. Accessed 03 June 2023 
24 Oregon Judicial Department, Cases with at Least One Traffic Violation Charge and Count of Cases with an Interpreter Request by Court and 

Year for Cases Filed 2016 ï 2022 Prepared by: Business and Fiscal Services Division - 06/02/2023 

https://www.portlandoregon.gov/oehr/81538
https://www.portlandoregon.gov/oehr/81538
https://www.portlandoregon.gov/oehr/81538
https://www.portlandoregon.gov/oehr/81538
https://www.portlandoregon.gov/oehr/81538
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have predispositions and ambivalence toward law enforcement, based on their cultural contexts. 

Traffic crashes involving ESL Portlanders are increasing. Additionally, it is estimated that 15 
percent of hit and run suspects in Portland are IRNPs who flee the scene out of fear of what 
police may do and/or fear of deportation. In addition, diversion classes are often inaccessible to 
ESL and LEP Portlanders, because they are in English and offer few interpreter services. 

Although the Oregon Driver and Motor Vehicle Services (DMV) provides the Oregon Driverôs 
Manual online so that is can be translated through Google Translate, a 2021 study conducted by 
the UCLA Medical Center found that Google Translate preserved the overall meaning for 82.5 
percent of translations, but the accuracy between languages spanned from 55 to 94 percent. 
However, accuracy depends on how widely spoken the language is. Spanish translations have 
around a 90 percent accuracy, due to the complexity of the language, and can struggle with 
complex or specialized vocabulary. Region 1 partners who are native speakers in Ukrainian and 
Russian have expressed less than satisfactory results from Google Translate. In addition, it has 
been noted that even when a translator is provided for the DMV driverôs test there is not a high 
success rate, particularly among the Afghan community. Partnerships that provide driver 
education, traffic law and safety information, and culturally sensitive public service 
announcements in native languages by native speakers or interpreters are highly valued. In 
addition, these classes can be designed around cultural sensitivities such as separating men 
and women for better learning outcomes. The Portland Police Bureauôs ESL/LEP Driver 
Education Course has a long waiting list, and the Driver Permit Class designed and offered by 
the Afghan Support Network is also not meeting demand. 

Driving is the most dangerous thing Americans do every day. For immigrants who are fleeing 
war zones or places where cars are not common, where women arenôt allowed to drive, and 
traffic infrastructure is underdeveloped, providing driver education and traffic safety classes is 
imperative to their transition and safety. 

The above map25 shows the percent and total population of foreign-born people in Portland for 
2000 by census tract. All but one census tract with more than 20 percent foreign born 
concentrations are on the East side. East Portland has both the greatest concentration and the 
largest population of foreign born people. 

In addition to its ESL/LEP population, Region 1 accounts for 43 percent of Oregonôs population 
of which 10 percent live in poverty, 23 percent live at 200 percent of the poverty line or below, 
and 11 percent of households in Region 1 are enrolled in the Supplemental Nutritional 
Assistance Program (SNAP). In the four counties that Region 1 encompasses, Clackamas 
County has a poverty rate of 8.5 percent, Washington 9.6 percent, Hood River 10 percent and 
Multnomah County with a poverty rate of 15.1 percent.26 In Region 1 accounts for 10 percent of 
Oregonians that live in poverty, Thirty-eight percent of the people living in poverty in Region 1 
live in the City of Portland and 81 percent of Portlanders who live in poverty live on the East 
side. As mentioned earlier more than 70 percent of the fatalities and serious injuries that occur 
in Portland, occur on the East side which is not only where the majority of foreign-born 
Portlanders live, but also where poverty is the most prevalent. 

 

 
25 City of Portland ñPortland Plan ï Foreign Born Population by District Coalitionò www.portlandoregon.gov, Foreign Born Population by District 

Coalition (portlandonline.com), Accessed 04 June 2023 
26 Mechling, Audrey. ñA Portrait of Poverty in Oregon.ò August 7, 2020, Oregon Center for Public Policy, https://www.ocpp.org/ 
https://www.ocpp.org/2020/08/07/poverty-oregon/ 

http://www.portlandoregon.gov/
https://www.ocpp.org/
https://www.ocpp.org/2020/08/07/poverty-oregon/
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2000 Foreign Born Citizens by Census Tract ï Portland 
 

 
People who live in poverty often do not have access to Driver Ed, cannot afford car seats and 
because survival takes up the majority of their time they do not have the bandwidth to attend a 
traffic safety class even though they bear the brunt of fatal and serious injury crashes. In order 
to better engage this group there must be some incentive to participate in traffic safety 
education and outreach must be more innovative. 

The above map shows the percent of people below poverty in each census tract, as well as the 
actual number of people in poverty in each area of Portland. Southeast and outer East Portland 
have the majority of people living in poverty, more than 16,000 for each according to the 2000 
census. 
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2000 Poverty by Census Tract ï Portland 

Access  to  Driver  Education  for  Low -income  Teens and ESL/LEP Adults  
 

 

 
The four counties that Region 1 serves (Clackamas, Hood River, Multnomah and Washington) 
have 219,469 licensed drivers according to Oregon DMVôs 2019 Issuance by County report. In 
looking at driver participants in all crashes, drivers ages 14-21 are not over-represented; 
however, they are over-represented in crashes with fatal and serious injury outcomes. These 
over-representations are more pronounced in the county of Hood River which is 98.6% rural, 
has the second largest population in the region living in poverty, and only has one Driver 
Education provider. Multnomah County has the largest percentage of population living in poverty 
at 15.1 percent; however, it also provides better access to driver training with seven Driver 
Education providers. In Region 1 from 2016-2020 an average of only 11 percent of licensed 
drivers ages 14-21 completed Driver Education. 
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Crashes  by Licensed  Drivers  Ages  14-21 

County  % of  all 
drivers  

% of all 
participants  

% of participants in 
fatal  & serious  injury 
outcomes  

Fatal & serious 
injury  rate  per  # 
of licensed  
drivers  

Clackamas 9% 8% 10% 1.76 

Hood River 10% 6% 10% 1.59 

Multnomah 6% 5% 8% 2.71 

Washington 9% 7% 8% 1.51 

Total  7% 6% 9% 1.98 

 
Oregonôs Driver Education program is nationally recognized and in 2018 showed that teens 
(ages 16-20) without driver education were responsible for 91 percent of all teen driver 
crashes27 28 in Oregon; the 2018-2022 five-year average decreased to 85 percent of all teen 
crashes were caused by teens who had not participated in Driver Education. The data also 
reveals that from 2018-2022 teens ages 16-20 without Driver Education had on average 87 
percent of all the traffic convictions in that age group.29 

Multnomah County has the highest per capita licensed driver fatal and serious injury rates, for 
ages 14-21; however, this is probably due to a multitude of factors. Research states that teens 
from wealthy homes are 51 percent more likely to have a license than low-income teens. The 
survey found that while teens from high-income families are still driving at about the same rate 
as teens in 1999, licensure for low-income teens has plummeted far below average. One in 
three parents making less than $50,000 per year said their teen didnôt drive because their family 
couldnôt afford their driving-related expenses. These costs affect one in five families in the 
middle income bracket.30 

From 2016-2020, 56 percent of teen driver fatalities and serious injuries in Multnomah County 
occurred in East Portland, 13 percent occurred in West Portland and 6 percent happened in 
North Portland. Also of note Gresham, a city in Multnomah County with a 19.1 percent poverty 
rate, accounted for 15 percent of teen driver fatalities and serious injuries in Multnomah County. 

In the article, ñDriverôs Ed is Becoming Harder for Poor Kids to Afford31,ò the author notes that as 
states have stopped funding Driver Education, participation has declined and that it is lower 
income teens and teens of color who are most affected. A 2013 study found little evidence that 
Graduated Driver Licensing Programs (GDL) contribute to the delay in teens obtaining their 
licenses, and further indicates that the common barriers to driver education are accessibility and 
cost. ñIn other words, this new way of administering driverôs education makes things harder for 
teens in poor areas.ò The article goes on to state that driver education scholarships are largely 
an unrecognized and unmet need in most communities. Oregon offers free Driver Education to 
teens in foster care and also pays a $210 subsidy per student (those who successfully 
complete), and an additional subsidy of $75 per pupil when the provider offers scholarships to 
low-income students. However, driver education in Oregon can still cost families between $475 - 

27 ODOT DMV Study 2018 
28 The study that found teens without driver ed were responsible for 91 percent of all teen driver crashes was based on ages 15-20; however, 
licensure data was only available by the age14-21 grouping. 
29 OBOT Driver Ed Program 
30The Zebra ñStudy: The cost of teen driving hits low-income families hardest.ò www.thezebra.com, 
https://www.thezebra.com/resources/research/teen-driving-and-income/#key-finding-3 Accessed 04 June 2023 

31 Valeii, Kathi. ñDriverôs Ed is Becoming Harder for Poor Kids to Affordò Pacific Standard Magazine, 16 January 2018, Driver's Ed Is Becoming 
Harder for Poor Kids to Afford - Pacific Standard (psmag.com) Accessed 04 June 2023 

http://www.thezebra.com/
https://www.thezebra.com/resources/research/teen-driving-and-income/#key-finding-3
https://psmag.com/economics/why-poor-people-and-poc-dont-take-drivers-ed
https://psmag.com/economics/why-poor-people-and-poc-dont-take-drivers-ed
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$685, a cost that is out of reach for many families living below the poverty line. In addition, 
providers may not be easily accessible, and the programs are rigorous about attendance which 
may be more problematic for low income families due to parent work schedules, families that 
only have one vehicle, and lack of access to public transportation. 

 
Pedestrian  

From 2016-2020, 54 percent of all Oregon 
pedestrian fatalities and serious injuries 
(F&A) occurred in Region 1; of that 54 
percent, 52 percent occurred in the City of 
Portland, and 73 percent occurred on the 
East side. 

Pedestrian fatalities and serious injuries have been on the rise in Region 1 since 2018. In 2019 
pedestrian fatalities and serious injuries increased four percent, while from 2019 to 2020 there 
was a 10 percent increase. Almost twice as many pedestrian fatalities and serious injuries occur 
in Region 1 compared to Region 2, with 109 and 58 respectively. In addition, the majority of 
pedestrian deaths and serious injuries occur in Multnomah County within the City of Portland. 

From 2016-2020 Oregon experienced 391 pedestrian fatalities32, of which 27 percent were 
people of color, as opposed to 73 percent Caucasian. Of the 104 pedestrian fatalities that were 
people of color, 59 percent occurred in Region 1. While the majority of diverse and ethnic 
populations are in Region 1, of the 189 pedestrian fatalities that occurred in Region 1 from 
2016-2020, 32 percent were people of color; this is not an over-representation when compared 
to Region 1 population, but does not normalize for exposure. In addition, 56 percent of people of 
color pedestrian deaths happened in Multnomah County, of which 76 percent took place in the 
City of Portland. 

 

 

 
32 FARS Data 

Distribution  of  Pedestrian  F & A by County  

County  2016 2017 2018 2019 2020 

Clackamas 19 11 18 17 14 

Hood River 2 0 1 0 0 

Multnomah 83 78 52 66 74 

Washington 24 18 24 16 21 
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Due to data limitations, it is difficult to determine the depth and breadth of race over-
representation in pedestrian fatalities. The ability to analyze serious injuries through a race lens 
could provide a more comprehensive overview. However, in their report Fatal Pedestrian Crash 
Report Summary and Recommendations33, Oregon Walks reviewed 48 fatal pedestrian crashes 
in Portland from 2017 to 2019. The authors examined police reports, roadway design 
characteristics, driver and pedestrian behavior, media reports, and other available records for 
every crash. 

Significant findings include: 

¶ Pedestrian deaths in Portland disproportionately harm underserved groups including Black 
Portlanders (3.0x), older adults (3.2x), persons with disabilities (3.3x) and people 
experiencing homelessness (9.1x). 

¶ Pedestrian deaths occur disproportionately in East Portland (2.5x), where PBOT and ODOT 
operate numerous high-speed arterials without a complete grid of side-streets, and PBOT 
and ODOT fail to provide sidewalks, adequate street lighting and safe crossings on many 
streets. 

Distribution of BIPOC Pedestrian Fatalities by Oregon, Region 
1, Multnomah County and City of Portland 
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¶ All 48 fatal pedestrian crashes in the 3-year dataset (100%) occurred in poorer-than average 
areas (i.e., census tracts with a median income lower than the citywide median). 

In addition to driver behavior such as speed and impairment in crashes that result in pedestrian 
fatalities and serious injuries, another contributor to the problem is that drivers in the Portland 
Metro Area seem to be less aware of their responsibilities and laws regarding pedestrians. 

In Region 1 from 2016-2020, 66 percent of pedestrian fatalities and serious injuries did not 
 

 
33 Oregon Walks, Fatal Pedestrian Crash Report Summary and Recommendations, March 17, 2021, page 2, Portland, Oregon, Oregon Walks 
Accessed 08 June 2023 
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involve impairment, while in pedestrian fatalities only that number decreases to 38%. Thirty-four 
percent of pedestrian fatalities and serious injuries involved impairment, and in looking at just 
fatalities, 51 percent involved impairment, indicating that impairment can impact the severity 
outcome. 

In pedestrian fatalities and serious injuries from 2016 ï 2020 that involved impairment, on 
average 12 percent of the impairment was by both the driver and the pedestrian, 19 percent of 
the impairment was the driver, and 62 percent was impairment on the part of the pedestrian. 

 

 

Participant  Impairment  in  Pedestrian  Fatalities  and Serious  Injuries  2016 -2020 
Average  

 Fatalities and 
Serious  Injuries  Fatals  

Serious 
Injuries  

Driver  Impairment  19% 13% 30% 

Driver  & Pedestrian  Impairment  12% 17% 1% 

Pedestrian  Impairment  62% 70% 69% 

 
While alcohol is the impairing substance most often involved in pedestrian fatalities and serious 

injuries, poly-substance impairment, where one participant is using both alcohol and drugs, is on 

the rise. One drug per participant refers to cases where the driver was using alcohol and the 

pedestrian was using drugs or vice versa. 
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Another contributing factor to the rise in pedestrian fatalities in the Portland Metro area is the 

homeless situation. The last point in time34 count on the homeless population found that 5,228 

people were experiencing homelessness in the Portland Metro area and Multnomah County on 

January 26, 2022. The homeless camp on the sidewalks and next to high crash corridors, as 
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well as on freeways and expressways difficult to access on foot. In addition, one in three 

homeless people in Portland report having a mental illness, substance abuse disorder35 or both, 

approximately 1,700 people. 

In 2021, Portland Police Bureau started indicating in their pedestrian fatality tracking whether or 
not the deceased individual was homeless. 
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34 Multnomah County. ñPoint-In-Time Counts.ò Multnomah County ï Joint Office of Homeless Services, https://www.multco.us/johs/point-time-
counts. Accessed 08 June 2023. 
35 Templeton, A., Dembosky, A., Feibel, C., ñOregon and California look for answers as homelessness overlaps mental health and addiction,ò 

April 1, 2023, Oregon Public Broadcasting. Accessed 18 May. 2023. 
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https://www.multco.us/johs/point-time-counts
https://www.multco.us/johs/point-time-counts
https://www.multco.us/johs/point-time-counts
https://www.opb.org/article/2023/04/01/oregon-california-when-homelessness-and-mental-illness-overlap-is-compulsory-treatment-compassionate/#%3A%7E%3Atext%3DHigh%20housing%20costs%20and%20financial%2Csubstance%20use%20disorder%2C%20or%20both
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Representation  of  Homeless  Individuals  in  Pedestrian  Fatalities  in  the City  of 
Portland  
City  of  Portland  2021 2022 2023 

Fatalities  29 32 11 

Homeless  Fatalities  21 11 2 

% of  pedestrian  fatalities  that  were homeless  individuals  72% 34% 18% 

Because the most current up to data is for 2016-2020, there are no further details on these 
fatalities but the over-representation of homeless individuals in pedestrian fatalities within the 
City of Portland needs to be addressed in order to decrease pedestrian fatal and serious 
injuries. 

Access  to  Car Seats  for  Low -Income,  Refugee  and Immigrant  Families  

From 2016-2020, Region 1 lost four children under the age of eleven and 55 children sustained 
serious injuries from traffic crashes. There was no over-representation of race or ethnicity in the 
Region 1 child fatalities; however, three occurred in Clackamas County in the years 2016, 2019 
and 2020 respectively. One six-year-old was belted but alcohol and drugs were involved, 
another six year-old was not restrained with alcohol involved in the crash, and a seven year old 
was improperly restrained with a seatbelt and drugs were involved. The other fatality occurred in 
Multnomah County for a ten-year old who was belted; however, alcohol and drugs were also 
involved in that crash. Eleven percent, 15 percent and 75 percent of serious injuries of children 
aged 0-11 occurred in Clackamas, Washington and Multnomah Counties respectively. 

Of the 41 serious injuries for children aged 0-11 and the one fatality that occurred in Multnomah 
County, 55 percent occurred in East Portland and 12 percent occurred in the City of Gresham 
where there are higher rates of poverty and greater diversity in terms of race and ethnicity. Due 
to data limitations race is not available for serious injuries of children ages 0-11. 

While Region 1 has a robust Child Passenger Safety (CPS) Program working with six partners 
including the Native CARS program, which serves Native American families, the $30.00 co-pay 
for a car seat is a burden for some families and particularly for newly arrived immigrant/refugees 
and families living in poverty. 

 

Car Seat Distribution  in  Region  1 by Doernbecher  Childrenôs Hospital  

Year Car seats  distributed  Misuse  Rate % provided  at no cost  

2016 375 75% 45% 

2017 642 79% 63% 

2018 617 83% 84% 

2019 745 83% 83% 

2020 493 83% 69% 

2021 304 77% 70% 

2022 583 76% 68% 

2023 627 82% 79% 

Currently, partners in Region 1 have a limited ability to meet the needs of families who cannot 
afford a co-pay for a child restraint or seat. According to the CPS partners in Region 1, the 
community need for low-income car seats is out-stripping what ODOT can provide through its 
CPS grants of $9,500. Divided between the six CPS partners, each partner receives 
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approximately $1,500 which purchases approximately 22 seats. Five partners received 38 car 
seats each through an ODOT NHTSA funded grant project that provided car seats they could 
distribute without a co-pay to immigrant families. 

Oregon Health Sciences University ï Doernbecher Childrenôs Hospital (DCH), the largest injury 
prevention program in Oregon, and Randall Childrenôs Hospital are the only two programs that 
have other resources for seats they can provide at no or low cost. DCH received a two-year 
grant from the Buckle Up for Life Grant Program which ends in 2023 and they will not be eligible 
to apply for it again until 2026. In addition, the applicants for the National free car seat grant in 
2023 increased by 40 percent, meaning even if DCH applies for it they may not be funded in the 
future. DCH is the child passenger safety partner in Region 1 that provides the most low-income 
seats and free seats. DCH is also able to provide free car seats through a foundation grant to in-
patients only. From July 2022 to date DCH has distributed 254 Buckle Up for Life Seats that 
require no co-pay and 55 ODOT seats that do require a co-pay. Of the families receiving no-cost 
seats, 60 percent reported they are of Hispanic origin, 48 percent White, 15 percent Black, and 
2.3 percent reported as Native American/Alaskan Native. 

Randall Childrenôs Hospital (RCH) is the other major CPS partner with access to free seats. 
They receive a grant from their foundation that provides 20 free car seats a year for in-patients, 
in addition to a CARR Subaru grant for $2,000 that allows them to distribute free seats with seat 

Restraint Use in Region 1 in Fatalities and 
Serious Injuries Age 0-11 
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checks and installation education at CARR Subaru events. RCH reports an average a yearly 
misuse rate of 68 percent and that many of the people they provide low-income car seats to do 
not have cars. where there is a need for rear-facing infant car seats that they can use on the 
bus, in ride-shares, and with app-taxis. Although convertible car seats have a longer use life 
expectancy, they are bulky to carry around and difficult to install and reinstall, for which people 
without vehicles may have to do several times a day. 
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This can lead to less use, greater misuse, and installation fatigue, leading to families choosing 
to carry their children in their arms rather than have them appropriately restrained. 

Although seat checks are free to any family regardless of income, seat provision programs are 
for low-income families. Yearly, CPS partners providing low-income seats see on average an 80 
percent misuse rate and the yearly average of families who choose the no cost option is 70 
percent. 

Region 1 CPS partners report stories of families counting out change from zip-top bags, asking 
if they can make payments on a seat, one father asked if he could pay $5.00 a week for six 
weeks and another collecting cans to afford the co-pay, or cutting back on other necessities to 
ensure their child is properly restrained. During one car seat check, a can of formula from 
Woman, Infants and Children (WIC) fell out of the car spewing powder everywhere; the mother 
was devastated and visibly distraught, as she did not have the money for additional formula and 
a car seat. While research is mixed on whether or not a health product is more valued by a 
recipient depending on whether or not they received it for free or had to pay a portion of the 
cost, CPS partners in Region 1 have observed that seats that require a co-pay are more often 
used, and less often given away and/or sold. Region 1 would benefit from car seats being 
provided with a sliding co-pay scale. 

 
Education  and Outreach  to  Increase  Driver  Familiarity  with  New and Existing  Laws  

In Oregon, an average of 83,537 out-of-state licenses are surrendered annually; however, in 
recent years that has decreased with only 60,726 surrendered in 2020. In Region 1 an average 
of 32,000 teens ages 14-17 earn their driver license, of which only ten percent have completed 
driver education. 

Traffic laws differ by state and there is no test requirement to surrender an out-of-state license 
for an Oregon license. In addition, traffic laws are often changed by legislation. The Oregon 
Legislature convenes annually, but sessions in even numbered years cannot exceed 35 days 
and in odd numbered years they cannot exceed 160 days. 

In even number years the legislature introduces an average of 250 bills, of which an average of 
69 are passed. In odd number years the legislature introduces an average of 2,800 bills where 
an average of 1,000 pass. A number of the bills introduced by the Legislature impact the Oregon 
Department of Transportation and transportation in general. From 2016 ï 2020 an average of 34 
bills that passed annually impacted transportation in Oregon, and depending on the year some 
of those bills impacted transportation safety specifically. In 2017, the legislature passed 15 bills 
that impacted transportation safety where some of the bills, like the Omnibus Transportation 
Spending Bill, or HB 2638 which created the Ignition Interlock Oversight Program have some 
impact on the driving public. However other bills had a more direct impact on motorists, such as 
HB 2409, which allowed for speed citations from red light cameras (auto enforcement), HB 2597 
which upgraded the distracted driving law, HB 3403 which changed the requirement for rear-
facing car seats (up to two years old), and SB 34 which changed the Move Over law to include 
any vehicle displaying flashing lights, and to require education and outreach on that law. 

In addition, new infrastructure like the green bike boxes that Portland started deploying in 2010 
are not well understood by drivers in Portland, and even less so for visitors from both in state 
and out of state areas. Region 1 partners with Community Affairs to educate Region 1 drivers 
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about new infrastructure at community meetings on construction projects, while at the same 
time pushing out traffic safety messages; however, it is evident through observation that drivers 
in Region 1 are still lacking knowledge about some laws and awareness about the 
consequences of some behaviors. As mentioned earlier, drivers in Region 1 do not fully 
understand their responsibilities to pedestrians, are not familiar with the Move Over or Move It 
law, and do not understand that in Oregon óyellow is red,ô to name a few challenges. Drivers 
also lack facts about the danger of certain behaviors and their consequences; for example, 
speeding doesnôt get you there any faster, and that smoking cannabis does in fact not improve 
oneôs driving ability. Since there are no refresher courses required and the driver test is only 
taken once; and only 10 percent of teens participate in Driver Education, more education and 
outreach about little known but important laws and new infrastructure treatments, and 
awareness about how behaviors that contribute to fatal and serious injury crashes is needed. 

Risky  Drivers  

Vision Zero as implemented in Europe starts with safe systems, creating systems that if and 

when people crash, roadways are designed to minimize the impact of the crash. However, 

Europeôs Vision Zero program extends to all aspects of road use including driving privileges: 

¶ driver training (the minimum driving age is 18, driver training is expensive, and to obtain a 
license, driver training is mandatory); 

¶ a points system for drivers who obtain so many points on their license that they can no 
longer drive (in Europe the privilege is taken away when abused); 

¶ strict regulations on cars themselves. Driving with a burnt-out light is illegal; an MOT 
certificate is required for vehicles that are more than three years old, confirming that the 
vehicle at the time of its test met the minimum acceptable environmental and road safety 
standards required by law. 

¶ extensive use of automated enforcement. 

Vision Zero, as implemented in the U.S., has adopted the infrastructure focus of Vision Zero, a 
piece of a much larger system, but has failed to implement other critical factors that decrease 
traffic fatalities. 

Risky behaviors are recognized by the stateôs Transportation Safety Action Plan (TSAP, or 
Strategic Highway Safety Plan) as a significant contributor to fatal and severe injury traffic 
crashes in Oregon. Beyond information collected in citations and crash reports by police, little 
information exists about driversô risk profiles and how those risk profiles can differ by age, 
gender, educational attainment, income, geography, and location. Additionally, it is not known 
how driver intervention strategies, such as ODOTôs driver education, Driver Improvement, and 
At-Risk programs, impact those risk profiles for Oregonôs drivers. 

In an attempt to better understand driver risk profiles, Region 1 looked at the 96 fatalities that 
occurred in the Region in 2017. Data was pulled from three sources: ODOT, police reports and 
the DMV. In 2019 when the analysis started, 2017 was the most complete data file. 

In 2017, Region 1 (Clackamas, Hood River, Multnomah and Washington Counties) experienced 
96 fatal crashes involving 220 participants: 131 drivers, 40 pedestrians, 31 passengers, 14 
motorcyclists and four bicyclists. Transportation modes included 140 vehicles. Forty-six percent 
(99) participants died and 7 percent (15) sustained serious injuries; 35 percent of participants 
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who died were using safety equipment, 14 percent were not using safety equipment, and 38 
percent were pedestrians. 

Half of the 2017 fatalities occurred under clear conditions (50%), followed by 24 percent that 
happened in rainy conditions, where 60 percent occurred on dry roads, followed by 37 percent 
on wet roads. Forty-five percent occurred in darkness while 42 percent occurred during daylight 
hours, indicating that weather, wet road conditions and darkness are factors to consider in fatal 
crashes. 

Thirty-one percent of the fatalities occurred on Urban Principal Arterials, followed by Urban 
Minor Arterials, while 41 percent of fatal crashes occurred on straight roadways followed by 29 
percent at intersections. 

For the 198 participants whose ages were available, the youngest participant was one-year old 
and the oldest 95, with the greatest age representation in fatalities being 21-25 years of age 
(12%), and 26-30 years old (11%), followed by ages 41-45 (11%) and 56-60 (10%). 

Notable findings were: 

¶ Sixty-nine percent of all 2017 fatalities involved aggravating factors; 61% percent of these 
had one or more aggravating factors: alcohol, drugs, speed, marijuana or some 
combination. Twenty-six percent had one aggravating factor, 25% had two aggravating 
factors and 10% had three aggravating factors. 

¶ Of the 216 participants, 174 had Oregon DMV Records, nine had ID cards, and 38 had 
clean records. All participantsô records including those of passengers and pedestrians 
were reviewed where available. 

¶ 127 participants in the 2017 fatal crashes had 1,274 DMV records; divided equally, that is 
nine records per person. However, 115 participants accounted for 996 of those records 
and one participant, a white male aged 49, had 116 DMV records, followed by a second 
participant, white male aged 34, with 37 DMV records. Seventeen participants involved in 
these crashes had 18 or more DMV records. 

Unfortunately, due to the small sample size, data collation, potential data errors, and incomplete 
records, the findings cannot be referenced with confidence, nor are they replicable. What the 
analysis did accomplish was to peak interest in research on risky driver behaviors. 

In looking at road user behaviors and getting bad drivers off the road, limiting their access to 
vehicles; aggravating factors that pedestrians engage in that contribute to fatal crashes; and 
effectiveness of risky driver interventions are overlooked aspects of reducing fatal and serious 
injuries in Region 1 and the State of Oregon. 
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Impaired  Driving  

Impaired driving in Oregon has been on the increase and particularly in the drug and poly-
substance categories, Region 1 is following the statewide trend. In 2016, fatalities and serious 
injuries that involved impairment represented 27 percent of all fatalities and serious injuries. 
That percentage increased yearly and in 2020, impairment was involved in 47 percent of 
fatalities and serious injuries in the region. 

Region 1 accounts for 38 percent of all impaired fatalities and serious injuries; 41 percent of all 
Oregon alcohol-only, 41 percent of all drug only impairment, and 30 percent of all poly-
substance involved fatalities and serious injuries. 
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48% 
41% 

47% 

Multnomah County has the majority of all fatalities and serious injuries involving impairment in 
all categories, followed by Washington County in alcohol only, and Clackamas County in drug 
only and poly-substance involvement. 

From 2016 ï 2020 89 percent of fatalities and serious injuries (F&A) in Multnomah County took 
place in the City of Portland, with 73 percent occurring on its East Side. In Clackamas County 
78 percent of F&A took place outside city limits, with three roadways accounting for 51 percent 
of the countyôs impaired fatalities and serious injuries: OR 224, OR 211 and S. Dryland Road 
accounting for 32 percent, 12 percent and 7 percent respectively. On October 27, 2021, a road 
segment of mile points 14 to 22 on OR 211 was designated a safety corridor (stretches of state 
highways where fatal and serious injury traffic crash rates are higher than the statewide average 
for similar types of roadways); in response to its high crash rate in recent years. In Washington 
County, 48 percent of fatalities and serious injuries involving impairment took place outside city 
limits, with 64 percent occurring on three roadways, or OR8, OR47 and Cedar Canyon Road 
with 43 percent (3), 28 percent (2) and 28 percent (2), respectively. Seventeen percent of the 
fatalities and serious injuries occurred within the City of Beaverton in the 2016-2020 timeframe; 
however, the most recent year that either a fatality or serious injury due to impairment occurred 
within the city was 2018. 

From 2016-2020 Region 1 accounted for 33 percent of Oregonôs motorcycle fatalities and 
serious injuries (493) and 3036 percent of the fatalities. Thirty-three percent of all fatalities and 
serious injuries involved impairment on the part of the motorcycle rider and those numbers have 
only been increasing. In 2020, Region 1 had 70 motorcyclist fatalities and serious injuries, 
where preliminary 2021 data shows an 81 percent increase to 127. 
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Alcohol use is a public health problem that affects and intersects many areas, like chronic 
diseases and injuries and violence, including domestic violence and sexual assault. It has 
contributed to and increased the severity of the opioid epidemic and impacts behavioral and 
mental health care systems, while also impacting public safety and law enforcement efforts. 

In Oregon, alcohol is the third leading cause of preventable deaths, killing more people than all 
other drugs combined, and the alcohol-related death rate has increased by one-third over the 
past 20 years.37 In 2019, excessive alcohol use cost Oregon $4.8 billion38 due to lost 

 
36 The 33 percent is based on county boundaries rather than the Region 1 boundary. 
37 Oregon Health Authority Presentation, Transportation Safety Conference March 14, 2023 
38ECONorthwest. Economic Analysis of Excessive Alcohol Consumption In Oregon. November 2021. 
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productivity, health care expenses, criminal justice costs, motor vehicle crashes and social 
welfare. Decreases in alcohol consumption are associated with decreases in many pressing 
health and social issues, including impaired driving and motor vehicle crashes. 

The Oregon Health Authority (OHA) identifies binge drinking as the most common, costly and 
deadly pattern of excessive alcohol use, where binge drinking accounts for about 88 percent of 
all alcohol-impaired driving events. More than 1 in 5 Oregon adults reported binge drinking in 
the past month (OHA 2023). DUII is part of a larger problem of excessive alcohol use, where 
reducing excessive alcohol use would have an impact on reducing DUII incidences. Over-
serving, and providing sales to minors also contribute to the larger problem of impaired driving. 

 

2018-2022 Clackamas  Hood  River  Multnomah  Washington  

# of liquor licenses 926 200 3,203 1,139 

# of compliance missions 208 7 30 182 

% of non-compliance 22% 29% 10% 11% 

It should be noted that in the county of Hood River from 2014 ï 2022, 39 percent of the people 
arrested for DUII stated they had been drinking at home, while 64 percent of those arrested for 
DUII named one of eight establishments (out of 8839) where they had been drinking prior to their 
arrest, indicating a need for server training; this was not the case in the other counties however, 
most likely due to the higher density of drinking establishments. However, because the 
information about where the person had been drinking prior to their arrest came from a person 
who was intoxicated, it cannot be determined reliable. 

The Portland Region of the Oregon Liquor and Cannabis Commission (OLCC), which includes 
Clackamas, Hood River, Multnomah and Washington Counties, had a 76 percent compliance 
rate (no sale without an identification) in decoy operations from March to June 2023, compared 
to an 81 percent compliance rate in the Salem region (Region 2) and a 63 percent compliance 
rate in the Medford area (Region 4). 

In that same OLCC region, the worst cities for compliance were Tigard and Hillsboro in 
Washington County, and Lake Oswego and West Linn in Clackamas County. In Clackamas 
County one mission that hit three cities, Estacada, Molalla and Eagle Creek, had a 32 percent 
non-compliance rate. These cities are all accessed by OR211 which was designated a safety 
corridor in October 2021 due its high fatal and serious injury crash rate, and of which 69 percent 
involved alcohol, drugs and/or speed. 

 
 
 
 
 
 
 
 
 
 
 
 

 
39 Oregon Liquor Control Commission (now the Oregon Liquor and Cannabis Commission, as of 2022). 
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Number of DUII Arrests by Year and Average BAC 
OLCC's Portland Region 
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While DUII arrests were on a downward trend until 2020, even with the lockdowns which started 
in March 2020 and ended in June 2021, DUII arrests have been on the rise accompanied by a 
rise in average BAC until 2022. 

In 2022, based on alcohol and drug specialist screenings, the number of repeat DUIIs in Region 
1 was on average 33 percent. 

 

Data from  the Alcohol  Drug  Evaluation  Screening  (ADSS) / DUII contractor  

County Repeat DUII Underage Age 21-25 Age 26-30 Age 31-65 

Clackamas40 33% 4% 15% 17% 60% 

Hood River 28% 7% 22% 18% 52% 

Multnomah 36% 0% 12% 22% 62% 

Washington41 35% 5% 18% 18% 57% 

People who are convicted of DUII in Oregon are required to complete a mandatory alcohol and 
drug screening provided by an Alcohol and Other Drug Screening Specialist, or an ADSS 
evaluation. There are two possible outcomes from an ADSS screening; the court approved 
evaluation will find that DUII education or information is sufficient for the defendant, or that the 
defendant needs DUII treatment, where one primary difference between DUII education or DUII 
treatment is the amount of time a defendant must spend in classes. The classes are offered by 
various treatment providers and everyone who has an ADSS evaluation will be referred to some 
form of classes. 

Of note is that much of the ADSS evaluation is dictated by law, as opposed to therapeutic 
science or the professional discretion of a dedicated therapist. Therefore, an ADSS evaluation 
does not necessarily identify an alcohol or drug abuse problem. The repeat DUII statistic for 
people who have been through alcohol/drug treatment is disconcerting, and more information is 
needed to determine why there is an average recidivism rate of 32 percent. For more 

 

 
40 Clackamas County data is from 2023 January ï May. 
41 Washington County numbers for repeat offenders represent any prior booking into the Washington County Jail so it is possible this number is 
higher. 
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information, please see the section on ótreatmentô in the Impaired Driving Program chapter 

In looking at the data it appears that January ï March are the months when the most DUII 
arrests occur, followed by April - June, but whether or not that is because there is more 
enforcement, or because more people on the roads are impaired is unclear with the data that is 
available. 
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Looking at average BAC by quarter, nothing stands out except that in July-September 2020, five 
months into the COVID lockdown, the average BAC jumped from 0.171 in 2019 to 0.190 in 
2020. 

Speed 

In Region 1, speed is the top cause in 17 percent of all fatalities and serious injuries; however, 
speed has a strong overlap with many modes, crash types and other factors. Forty-two percent 
of roadway departure crashes involved speed and speed is often a contributing factor in 
pedestrian, motorcyclist, and impaired crashes that result in fatalities and serious injuries. The 
2016 ï 2020 average for speed related fatalities and serious injuries is 149. Speed is an issue 
throughout Region 1, and when the roads were clear during the pandemic (reduced VMT), 
officers reported stopping drivers clocked at over a 100 mph on a regular basis. Although the 
roadways are no longer clear enough to allow for those speeds, drivers have not necessarily 
slowed down. Due to the high speeds that all drivers are engaging in, the current threshold to 
stop a speeding driver is 20 mph over the speed limit. 

In recent years illegal street takeovers and street racing have become more common, creating 
dangerous situations for all motorists (and bystanders). From 2016-2020 there were 20 crashes 
related to speed racing, resulting in 14 fatalities and serious injuries. On February 20, 2023, 
one person died and two others were injured in a crash related to speed racing. On August 27, 
2022, 26-year-old Ashlee McGill was waiting for a bus when she was struck and killed by an 
out-of-control car engaged in street racing. 

On June 12, 2022, the City of Portland 
experienced several street takeovers, where street 
racers took over streets at SE 7th and Morrison, 
NE Martin Luther King and Columbia near the 
Lloyd Center, and Whitaker Road in North 
Portland east of I-5. Portland Police Chief Lovell 
stated that it is difficult for police to respond due to 
the sheer numbers of people that descend on the 
city for street takeovers, making it hard to control, 
ñMany nights we struggle to get enough officers to 
answer calls for service, much less deal with 
hundreds, and I mean hundreds of street racers 
that come here to engage in that activity.ò42 

Recent street racing missions conducted by the 
Portland Police Bureau yielded the following 
results: 

 
Illegal take-over of the Burnside Bridge on 

June 13, 2022 ï Youtube Video 

 
 
 
 
 

 
42 "7 Arrested after Illegal Street Racing in Portland." YouTube, uploaded by KPTV Fox 12 Oregon, 13 June 2022 https://youtu.be/mTngthn7-Mo 

https://youtu.be/mTngthn7-Mo
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Date Arrests  Cites  Vehicles  Towed  

April 30, 2023 5 24 2 

May 1, 2023 5 25 2 

May 8, 2023 5 33 6 

In addition, it was reported that on April 30, 2023, 20 to 30 vehicles eluded officers. The 
industrial area on Swan Island and Marine Drive are popular street racing venues. 

Due to the increasing problem of street racing and resulting lives lost, the Oregon Legislature 
passed a law that was signed by the Governor to increase the penalties for street racing. A 
person convicted of street racing will now face a maximum of nearly a year (364 days) in prison, 
a fine of $6,250, or both for the first offense. The punishment goes up to five years and/or a 
$125,000 fine for the second and subsequent offenses, and SB 615,adds speed racing as a 
subset of óreckless drivingô and authorizes the criminal forfeiture of the vehicles involved. 

Safety  Corridors  

As mentioned in the impaired driving problem statement, on October 27, 2021, OR 211 from 
milepost 14 (just west of S Vaughan Road in Molalla) to milepost 22 (just east of S Scheiffer 
Road in Colton) was designated a safety corridor. Safety corridors are stretches of state 
highways where fatal and serious injury traffic crash rates are higher than the statewide average 
for similar types of roadways. The OR 211 Safety Corridor is a short-term way for ODOT to work 
with the community and law enforcement to address the recent increase in crashes. 

Sixty-nine percent of the fatal and serious injuries in this corridor from 2015 to 2019 involved 
aggravating factors like speed, alcohol and drugs. 

The designation of a stretch of highway as a safety corridor doubles the traffic fines in that 
section, and more enforcement is dedicated to the safety corridor. 

Over the next three to five years, ODOT will also implement low-cost engineering solutions 
designed to bring down the crash rate in the corridor. These solutions will be designed to fit the 
most common causes of crashes in the corridor, which in 2019 were driving left of center, 
inattention, driving too fast for current conditions, and driving faster than the speed limit. At the 
end of a three-to-five-year period, ODOT will have a better idea of some longer term, higher cost 
safety solutions to plan for after the OR 211 Safety Corridor is decommissioned. A road safety 
audit on this stretch of highway was started in June 2022. Currently the contractor is working on 
the final drafts for the contingency reports on edge line rumble strips in the corridor, and 
illumination conceptual designs and estimates for the Wall Street and Union Mills Road / 
Beavercreek Road intersections. The Traffic unit is working on refining the scope of the OR 211 
Road Safety Audit Implementation project, which will include illumination at the Union Mills / 
Beavercreek Road intersection, and a number of (primarily signing) improvements there as well 
at various other intersections and curves throughout the corridor. 

With the designation of the Safety Corridor, a stakeholder group was formed consisting of 
County representatives, local schools, law enforcement and others who will meet regularly to 
develop priorities and goals for traffic safety improvements in the Safety Corridor, and to 
develop and implement an education and outreach plan in conjunction with the engineering 
improvements to impact and change risky driving behavior on this stretch of highway. 
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Safety  Priority  Index  System  

Like a road sign warning of potential hazards ahead, the ODOTôs Safety Priority Index System 
(SPIS) alerts transportation officials to public roadway segments exhibiting unusually high 
incidences of crashes. SPIS compares the number of crashes on the entire roadway network 
across Oregon, including city streets, county roads and state highways. It generates both ñon-
state highwayò and ñoff-state highwayò annual reports, listing public roadway segments with a 
calculated SPIS score. The SPIS score is based on crash rate, frequency and severity over the 
prior three calendar years. The higher a SPIS score, the higher the potential safety needs for 
the identified roadway segment. The consistent, data-driven and unbiased methodology of SPIS 
enables the ranking and comparing of roadway safety at local, regional and statewide levels. 
Transportation officials may use the annual SPIS reports to guide their investigations and 
evaluations of public roadway safety issues within their jurisdictions, and to prioritize roadway 
segments to investigate for potential safety improvements. 

The most recent completed SPIS report is from 2020, which evaluates crash data from 2017-
2019. The 2020 SPIS report contained 292 ótop 10 percentô and ótop 5 percentô sites in the 
Region. Of those, 16 sites were identified for increased enforcement, primarily of speeding, 
DUII, and/or red-light-running. Two of those were also identified for education/outreach. Please 
see Appendix for list of sites. 

Region  1 Public  Participation  and Engagement  

The Region works hard on developing a robust network of community partners. The RTSC 
participates in monthly Safe Kids meetings which brings together the Child Passenger Safety 
Network, the quarterly Southeast Community Safety Meeting working on public safety in the 
Southeast, and the Multnomah County Child Fatality Review Board. Currently, Region 1 has a 
network of 15 transportation advisory committees, 31 Neighborhood Associations, 30 city 
contacts, 40 community-based organizations and 74 law enforcement officers. 

Outreach and education in the Region focus on maintaining and building on partnerships in all 
four counties with law enforcement, health educators and programs, traffic engineering, 
government traffic safety counterparts, injury prevention specialists, communities, neighborhood 
associations and non-profit organizations. Education and outreach efforts emphasize 
addressing traffic safety issues through grassroots efforts in collaboration with communities, 
non-profits and other partners. 

Projects are funded based on a Notice of Opportunity (NOO). An annual NOO is sent out to 
partner organizations including law enforcement, cities, counties, neighborhood associations, 
non-profits, and other eligible entities that have expressed interest in traffic safety. It is a simpler 
way to encourage applications from smaller organizations who may not have the staff or 
bandwidth to fill out a full grant application, only to be denied funds based on ineligibility. The 
NOO is reviewed by the RTSC and the applicable Salem program manager (in relation to 
program specific grant funds, e.g. 405g NHTSA funding for pedestrian safety), and the 
Transportation Safety Office Manager who provides guidance on regional services and eligibility 
of fund use. Funds are awarded based on the traffic safety issue to be addressed, eligibility of 
activities, and prior performance if applicable. Applicants from diverse communities who are not 
traditional traffic safety groups, and smaller municipalities and law enforcement agencies are 
sought out. Potential grantees are notified if their project idea can be funded (or not) and are 
requested to fill out the full grant application. Grant applications are then reviewed by Region 1 
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and the appropriate Salem program manager to ensure budget and activities are allowable. 

The traffic safety issues to be addressed are in the Regionôs problem identification statement, 
primarily identified by the traffic safety partners the region works with through prior grant 
applications and discussions about potential future projects. Since 2018, Region 1 has 
implemented 50 projects with 43 organizations, including community-based organizations, law 
enforcement, counties, and cities. 

In November and December of 2022, Region 1 hosted five meetings with TSOôs Impaired 
Driving Program Manager, where the meetings were to bring together all agencies and 
organizations that work on the reduction of impaired driving, including representatives from law 
enforcement, drug task force members, and judicial teams; parole and probation; VIP 
coordinators, prosecutors; prevention; DMV; treatment and evaluation; hospital, Regional 
OLCC, traffic safety; DPSST; ODOTôs Commerce and Compliance Division, and non-profit 
organizations. The meetings were to hear from people working in the sector about challenges, 
to brainstorm ideas to address those challenges and to foster connections between the diverse 
agencies and sectors that work to get impaired drivers off of the Regionôs roads. There were 
four meetings held, one in each of the counties; and a fifth meeting that was conducted 
specifically for law enforcement, who were also invited to the county meetings. Three-hundred 
and six people were invited to the meetings, 76 people attended with approximately 20-30 
people per county meeting, and 12-15 attended in Hood River and for the law enforcement 
meeting. 

The issues regarding over-serving, and those to improve access to treatment were the direct 
result of these meetings. 

Region 1 is focused on changing the transportation culture through education, outreach and 
enforcement, while amplifying traffic safety messages through existing channels and 
partnerships. The program provides transportation safety education, outreach, enforcement, 
and/or services to a wide variety of community-based traffic safety programs for targeted crash 
reduction. Grants may be provided to local jurisdictions, traffic safety organizations and non-
profits to address identified transportation safety problems in ODOTs Region 1. 

Region  1 Trends  

¶ Pedestrian fatalities and serious injuries are on the rise, Southeast Portland is where the 
majority of these crashes occur; reaching the diverse populations in the Southeast, as 
well as the homeless population, and by addressing the impairment issue is key to 
addressing this increase in F&A. 

¶ Impaired driving crashes are on the rise in all categories: alcohol, drugs, and poly-
substance use; of note is that the drug and poly-substance fatalities are greater than 
serious injuries, which rarely happens in impaired driving incidents, indicating that driving 
under the influence of drugs or of drugs and alcohol has more severe consequences. 

¶ Roadway departure may be the cause of a fatal or serious injury crash, but 75 percent of 
these crashes also have aggravating factors such as speed, impairment and distracted 
driving. 

¶ Although 2020 saw a decrease in fatalities and serious injuries, it was an anomaly and 
preliminary data shows a disconcerting increase in 2021 with all indications that this trend 
continued through 2022. 



76  

¶ The areas with the most fatalities and serious injuries in Region 1 correlate with the areas 
that have the most poverty and ethnic and racial diversity. Due to data limitations, it is 
unknown if there is over-representation in race/ethnicity or poverty; however, because 
these are factors in fatalities and serious injuries, Region 1 will continue to make 
Southeast Portland a focus, and work with diverse groups on identifying and addressing 
their traffic safety concerns. 

¶ The counties in Region 1 have unique characteristics and traffic safety issues; however, 
impaired driving, pedestrians, and motorcyclists are issues across the Region. 

¶ Bicycle fatalities and serious injuries have decreased in Region 1; however, this group of 
vulnerable users will continue to be a priority through grassroots efforts. 

¶ Since 2018, the City of Portland continues to account for a larger portion of all Region 1 
fatalities, making it a priority in the effort to move towards decreasing fatalities in the 
Region. 

¶ Due to the fact that the majority of ethnicity and race diversity exists in East Portland, and 
to some extent the Hispanic population in Washington County, Region 1 will continue to 
work with organizations on providing traffic safety materials for non-English, ESL and 
LEP speakers with a focus on providing materials and education that is culturally 
appropriate and meets their unique needs as self-identified, with direction and input by 
the impacted communities. 

¶ Teens who have access and participate in Driver Education are better drivers, which 
necessitates an effort to increase access and participation to driver education regardless 
of income or ethnicity. 

¶ Just as Southeast Portland bears the brunt of fatalities and serious injuries, it also bears 
the brunt of pedestrian fatalities and serious injuries where a significant portion of these 
are houseless individuals, indicating the need for a continued focus in this area on 
pedestrian education and safety for both pedestrians and drivers. Because the areas that 
experience the most pedestrian fatalities and serious injuries are also the poorest and 
most ethnically and racially diverse, Region 1 will continue to work with partners to reach 
these groups with traffic safety education and outreach. 

¶ Although Region 1 has a low fatality rate for children 0-11, Multnomah County and East 
Portland bear the brunt of traffic crashes that result in disabling injuries for children of this 
age group. Disability, for a family already coping with poverty, can be a lifetime sentence 
to poverty. Currently Region 1 has a limited ability to meet the needs of low-income 
families who cannot afford a co-pay for a child restraint, and the high rate of mis-use is 
indicative of the need for education and appropriate car seats to protect our most 
vulnerable citizens. In addition, the free car seat programs in Region 1 also serve the 
racial and ethnically diverse populations of Portland, indicating that if equity is a NHTSA 
goal then programs to provide car seats to low-income families need to be more flexible 
and have greater reach than they currently do. 

¶ Once a person receives a driver license in the United States, there is rarely an 
opportunity or a requirement for them to learn new laws or refamiliarize themselves with 
the old ones, except in the case of age or disability. Due to immigration to Oregon from 
other states and countries, lack of access to Driver Education and general lack of 
knowledge about Oregon traffic laws it is evident that more outreach and education 
needs to reach the general public in regard to their responsibilities as drivers and the 
consequences of certain behaviors. 
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¶ Due to data limitations Region 1 and the State of Oregon has limited knowledge of how 
prior driving behavior impacts the likelihood of a fatal or serious injury crash, and whether 
or not driver intervention programs are effective. More data and information is needed to 
ascertain whether or not Oregon is succeeding in rehabilitating its most risky drivers or at 
least getting them off the roads before they cause irreparable harm. 

¶ As discussed previously, impaired driving is the second largest cause of fatalities and 
serious injuries in Region 1. Recent public engagement throughout the Region has 
revealed the need for all sectors involved in the impaired driving issue, Law Enforcement, 
Drug Task Force Members, Judicial; Parole and probation; VIP Coordinators, 
Prosecution; Prevention; DMV; Treatment and Evaluation; Hospital, Regional OLCC, 
Traffic Safety; DPSST; Regional ODOT, Commerce and Compliance Division, and non-
profit organizations to break silos and work together to decrease fatalities and serious 
injuries resulting from impaired driving. 

¶ Speed is the second largest cause of fatalities and serious injuries in Region 1, where 
thereôs also a concern in the increase of speed racing events, and although this behavior 
has not yet accounted for a high percentage of speed related deaths, it needs to be 
addressed as indicated by the legislation passed in 2023. 

¶ In Region 1 traffic engineering and safety have a symbiotic relationship, recognizing that 
engineering solutions are more effective when accompanied by education and outreach. 
Region 1 Traffic Safety will continue to work with engineering on supporting hot spots and 
engineering solutions with accompanying education and outreach when identified as an 
appropriate countermeasure. 
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Region  2 Overview  

Region 2 works to reduce traffic crashes on state 
and local roads through grant projects and other 
countermeasures found within various statewide 
programs in TSOôs annual Highway Safety Plan (i.e., 
impaired driving, occupant protection, and speed). 
The RTSC leads coordination within the Regionôs 
public and private agencies and organizations, 
including local transportation safety committees and 
law enforcement, to enhance transportation safety 
programs and their effectiveness within the identified 
high crash areas. 

Region 2 is made up of 10 counties as well as a 
section of Washington, Clackamas, Jefferson, 
Deschutes, and Klamath counties. Region 2 is 
responsible for the safety, construction, and 
maintenance of almost 25% of state highway miles 
that cover the Willamette Valley, North and Central 
Coast, Coast Range, and Central Cascade passes. 
The Region is made up of urban and rural areas with 
unique traffic safety issues, ethnic and cultural 
diversity, and disparities in traffic crashes for aging 
drivers and young drivers. 

 
2020 Percent of Population by Ethnicity, ODOT Region 2 
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Region 2 - Fatalities And Serious Injuries  
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Region  2 Problem  Identification  

In Region 2, roadway departure and intersection crash types result in the highest number of 
fatalities and serious injuries. And despite efforts to reduce traffic fatalities over the last decade, 
speed, alcohol/drugs, distracted driving, and improper safety belt use continue to be major 
factors contributing to deaths and injuries on all the Regionôs roads. Other challenges in the 
Region include teen driver, aging driver, motorcyclist, and pedestrian crashes. 

Region 2 has seen an increase in drug impaired fatal and serious injury crashes. There is a 
need for more training for law enforcement officers (Drug Recognition, ARIDE, court testimony, 
recent case opinions, etc.), and public education campaigns related to reducing drug impaired 
driving. 

There continues to be a need to provide education and resources to local traffic safety 
committees on the 4-E (education, engineering, enforcement, and emergency medical services) 
approach to transportation safety and provide education to communities in various languages. 
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Region  3 Overview  

Region 3 is the Oregon Department of 
Transportationôs Southwest Oregon region, 
extending from the Oregon coast to Crater 
Lake, and from the northern California 
border to the borders of Lane and Douglas 
counties. The region oversees public 
transportation investments in Coos, Curry, 
Douglas, Jackson and Josephine Counties. 
The geographic diversity in the region is 
extraordinary. The gem of Oregon's only 
National Park is Crater Lake, the deepest 
and possibly the óbluestô lake in the 
country. The region has a wide range of 
rivers and lakes, coastline, mountains, 
wetlands, desert, and the largest stand of 
old growth timber in the world. 

Region 3 works to reduce traffic crashes on its state, county and city roads through grant 
projects and other countermeasures found within various statewide programs in TSOôs annual 
Highway Safety Plan (i.e., impaired driving, occupant protection, and speed). The RTSC leads 
coordination within the Region with public and private agencies and organizations, including 
local transportation safety committees and law enforcement, to enhance safety programs and 
their effectiveness within the identified high crash areas. 

Region  3 Problem  Identification  

In 2020, Region 3 had 15 percent of total state traffic fatalities compared with 12 percent of the 
stateôs licensed drivers. Despite sustained reductions in traffic fatalities over the last decade, 
speed, alcohol, and roadway departure continue to be major factors contributing to deaths and 
injuries on all roads within Region 3. 

Roadway departure remains the top type of fatal and serious injury crashes in Region 3, 
accounting for 52 percent of all fatal and serious injuries in 2020; followed by alcohol or drug 
involved (one substance) at 31 percent, and speed at 26 percent; however, all three causes 
have strong overlap. While fatal and serious injuries decreased in 2020 by 27 percent, Region 3 
fatalities decreased 17 percent. 

Although roadway departure was noted as the top cause of fatal and serious injury crashes in 
the region, the majority have factors that include speed, impairment, and/or distraction; while 
others had no known aggravating factors, which could also include falling asleep, medical 
issues or suicide. 

Speed was a contributing factor in 78 fatal and serious injury crashes in Region 3 (15 percent of 
the statewide fatal and serious injury crashes) in 2020, decreasing considerably from 96 in 
2019. 
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Although Region 3 saw decreases in many of the crash categories, this is not 
reflective of a downward trend but rather the result of a global pandemic -induced 
anomaly,  and preliminary 2021  data indicates  an increase  in  fatalities  and serious 
injuries. Initial fatal crash notifications also indicate that this trend continued 
through 2022.  

In 2020, 15 percent of the statewide alcohol and/or drug involved fatal and serious injury 
crashes (92) occurred in Region 3. 

Drug involved fatal and serious injuries decreased in Region 3 from 62, to 50 in 2020 which 
equated to 16 percent of the statewide total. 

 

 

 

 
The tables below provide the 2016-2020 fatality and serious injury average by mode and 
aggravating factor, the representative percentage of all Region 3 fatalities and serious injuries 
by county, and the percentage increase or decrease from 2019 ï 2020. 

 
2016-2020 Average  Fatalities  and Serious  Injuries  by Region  and County  

 
Coos  

2016-2020 
Average  

% of  Region  3 
Fatalities  & Serious  

Injuries  
Increase/Decrease 
from  2019 to  2020 

Roadway Departure 23 14% -42% 

Alcohol or Drug Involved 11 11% 67% 

Speed 14 16% -69% 

Peds 2 9% 50% 

Motorcyclists 3 7% - 

Young Drivers 15-20 5 12% -50% 

Distracted Driving 3 3% 34% 

Poly-substance 2 11% -300% 

Bicyclists .6 9% 300% 

 
Curry  

2016-2020 
Average  

% of  Region  3 
Fatalities  & Serious  

Injuries  
Increase/Decrease 
from  2019 to  2020 

Roadway Departure 7 4% -47% 

Alcohol or Drug Involved 5 5% - 

Speed 3 4% -30% 

Peds 1 5% - 

Motorcyclists 1 2% 300% 

Young Drivers 15-20 1 3% 100% 

Distracted Driving 1 3% 200% 

Poly-substance .6 4% 300% 

Bicyclists .6 9% -100% 

 

 
Douglas  

 
2016-2020 

Average  

% of  Region  3 

Fatalities  & Serious  

Injuries  

 

Increase/Decrease 

from  2019 to  2020 

Roadway Departure 55 32% -26% 
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Alcohol or Drug Involved 26 26% -6% 

Speed 24 27% -14% 

Peds 4 18% -40% 

Motorcyclists 14 30% 82% 

Young Drivers 15-20 11 23% 8% 

Distracted Driving 11 33% -23% 

Poly-substance 6 32% 25% 

Bicyclists 3 43% -67% 

 

 
Jackson  

 

 
2016-2020 Average  

% of  Region  3 

Fatalities  & Serious  

Injuries  

 

Increase/Decrease 

from  2019 to  2020 

Roadway Departure 57 33% -15% 

Alcohol or Drug Involved 38 38% -52% 

Speed 32 36% 15% 

Peds 11 48% -12% 

Motorcyclists 23 48% -16% 

Young Drivers 15-20 17 41% 23% 

Distracted Driving 12 36% -22% 

Poly-substance 7 37% -93% 

Bicyclists 3 43% -43% 

 

 
Josephine  

 

 
2016-2020 Average  

% of  Region  3 

Fatalities  & Serious  

Injuries  

 

Increase/Decrease 

from  2019 to  2020 

Roadway Departure 33 19% -46% 

Alcohol or Drug Involved 21 21% 17% 

Speed 15 17% - 

Peds 5 22% -80% 

Motorcyclists 7 15% 34% 

Young Drivers 15-20 8 19% 13% 

Distracted Driving 6 18% -58% 

Poly-substance 4 21% 400% 

Bicyclists .6 9% 100% 
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Fatalities  & Serious  Injuries,  Region  3 
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When reviewing fatal and serious injury data in Region 3 it is important to consider that in some 
counties you can see what appears to be a substantial increase or decrease in a particular 
crash mode. That is typically due to an increase/decrease of one or two total fatalities or serious 
injuries in a small county. While numbers are tracked year to year, watching the overall trend 
over several years and watching the direction of an average is more indicative of a program 
area concern getting better or worse in Region 3. 
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Region  4 Overview  

 
Region 4 works to reduce traffic crashes on state and local roads through grant projects and 

other countermeasures within various statewide programs in TSOôs annual Highway Safety Plan 
(i.e., impaired driving, occupant protection, and 
speed). The RTSC leads 
coordination within the 
Region with public and 
private agencies and 
organizations, including 
local transportation safety 
committees and law 
enforcement, to enhance 
safety programs and their 
effectiveness within the 
identified high crash areas. 

The wide ranging 
differences within Region 4 
make each of the nine 
counties unique in 
population characteristics 
and highway types, which 
in turn impacts safety 
factors such as presence 
of law enforcement, 
emergency medical service 

Region 4 Population by County 
Wasco, 

Sherman, 
1,686, 0% 

Lake, 
7,896 , 2% 

26,274, 
8% 

Wheeler, 1,417, 0% 
Crook, 
23,733, 

7% 

 

Klamath, 
67,606, 

20% 

 
Jefferson, 
24,048, 

7% 

 
 
 

 
Deschutes 
, 191,749, 

55% 

 
Gilliam, 

1,896, 1% 

 

response time, traffic amenities and public transportation, and availability of protected active 
transportation facilities such as sidewalks and bike lanes. 

The variety in population size and diversity between Region 4 counties is very large, and difficult 

to observe in charts depicting the entire region at a glance. It is for this reason that the following 

  

 
(VMT) 2020 

 

 
4 

 

 
(sq mi) 

1. CROOK 111,632,468 5.1% 10.7% 

2. DESCHUTES 707,837,285 32.1% ŷ 10.9% 

3. GILLIAM  162,358,611 7.4% ŷ 4.3% 

4. JEFFERSON 194,079,458 8.8% ŷ 6.4% 

5. KLAMATH  460,439,565 20.8% 21.4% 

6. LAKE 67,684,889 3.1% 28.6% 

7. SHERMAN 125,358,841 5.7%ŷ 3% 

8. WASCO 359,920,312 16.3% ŷ 8.6% 

9. WHEELER 19,137,786 0.9% 6.2% 
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charts are listed by county to illustrate the details that would have otherwise been lost when 

comparing the race and age characteristics of residents living in both the urban and rural areas. 

All data is taken from the 2020 US Census to allow analysis of the crash data within the context 

of the communities in which they occurred, and prior to the many changes brought about by the 

COVID-19 pandemic. 
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2020 Population by Age 
Deschutes County 
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Wasco County 2020 Population by Race - Wasco 
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Figure 4: Recreational Marijuana Retailers and Laboratories 
June 2023.Sources: OLCC 

Region  4 Problem  Identification  

Impaired Driving  

One of the top three involved factors in fatal and serious injury crashes both statewide and 
within Region 4 is that of impaired driving. Whether alcohol only, drug only, or poly-substance 
involved crashes, Oregon is seeing a rise in impaired driving crashes. The highest occurrences 
of these crashes are in the most populated counties of ODOTôs Region 4. 

Over the last several years however even less densely populated counties have maintained or 
seen an increase in impaired driving fatal and serious injury crashes. This suggests the 
magnitude of this problem to be widespread and not reliant on single factors, such as close 
proximity to alcohol distributors or marijuana dispensaries. Recreational marijuana dispensaries 
are currently only permitted in Deschutes, Jefferson, Klamath, Lake, and Wasco counties as of 
2023. 

The complex factors leading to impaired driving crashes, as discussed in the Impaired Driving 
Program chapter, impact both Region 4ôs rural and urban counties. Proven countermeasures, 
such as high visibility enforcement details paired with strong public education, awareness, and 
prevention programs are necessary to change road user mindsets and community cultural 
norms surrounding impaired driving; to make driving impaired unacceptable within every 
demographic and at all locations. 
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Total Drug OR Acohol Involved F&A Crashes 
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Figure 5: Fatal or Serious Injury Crashes involving 
Drugs. Region 4 2015-2020. Sources: OTSDE 

 
 
 
 
 
 

 

Figure 7: Sources: Crash Analysis Reporting Unit, Oregon Department of Transportation 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
Figure 6: Fatal or Serious Injury Crashes involving 
Alcohol. Region 4 2015-2020. Source: OTSDE 
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Figure 8: Sources: 2010 US Census via Oregon Conservation 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
Figure 9: Fatal Crashes involving Speeding ï Region 4 
2015-2020 Source: OTSDE 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
Figure 10 Serious Injury Crashes involving Speeding ï 

Region 4 2015-2020 Source: OTSDE 

Speed 

Even though cars have become safer, and infrastructure is continually maintained and 
improved, more vehicle miles driven closely correlates with increased traffic fatalities and 
serious injuries. Region 4 is largely rural in nature with many miles of rural highways, which are 
associated with higher speed and roadway departure crashes. These two crash types are the 
top two involved factors for fatal and serious injuries in Region 4. Central Oregon is among the 
fastest growing regions in the country and brings with it an increase in traffic volume, another 
increase to vehicle miles 
traveled. 

The rural nature of a majority of 
Region 4ôs high desert 
highways present unique 
challenges to transportation 
safety. The flat and straight 
highways along with increased 
speed limits promote high 
speed driving, but where these 
highways also serve as the 
main streets for small towns, 
there is increased danger to all 
users of the system. The longer 
distances between population 
centers decreases enforcement 
capabilities and increases 
response and travel times for first responders to provide essential services. Less densely 
populated areas may have few law enforcement officers within their communities but having 
high traffic volumes using the large arterial highways that cut through their areas. This inequity 
in resources further exacerbates the problem of driver complacency owing to little or no 
enforced consequences. 
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Speed Involved Fatal and Serious Injury Crashes 
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Figure 11: Sources: Crash Analysis Reporting Unit, Oregon Department of Transportation. 

The role of the Region programs and the 
coordinators who facilitate them is to use 
crash data to identify safety concerns 
within their regional communities, with the 
objective to work with local partners to 
reduce fatal and serious injury crashes. 
This is done at the request of the 
agencies and groups within the counties 
and cities who request NHTSA funding 
and technical support from the 
Transportation Safety Office on an 
ongoing basis throughout each grant 
year. Unlike the larger statewide subject-
based programs who create large-scale 
strategies to be used across all of 
Oregon, the ODOT Regions work with 
each of the program areas to assist in 
developing smaller yet meaningful and 
effective projects at the request of local 
partners, and in a targeted approach. 
RTSCs work within all TSO program 
areas to assist local safety groups and 
governments in providing transportation 
safety outreach, communication, and 
education. 



94  

Region  5 Overview  

Region 5 is responsible for the safety, construction, and maintenance of the Stateôs Highway 
System in the eight eastern counties in the state: Morrow, 
Umatilla, Union, Baker, Wallowa, Grant, Harney, and Malheur. 
These counties make up approximately 39 percent of the total 
land area of the state with just five percent of the stateôs 
population. Region 5 is frontier and rural in nature 
encompassing 2,228 state highway, 10,384 county and 892 
city miles of roadway, with no active safety corridors. 

Region 5 works to reduce traffic crashes on state and local 
roads through grant projects and other countermeasures 
within various statewide programs in TSOôs annual Highway 
Safety Plan (i.e., impaired driving, occupant protection, speed, 
etc.). Leads coordination within the Region with public and 
private agencies and organizations, including local 
transportation safety committees and law enforcement, to 
enhance safety programs and their effectiveness within the 
identified high crash areas. 

The widely ranging differences within Region 5 make each of the eight counties unique in 
population characteristics and highway types, which in turn impacts safety factors such as 
presence of law enforcement, emergency medical service response time, traffic amenities and 
public transportation, and availability of protected active transportation facilities such as 
sidewalks and bike lanes. 

 

 

Vehicle  Miles  Traveled 
(VMT) 2020 

% of  VMT in 
Region 5  

% Land  Area in 
Region 5 
(sq mi)  

1. MORROW 190,555,308 9.9% 5.4% 

2. UMATILLA  667,165,418 34.6% 8.4% 

3. UNION 257,351,071 13.4% 5.3% 

4. WALLOWA  42,578,057 2.2% 8.2% 

5. GRANT 56,218,596 2.9% 11.8% 

6. BAKER  292,802,116 15.2% 8.1% 

7. HARNEY 90,016,641 4.7% 26.7% 

8. MALHEUR 328,979,223 17.1% 26.1% 
Figure 1: Data from ODOT Transportation Systems Monitoring Unit 
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2020 Population by Age 
Region 5 
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Figure 2: Data from US Census 2020 

All data is taken from the 2020 US Census to 
allow analysis of the crash data within the context 
of the communities in which they occurred, and 
prior to the many changes brought about by the 
COVID-19 pandemic in figures 2-5. Itôs important 
to note that only Umatilla and Union counties are 
designated as rural whereas the other six counties 
in the region are designated as frontier meaning 
that those counties have a population density of 
fewer than six people per square mile. According 
to the National Center for Frontier Communities, 
ñFrontier America consists of 

sF i pg uar er2s: eD alyt a fpr oompUuS lCae tnes uds 2a02r0eas that are geographically isolated from population centers and services.ò 
Wallowa county has no traffic lights in the entire county, while Grant County boats a single traffic 
light. Both of these frontier counties border one of the two rural counties in the region where 
residents frequently travel to shop for their essentials so maneuvering through a variety of traffic 
patterns is critical for even the most frontier resident. Counties like Wallowa, Grant, Harney, and 
sections of Malheur County are hours from an interstate or other major highway. Traveling 
throughout the region is typically communicated in terms of time ñhow long it takes to get 
somewhereò vs. how many miles it is from one location to the next because unlike more urban 
areas of the state, traffic congestion does not impact travel time between locations. When 
considering travel in terms of time (able to be manipulated) vs. distance (fixed), things like 
speed become a more significant consideration in the region. Mountain passes and the wide-
open spaces of the high desert provide challenges in emergency response time, law 
enforcement coverage, and even things like cell phone coverage. 

Frontier counties like Grant, Harney, Baker, and 
Wallowa are considered retirement communities with 
large percentages of their population over 50 years 
old. The other four counties in the region, have more 
of an even split amoung ages and even lean more 
towards a younger demographic. These four counties 
also happen to be the four most populated counties 
in Region 5. 

As depicted in figure 4, 2020 population by race in 
Region 5, the region is primarily white (61%), with a 
substantial hispanic or latino population (18%), and 
much smaller populations of other races as listed. 
Migrant and seasonal farmworkers and non- 

Figure 3: Data from US Census 2020  famworkers in those households have larger 
populations in Morrow, Umatilla, and Malheur 

Counties than other counties in the region according to the Estimates of Migrant and Seasonal 
Farmworkers in Agriculture, 2018 Update assembled by the Oregon Health Authority. These are 
also the three counties with the highest hispanic or latio populations. Eastern Oregon University 
located in La Grande (Union County) also draws a variety of races to the area to further their 
education. In particular, EOU attracts many Pacific Islander students to their campus ñdue to 
affordability, while others attend because the tight-knit community reminds them of home. 
Kinship, family and community are highly regarded in island culture, so EOUôs rural setting helps 

2020 Population by County 
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Region  5 

County  Percent  

Baker 14.5% 

Grant 13.9% 

Harney 12.6% 

Malheur 19.5% 

Morrow 11.5% 

Umatilla 11.7% 

Union 12.6% 

Wallowa 11.6% 

 

2020 Population by Race Region 5 
8% 

Hispanic or Latino (of any race) 736 (less 
than 1%) 

18% 
9% 

White 
1% 

2% 
Black or African American 

1% 
American Indian or Alaska Native 

Asian 

Native Hawaiian & Other Pacific Islander 

Some other Race 

Two or more races 61% 

students feel instantly connectedò according to the EOU Press story Pacific Islanders Navigate 
Higher Education, April 20, 2020. Pacific Islanders do make up a small percentage of the 
overall population of the region with only 736 total people identified in this population group. 
However, 492 of them reside in Union County, totaling 1.9% of the countyôs population. 

 

Figure 4: Data from US Census 2020 
 
 

 

2020 Percent of Total Popula on in Poverty 
 

Figure 5: Data from US Census 2020 
 

 

In 2020, the statewide average of the Oregon population that lived in poverty was 11 percent. 
Each county in Region 5 was above the statewide average with Malheur county recorded at 
19.5% at the highest rate in the region and Morrow county recorded at 11.5%, the lowest rate in 
the region. Poverty impacts all aspects of a person's livelihood including transportation choices. 
If a person in poverty is able to afford a vehicle, the safety of the vehicle, age of the vehicle, and 
condition of the vehicle may all be impacted. Other traffic safety decisions that can be impacted 
by poverty include safety equipment such as helmets and safety seats for children. Families 
who struggle with food insecurity, housing, utility bills, employment, and other responsibilities 
may not prioritize helmets and safety seats for their children. When poverty is considered in 
relation to the distance some families would have to travel to purchase helmets and safety seats 
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due to their frontier communities, the barriers for families in poverty to provide safety equipment 
to their families becomes even greater. As an example, only Umatilla, Union, and Malheur 
counties have retail outlets where child safety seats can be purchased new. 

Despite reductions in traffic fatalities over the last decade, recent years have shown an increase 
statewide and nationally in numbers. Roadway departure, speed, and driving under the 
influence continue to be major factors in fatal and serious injuries in Region 5 as reflected by the 
data. Building a positive safety culture to change poor human behaviors is needed to maintain 
the momentum toward reducing fatal and serious injury crashes. 

In 2020, fatalities due to traffic crashes in Region 5 were over represented with 7.3 percent of 
the stateôs fatalities. However, this number represents a decrease in total fatalities from 41 in 
2019 to 37 in 2020. In the same year, serious injuries due to traffic crashes increased in number 
and percent of the stateôs total with 112 total serious injuries which is up from 2019 where 95 
serious injuries were recorded for the region. This number represents 7 percent of the stateôs 
total serious injuries due to traffic crashes. It is noteworthy that in 2018, the numbers were lower 
than they had been in a decade. The increase from 2018 to 2019 and then to 2020 is more in 
line with the trend previous to 2018. 

Fatalities and serious injuries in Region 5 saw an increase in all categories except alcohol 
impaired driving, drug impaired driving, and pedestrians killed or injured. 

Traditionally, a large percentage of fatalities and serious injuries are a result of a roadway 
departure crash due to the rural nature of the region and continues to be the top contributor to 
fatal and serious injury crashes in Region 5. In 2020 there were 93 fatalities and serious injuries 
from these crash types, up from 79 in 2019. This represents 62.4 percent of the total fatalities 
and serious injuries in Region 5 for 2020, and 9.8 percent of statewide roadway departure 
fatalities and serious injuries. Speed related crashes are the second highest cause of fatal and 
serious injury crashes in the region with 25.5 percent (38) of all Region 5 fatalities and serious 
injuries being speed involved. In 2020, Region 5 accounted for 7.1 percent of statewide speed 
involved fatalities and serious injuries. Behind speed, alcohol involved fatalities and serious 
injuries are the third highest cause of fatal and serious injury crashes in the region with 12.8 
percent (19) of all Region 5 fatalities and serious injuries being alcohol involved, despite this 
number being down from 23 in 2019. The region accounted for 4.6 percent of statewide alcohol 
involved fatalities and serious injuries. 

Although roadway departure was the top contributor of fatal and serious injury crashes in 
Region 5, itôs important to note that the majority of roadway departure crashes involve at least 
one aggravating factor that could include speed, impairment, distraction, drowsy driving, medical 
event, and even suicide. 

Region 5 saw decreases in impaired driving (alcohol involved and drug involved) and pedestrian 
fatalities and serious injuries in 2020 and increases in all other areas. Unfortunately, preliminary 
2021 data indicates continued increases in all areas with the exception of a second-year 
decrease in drug involved fatalities and serious injuries, and a decrease in bicyclist fatalities and 
serious injuries. This data shows a 30 percent (45) increase in fatalities and serious injuries with 
a 27 percent increase in fatalities (10) and a 31 percent increase (35) in serious injuries. 

By maintenance boundaries, Region 5 includes small sections of Gilliam and Wheeler counties 
in addition to the eight counties referenced previously; however, only the eight counties 
described are served by the Region 5 Transportation Safety Coordinator, leaving Gilliam and 
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Wheeler counties in their entirety served by the Region 4 Transportation Safety Coordinator. 

The tables below provide the 2026-2020 fatality and serious injury average by mode and 
aggravating factor, the representative percentage of all Region 5 fatalities and serious injuries 
by county and the percentage increase or decrease from 2019 ï 2020. 

 
2016-2020 Average  Fatalities  and Serious  Injuries  by Region  and County  

 

 

 

 
Baker  

2016- 
2020 

Average  

% of  Region  5 
Fatalities  & Serious  

Injuries  by Factor 
(2016-2020 Average)  

 
Increase/Decrease 

from 2019 -2020 

Roadway Departure 12 14% 30% 

Alcohol or Drug Involved (one substance) 4 13% 67% 

Speed 4 10% 100% 

Peds 1 2% - 

Motorcyclists 2 11% -100% 

Young Drivers 15-20 1 1% - 

Distracted Driving 2 13% -67% 

Poly-substance 1 20% -50% 

Bicyclists 0.4 1% - 

 

 
Grant  

2016- 
2020 

Average  

% of  Region  5 
Fatalities & Serious 

Injuries by Factor 
(2016-2020 Average)  

 
Increase/Decrease 

from 2019 -2020 

Roadway Departure 4 5% 100% 

Alcohol or Drug Involved (one substance) 1 3% 500% 

Speed 3 8% 150% 

Peds 0 0% - 

Motorcyclists 2 11% - 

Young Drivers 15-20 1 1% 200% 

Distracted Driving 0.4 3% -100% 

Poly-substance 0 0% - 

Bicyclists 0 0% - 

 
 

 
Harney  

 
2016- 

2020 

Average  

% of  Region  5 

Fatalities  & Serious  

Injuries  by Factor 
(2016-2020 Average)  

 

 

Increase/Decrease 

from 2019 -2020 

Roadway Departure 8 9% 14% 

Alcohol or Drug Involved (one substance) 3 9% -60% 

Speed 3 8% - 

Peds 0.2 3% -100% 

Motorcyclists 2 11% 300% 

Young Drivers 15-20 3 15% - 

Distracted Driving 3 20% - 

Poly-substance 0 0% - 

Bicyclists 0 0% - 
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Malheur  

 
2016- 

2020 

Average  

% of  Region  5 

Fatalities  & Serious 

Injuries by Factor  

(2016-2020 Average)  

 

 

Increase/Decrease 

from 2019 -2020 

Roadway Departure 22 25% 24% 

Alcohol or Drug Involved (one substance) 5 16% 17% 

Speed 9 23% 225% 

Peds 1 2% 50% 

Motorcyclists 3 16% 200% 

Young Drivers 15-20 7 35% 350% 

Distracted Driving 3 20% 33% 

Poly-substance 2 40% 50% 

Bicyclists 0.2 10% - 

 
 

 
Morrow  

 
2016- 

2020 

Average  

% of  Region  5 

Fatalities  & Serious 

Injuries by Factor  
(2016-2020 Average)  

 

 

Increase/Decrease 

from 2019 -2020 

Roadway Departure 8 9% 43% 

Alcohol or Drug Involved (one substance) 1 3% - 

Speed 5 13% -33% 

Peds 0.4 7% - 

Motorcyclists 2 11% -100% 

Young Drivers 15-20 1 5% -100% 

Distracted Driving 2 13% 33% 

Poly-substance 0 0% - 

Bicyclists 0.2 10% 100% 

 
 

 
Umatilla  

 
2016- 

2020 

Average  

% of  Region  5 

Fatalities  & Serious 

Injuries by Factor  

(2016-2020 Average)  

 

 

Increase/Decrease 

from 2019 -2020 

Roadway Departure 21 24% -4% 

Alcohol or Drug Involved (one substance) 13 41% -28% 

Speed 10 26% -20% 

Peds 3 50% - 

Motorcyclists 6 32% -25% 

Young Drivers 15-20 6 30% 175% 

Distracted Driving 3 20% 250% 

Poly-substance 2 40% -75% 

Bicyclists 1 50% 200% 

 
 

 
Union  

 
2016- 

2020 

Average  

% of  Region  5 

Fatalities  & Serious 

Injuries by Factor  

(2016-2020 Average)  

 

 

Increase/Decrease 

from 2019 -2020 

Roadway Departure 9 10% 33% 

Alcohol or Drug Involved (one substance) 3 9% -75% 

Speed 4 10% -40% 

Peds 0.2 3% - 

Motorcyclists 1 5% 50% 

Young Drivers 15-20 1 5% - 
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Fatalities & Serious Injuries, Region 5 
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Distracted Driving 2 13% 400% 

Poly-substance 0 0% - 

Bicyclists 0 0% - 

 
 

 
Wallowa  

 
2016- 

2020 

Average  

% of  Region  5 

Fatalities  & Serious 

Injuries by Factor  
(2016-2020 Average)  

 

 

Increase/Decrease 

from 2019 -2020 

Roadway Departure 5 6% -40% 

Alcohol or Drug Involved (one substance) 0.4 1% - 

Speed 1 3% -100% 

Peds 0.4 7% -100% 

Motorcyclists 1 5% 100% 

Young Drivers 15-20 0.4 2% - 

Distracted Driving 0.4 3% -100% 

Poly-substance 0 0% - 

Bicyclists 0 0% - 

When reviewing fatal and serious injury data in Region 5 it is important to remember that the 
numbers are much smaller than in other regions and sometimes from one year to the next, you 
can see what appears to be a substantial increase in a particular issue based on a 100+ percent 
increase as noted in several instances in the table above. The reality in some of these cases is 
that that substantial jump can be due to an increase by one or two total fatalities or serious 
injuries in a particular county. While numbers are tracked year to year, watching the overall 
trend over several years and watching the direction of an average is more indicative of an issue 
getting better or worse in Region 5. 

 

Figure 6: Sources: Crash Analysis Reporting Unit, Oregon Department of Transportation 
Note: There may be more than one factor coded in a single crash. (For example, a driver seriously injured in a 
roadway departure crash may also have been speeding.) 
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As identified in the Statewide Chapter and discussed previously in this section, roadway 
departure is the most frequently recorded crash factor in Region 5. The second most frequently 
recorded crash factor in Region 5 is speed. Even though cars have grown safer, and 
infrastructure is continually improved, more vehicle miles driven closely correlates with 
increased traffic fatalities and serious injuries. Region 5 is largely frontier/rural in nature with 
many miles of rural highways, which are associated with higher speed and roadway departure 
crashes. 

The rural nature of Region 5ôs high desert 
highways and mountain passes present 
unique challenges to transportation safety. 
The flat and straight highways along with 
increased speed limits promote high speed 
driving, but where these highways also serve 
as the main streets for small towns there is 
increased danger to all users of the system. 
The longer distances between population 
centers decreases the enforcement 
capabilities and increases the response and 
travel times for first responders to provide 
essential services. Less densely populated 
areas may have few law enforcement officers 

Figure 7: Sources: 2010 US Census via Oregon Conservation Strategy 

within their communities but high traffic volumes utilizing the large arterial highways that cut 
through their areas. This inequity in resources further exacerbates the problem of driver 
complacency owing to no enforced consequences. 

In addition to the geographical challenges in Region 5 that lend to high speeds, in 2016, several 
state highways, I-84 throughout Region 5, and I-82 in Region 5 went through the process of 
increasing speed limits. While not all state highways in the region increased their speed limit at 
this time, Oregon State Police has noted that the average speeds on all highways in the area 
have increased. Of particular note is US95 in Malheur County which is the only highway in 
Oregon outside of the interstates, that increased the speed to 70 miles per hour. 

Region 5 was also the first region in the state to construct regulatory (enforceable) variable 
speed limit (VSL) corridor in 2016. This 
30-mile corridor is along I-84 in the 
Baker Valley. Variable speed limit signs 
are electronic versions of black-on-white 
speed limit signs. Pavement, weather, 
and congestion sensors automatically 
adjust VSL signs to best suit conditions 
on the highway. In the Baker Valley, 
the winter pavement conditions vary 
and are unpredictable. Motorists can be 
driving on dry pavement then suddenly 
hit an icy patch. The intent of the VSL 
is to slow traffic in these trouble areas. 
When conditions improve, speed limits 
will automatically be raised. The VSL 
corridor has provided the Oregon 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

Figure 8: Oregon Department of Transportation 
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Speed Involved Fatalaties and Serious Injuries in Region 5 
by County 

18 

16 

14 

12 

10 

8 

6 

4 

2 

0 

Baker Grant Harney Malheur Morrow Umatilla Union Wallowa 

2016 2017 2018 2019 2020 

Department of Transportation with the ability to provide real-time updates to travelers during 
hazardous conditions but because these systems are not common in the state, there is a need 
for increased education on how, why, and when they work. 

 

Figure 9: Sources: Crash Analysis Reporting Unit, Oregon Department of Transportation 

 

Another unique challenge to Region 5 related to speed and winter weather conditions is the 
number of road closure events on I-84 from the Pendleton area (Umatilla County) all the way to 
Ontario (Malheur County) on the Idaho border. The ODOT District 13 office began tracking long 
term (more than two hour) road closures in the fall of 2020 on this section of I-84. 

 

Winter  Season  # Road Closures  Over  2 Hours  

10-1-2020 to 3-31-2021 24 

10-1-2021 to 3-31-2022 59 

10-1-2021 to 3-31-2023 24 

While it was recorded that the vast majority of these road closures were due to semi-trucks 
ñspinning outò or ñjackknifingò due to not chaining up prior to attempting the mountain passes 
along the route, driving too fast for conditions in conjunction with the lack of chains, is a serious 
issue in the wintertime in Region 5. When the freeway closes, some travelers attempt to find 
detours with their GPS system and many times, those alternate routes are dangerous and 
unpassable. Keeping the traveling public driving at a safe speed during winter conditions and 
obeying the chain up requirements as posted in the mountain passes is a priority of the region. 

After speed, the third most frequently recorded crash factor in Region 5 is alcohol impaired 
driving. Whether alcohol only, drug only, or poly-substance involved crashes, Oregon is seeing 
a rise in impaired driving crashes overall. Numbers for poly-substance involved crashes in 
Region 5 have not increased as sharply as in other areas of the state, but alcohol involved and 
drug involved crashes have trended up in recent years. 
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The highest occurrences of these crashes 
typically occur in the most populated 
counties in Region 5. Over the last 
several years however even the less 
densely populated counties have 
maintained or increased in impaired 
driving fatal and serious injury crashes. 
This suggests the magnitude of this 
problem to be widespread and not reliant 
on single factors such as close proximity 
to alcohol distributors or marijuana 
dispensaries. Recreational marijuana 
dispensaries are currently permitted in all 
counties in the region with the exception 
of Morrow and Union counties as of 2023. 
However, cities have the option of opting 
out of allowing dispensaries within the city 

 

 
Figure 10: Recreational Marijuana Retailers and Laboratories June 
2023 Sources: OLCC 

limits and some of the larger towns in these counties have done that. For example, the city of 
Baker City has opted out of allowing dispensaries, but the county did not. As of the date of this 
submission, Baker County currently has two dispensaries, both in very small towns in the county 
(Sumpter, population 208 and Huntington, population 502). The dispensary in Huntington was 
operating before any of the dispensaries in Ontario which resulted in a high number of travelers 
from Idaho coming into that small town to purchase marijuana. With dispensaries spread out 
over many miles in the region, citizens who choose to partake in recreational marijuana are 
driving a considerable number of miles to make their purchases. 

In comparison, availability of alcohol is still more 
widespread as you can see in figure 11. This 
map only shows liquor stores but if it were to be 
updated to show all locations where beer and 
wine could be purchased, the density of the 
outlets would overtake the map. 

Countermeasures at both the statewide and 
community levels will be necessary to start 
changing the mindset and cultural norms 
surrounding impaired driving, making it 
unacceptable within every demographic and all 
locations. 

Figure 11: Liquor Store Finder June 2023 Sources: OLCC 
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Figure 12: Sources: Crash Analysis Reporting Unit, Oregon Department of Transportation 

The role of the Region programs and the coordinators who facilitate them is to utilize crash data 
to identify safety concerns within their regional communities with the objective to work with local 
partners to reduce fatal and serious injury crashes. This is done at the request of the agencies 
and groups within the counties and cities who request 402 funding and technical support from 
the Transportation Safety Office on an ongoing basis throughout each grant year. Unlike the 
larger statewide subject-based programs who create large-scale strategies to be used across all 
of Oregon, the regions work within each of the program areas to assist in developing smaller yet 
meaningful and effective projects at the request of local partners in a targeted approach. 
RTSCs work within all TSO program areas to assist local safety groups and governments in 
providing outreach, communication, and education. 

Conclusion  

Since the first automobile was sold in the United States in 1889, traffic fatalities trended upward 
from 26 in 189943 to an all-time high of 54,589 in 1979. Since 1899, 3,869,676 people have died 
on our nationôs roadways. Since 2000, more people have died on our nations roadways than 
those who perished in both World Wars. Traffic crashes are the most significant and preventable 
public health issue of our time. 

Changing Oregonôs transportation culture can be worked on through education and 
enforcement, while amplifying traffic safety messages by conducting outreach through existing 
channels and partnerships key to reversing this trend. Oregon works toward zero deaths (TSAP 
goal) by managing programs to address specific behavioral issues, safety issues, and/or modes 
that all have unique challenges, aggravating factors and culturally specific considerations, e.g. 
the motorcycle riding community, in the effort to decrease fatal and serious injury crashes. Part 
of the education and outreach is media plans that are geographic, age and travel mode specific. 

 
43 NHTSA Motor Vehicle Traffic Fatalities and Fatality Rates. Accessed 10 June 2023. 
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Maintaining a robust and nationally renowned Driver Education program is also key to 
systematic change, as well as reaching certain groups with culturally specific and appropriate 
messaging. 

Recognizing the distinctive characteristics of the ODOT Regions and working to provide 
programs that recognize the diversity of Oregon are key to positively influence roadway safety, 
as well as providing training for traffic safety partners. Public participation and input that result in 
problem identification, and appropriate interventions that incorporate and respond to solicited 
feedback are crucial to changing our transportation culture to one that recognizes and values 
local communities over dangerous driving and riding behaviors. 

Strategy  ï Education,  outreach,  communications  and training.  

Problem 1300.11(b)(4)(i)  

Education, outreach, communications and training help address the problem of increasing 
fatalities and injuries as identified in the statewide problem identification. 

Countermeasures  and Justification  1300.11(b)(4)(ii)  1300.12(b)(2)(viii)  

Communications, Training, Outreach and Education ï 1300.11(b)(4)(ii)(B) - Partnerships in 
collaboration with communities and non-profits to address traffic safety issues through 
grassroots efforts. 

Outreach and education efforts focus on maintaining and building on partnerships with law 
enforcement, health educators and programs, traffic engineering, government traffic safety 
counterparts, injury prevention specialists, communities, neighborhood associations and non-
profit organizations and advocates. Education and outreach efforts emphasize addressing traffic 
safety issues through grassroots efforts in collaboration with communities and other partners. 

While the effectiveness of community engagement through grassroots efforts is supported more 
by qualitative studies rather than quantitative data, numerous researchers have concluded that 
community engagement is a critical component of any public health strategy.44,45 Community 
engagement serves as ña powerful vehicle for bringing about environmental and behavioral 
changes that will improve the health of the community and its members. [It] often involves 
partnerships and coalitions that help mobilize resources and influence systems, change 
relationships among partners, and serve as catalysts for changing policies, programs and 
practices.ò46 1300.11(b)(4)(iii) 

Further explanations of countermeasures and justifications are stated in the individual program 
chapters that follow. 

 
 
 

 
44 O'Mara-Eves A, Brunton G, Oliver S, Kavanagh J, Jamal F, Thomas J. The effectiveness of community engagement in public 

health interventions for disadvantaged groups: a meta-analysis. BMC Public Health. 2015 Feb 12;15:129. doi: 

10.1186/s12889-015-1352-y. PMID: 25885588; PMCID: PMC4374501 
45 Bassler, A. et al.,òDeveloping Effective Citizen Engagement: A How-to Guide for Community Leaders" Center for Rural 

America, 2008. 
46 Centers for Disease Control and Prevention (CDC). 2011. Principles of Community Engagement. Available at: 

https://www.atsdr.cdc.gov/communityengagement/pdf/PCE_Report_508_FINAL.pdf 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)(B)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iii)
https://www.atsdr.cdc.gov/communityengagement/pdf/PCE_Report_508_FINAL.pdf
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Countermeasures that work are tied to specific programs; however, other than enforcement, 
education and outreach campaigns are one of the few proven countermeasures for affecting 
risky driving behaviors in improving traffic safety. The statewide program uses grant funds to 
implement program activities and amplify messages from all program areas focusing on 
overrepresentation in specific areas based on geo-spatial and other data analysis. 

 

 
Targets  Countermeasures  will  address  1300.11(b)(4)(iii) : 

 

Number of traffic fatalities 1300.11(b)(3)(ii) 

Actual 5-year avg 
In 

Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2020 2024 2025 2026 

498 439 502 493 507 488 507 488 488 488 

Number of serious injuries 1300.11(b)(3)(ii) 

Actual 5-year avg 
In 

Progress Projected Targets 

2016 2017 2018 2019 2020 
2016-2020 

avg. 2020 2024 2025 2026 

1,973 1,764 1,686 1,904 1,590 1,783 1,590 1,783 1,783 1,783 

Fatalities/VMT 1300.11(b)(3)(ii) 

Actual 5-year avg 
In 

Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2020 2024 2025 2026 

1.36 1.19 1.36 1.37 1.57 1.37 1.57 1.37 1.37 1.37 

Serious injuries/VMT 1300.11(b)(3)(ii) 

Actual 5-year avg 
In 

Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2020 2024 2025 2026 

5.37 4.80 4.58 5.29 4.92 4.99 4.92 4.99 4.99 4.99 

Non-motorized fatalities and serious injuries 1300.11(b)(3)(ii) 

Actual 5-year avg 
In 

Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2020 2024 2025 2026 

280 251 249 254 261 259 261 259 259 259 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
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Allocation  of  Federal  Funds  ï Estimate  1300.11(b)(4)(iv)  
 

Funding  Source  2024 2025 2026 

402 $1,555,000 $1,555,000 $1,555,000 

402 PA $900,000 $900,000 $900,000 

402 Region Prgm Management $125,000 $125,000 $125,000 

402 Regional Services $912,000 $912,000 $912,000 

164 PA $100,000 $100,000 $100,000 

405(d) $140,000 $140,000 $140,000 

405(e) flex $170,000 $170,000 $170,000 

State Highway Fund $1,560,000 $1,560,000 $1,560,000 

State Motorcycle Fund $125,000 $125,000 $125,000 

Student Driver Training Fund $275,000 $275,000 $275,000 

FHWA $125,000 $125,000 $125,000 

TOTAL Statewide  Projects  $5,987,000 $5,987,000 $5,987,000 

Overview  of  Program  

The Statewide Program funds the operations and management necessary to implement all 
Oregon traffic safety programs. 

 
 

 

Chapter Countermeasures Rating 

1 5.2 Mass Media Campaigns 3 stars 

2 6.1 Strategies for Older Children 3 stars 

4 2.1 Communications and Outreach Distracted Driving 1 star 

6 2.1 Pre-licensure driver education 2 stars 

7 1.1 Formal courses for older drivers 2 stars 

8 3.1 Communications and Outreach Impaired Pedestrians 2 star 

8 3.3 Enforcement Strategies 1 star 

8 4.5 Driver Training 1 star 

8 4.6 Pedestrian Gap Acceptance Training 1 star 

The projects under the statewide chapter implemented by the regions employ education, 
outreach, communications and training. The effectiveness ratings for education, 
communications outreach and training depends on the program and the countermeasure. 
Communication/Mass Media for impaired driving it receives 3 stars, education for occupant 
protection low-use has 4 stars, for speeding if communications/mass media are supporting 
enforcement it receives 3 stars and communications and outreach on distracted driving has a 1-
star effectiveness rating. There is no countermeasure for grassroots communication and 
outreach; however, research concludes that public engagement is a critical component of any 
public health strategy. Please see the justification on page 105 of the Triennial HSP. 

Education, outreach, communications and training often are not supported by specific 
countermeasures; however, they are informed by Highway Safety Program Guidelines 4 driver 
education and training and guidelines 8, 13, 14, 15, 19, 20 (specifically communication program) 
and 21 (specifically the outreach program). 

Chapter 4 2.1 ï Citation ï While communications and outreach for distracted driving receives a 
1 star citation the results of three NHTSA demonstration projects, focused on HVE combined 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iv)
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with paid and earned media, suggest that these elements show promise in reducing the use of 
handheld phones and texting.47 While there are no specific projects in the statewide chapter that 
focus on Distracted Driving, this behavior will be addressed as a behavioral issue in different 
projects. 

Chapter 6 2.1 ï Citation - While pre-licensure driver education receives 2 stars in 
Countermeasures that Work, ODOT DMV data identifies that teens who take an approved driver 
education program have a 21% lower crash rate and 57% fewer traffic convictions than those 
who donôt, addressed on page 161 of the Triennial Highway Safety Plan. The countermeasure 
strategy of driver education was informed by Highway Safety Program Guideline number 4 
specifically program management, enforcement, driving education and training program and 
program evaluation and data. 

Chapter 7 1.1 ï Citation - While pre-licensure driver education and formal courses for older 
drivers both receive 2 stars in Countermeasures that Work, there is no countermeasure that 
addresses pre-licensure driver education for adults. However, a review of articles published 
from 2004-2008 by Korner-Bitensky48 on the effectiveness of older driver retraining programs for 
improving driving skills and reducing crashes provided strong evidence that education combined 
with on-road training improves driving performance. The value of physical training in addition to 
education is reinforced by research results by Romoser and Fisher49 They found that active 
training, such as practice with feedback, is a more effective strategy for increasing older driversô 
likelihood of side-to-side scanning, looking for threats, during turns than is passive training 
(classroom lecture or video only) or no training. 

 
Chapter 8 3.1, 3.3, 4.5,4.6 ï Citation ï This project employes the countermeasure strategy 
grassroots outreach and education as identified and justified on page 105 of the Triennial HSP. 
The countermeasure strategy of education and outreach is informed by Highway Safety 
Program Guideline 14, specifically Section VI Communication Program which states, ñThe State 
should enlist the support of a variety of media, including mass media, to improve public 
awareness of pedestrian and bicyclist crash problems and programs directed at preventing 
them. Communication programs and materials should be culturally relevant and multilingual as 
appropriate, and should address issues such as: 

 
¶ Visibility, or conspicuity, in the traffic system; 
¶ Correct use of facilities and accommodations; 
¶ Law enforcement initiatives; 
¶ Proper street-crossing behavior; 
¶ Safe practices near school buses, including loading and unloading practices; 
¶ The nature and extent of traffic-related pedestrian and bicycle fatalities and injuries; 
¶ Driver training regarding pedestrian and bicycle safety; 
¶ Rules of the road; 
¶ Proper selection, use, fit, and maintenance of bicycles and bicycle helmets; 

 
47 Chaudhary, N. K., Casanova-Powell, T. D., Cosgrove, L., Reagan, I., & Williams, A. (2014, March). Evaluation of NHTSA 
distracted driving demonstration projects in Connecticut and New York (Report No. DOT HS 81 635). Na onal Highway ¢ǊŀŶŎ 
Safety Administraon. htps://rosap.ntl.bts.gov/view/dot/1959 

 
48 Korner-Bitensky, N., Kua, A., von Zweck, C., & Van Benthem, K. (2009). Older driver retraining: An updated systemac 
review of evidence of ŜũŜŎveness. Journal of Safety Research, 40, 105-111. 
49 Romoser, M. R. E., & Fisher, D. L. (2009). The ŜũŜŎǘ of ac ve versus passive training strategies on improving older ŘǊƛǾŜǊǎΩ 
scanning in intersec ons. Human Factors, 51, 652-668. 

https://rosap.ntl.bts.gov/view/dot/1959
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¶ Skills training of bicyclists; 
¶ Sharing the road safely among motorists and bicyclists; and 
¶ The dangers that aggressive driving, including speeding, pose for pedestrians and 

bicyclists. 
 

And Section VII which states: ñOutreach efforts should include a focus on reaching 
vulnerable road users, such as older pedestrians, young children, and new immigrant 
populations.ò 

 
In addition, it should be noted that these projects are grassroots and while the effectiveness of 
community engagement through grassroots efforts is supported more by qualitative studies 
rather than quantitative data, numerous researchers have concluded that community 
engagement is a critical component of any public health strategy.50 51Community engagement 
serves as ña powerful vehicle for bringing about environmental and behavioral changes that will 
improve the health of the community and its members. [It] often involves partnerships and 
coalitions that help mobilize resources and influence systems, change relationships among 
partners, and serve as catalysts for changing policies, programs and practices.ò4 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
50 O'Mara-Eves A, Brunton G, Oliver S, Kavanagh J, Jamal F, Thomas J. The ŜũŜŎveness of community engagement in public 
health interven ons for disadvantaged groups: a meta-analysis. BMC Public Health. 2015 Feb 12;15:129. doi: 
10.1186/s12889-015-1352-y. PMID: 25885588; PMCID: PMC4374501 
51 Korner-Bitensky, N., Kua, A., von Zweck, C., & Van Benthem, K. (2009). Older driver retraining: An updated systemac review 
of evidence of ŜũŜŎveness. Journal of Safety Research, 40, 105-111. 
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Pedestrians and Bicyclists 
Link(s)  to  the Transportation  Safety  Action  Plan 

 
Strategy  1.1.1 Promote safe travel behavior through educational initiatives, focusing on how 

system user behavior can contribute to a safer transportation system for all. 

Strategy  1.1.2 Tailor safety culture marketing and media tools to specific user groups with 
specific needs (e.g., youth, aging travelers, walkers, motorcyclists, bicyclists, 
under-invested groups, and different income groups). 

Strategy  3.1.2 Support a high-visibility enforcement program increasing traffic, bicycle and 
pedestrian law enforcement capabilities (priority and funding). 

Strategy  3.1.5 
Conduct education and outreach to law enforcement to increase 
understanding and enforcement of traffic, commercial vehicle, pedestrian, and 
bicycle laws. 

 
The Pedestrian and Bicyclist Safety program educates and promotes awareness of safe road 
user behaviors through public information materials, safety campaigns, working with partners to 
deliver education programs for target audiences, and to educate and fund law enforcement 
agencies to enforce laws regarding vulnerable road user safety. 

Problem  Identification  23 CFR 1300.11(b)(1)(i)(ii) 

The Non-motorized Safety Grants Section 405g under the Bipartisan Infrastructure Legislation 
(BIL) (previously authorized under MAP-21 and the Fast Act) provides funding to address 
pedestrian and bicyclist safety where pedestrian and bicyclistôs fatalities exceed 15 percent of 
the stateôs overall traffic fatalities (23 CFR 1300.26). Using the most current data from NHTSA 
FARS, Oregonôs 2020 fatalities for bicyclists and pedestrians exceeded this benchmark with 
17% percent of Oregonôs total traffic fatalities. Eligible expenditures with these 405g funds 
include: 

1. Training of law enforcement officials relating to nonmotorized road user safety, State laws 
applicable to nonmotorized road user safety, and infrastructure designed to improve 
nonmotorized road user safety. 

2. Carrying out a program to support enforcement mobilizations and campaigns designed to 
enforce State traffic laws applicable to nonmotorized road user safety; 

3. Public education and awareness programs designed to inform motorists and 
nonmotorized road users regarding: 

a. Nonmotorized road user safety, including information relating to nonmotorized 
mobility and the importance of speed management to the safety of nonmotorized 
road users. 

b. The value of the use of nonmotorized road user safety equipment, including 
lighting, conspicuity equipment, mirrors, helmets, and other protective equipment, 
and compliance with any State or local laws requiring the use of that equipment. 

c. State traffic laws applicable to nonmotorized road user safety, including the 
responsibilities of motorists with respect to nonmotorized road users. 

d. Infrastructure designed to improve nonmotorized road user safety; and 
e. The collection of data, and the establishment and maintenance of data systems, 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)
https://www.ecfr.gov/current/title-23/section-1300.26
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relating to nonmotorized road user traffic fatalities. 

Under BIL, the term óNonmotorizedô was updated to encapsulate not just vulnerable road users 
who walk, bike, and roll but also roll using micro-mobility; modes with a low-speed and low 
horsepower vehicle such as such as e-bike, e-scooter, personal mobility device, personal 
transporter, or all-terrain vehicle. For the purposes of simplification, going forward in this 
document for Oregon we will use the following: 

1. The term ópedestrianô will include anyone walking or rolling with any type of 
conveyance including human powered and low-speed, low- horse powered. 

2. The term óbicyclistô will include people operating a bicycle by human power or 
motorized low-speed, low-horsepower. 

3. The term óvulnerable road user (VRU)ô is used to refer to the diverse ópedestrianô and 
óbicyclistô types combined. 

Oregon  VRU Safety  Data Analysis  

Vulnerable road users face special safety challenges when traveling on multi-modal roadways 
as they often face a higher risk of fatality or serious injury in motor vehicle related crashes 
(MVCs) due to not having occupant protection inside a motor vehicle. Pedestrian and bicyclist 
fatalities have continued to rise by nationally, from 14% of total motor-vehicle-related traffic 
fatalities in 2009 to approximately 20% in 2020. Similarly compared to the national statistics, in 
Oregon there has been a steady increase from a combined state total of 11% pedestrian and 
bicycle fatalities in 2009 to 17% in 2020 (NHTSA FARS, 2023). Using the most current state 
ranking posted on the NHTSA.gov website for 2020, Oregon ranks the 23ard highest pedestrian 
fatality rate state at 1.67 per 100,000 people (NHTSA, 2023). There is no current state bicycle 
fatality rate ranking available; however, the 2020 rate for Oregon is .33 per 100,000 (National 
rate is .28 with a range of 0.5-0.78) (NHTSA Crash Stats, 2023). 

In many ways, 2020 was an anomalous year for crash data both nationally and in Oregon. With 
2020 being the first year of the pandemic, traffic patterns and travel behavior changed 
dramatically and quickly starting in March of 2020. This was due to state Governors social 
distancing requirements where more people stayed at home and indoors. While overall number 
of pedestrian and bicycle crashes significantly decreased in 2020, the percentage of serious 
injury and fatality crashes stayed consistent from previous years as observed in Figures 1 and 2 
below. 

2020 began with an alarmingly high pedestrian fatality count in Oregon. The preliminary 
pedestrian fatality count in January and February was 60% higher than the same time frame in 
2019. However, by the end of April 2020, the preliminary pedestrian fatality comparison to the 
same time frame in 2019 was -20%. However, despite the dramatic shift in changes to traveling 
behaviors in Oregon, the number of combined serious injury and fatalities increased in 2020 for 
both pedestrians and bicyclists from 2019. So while there were less crashes with vulnerable 
road users in 2020, the injury severity did not lesson (See Figures 1, 2,). This can be important 
to understanding how road user behaviors and possible changes to land use in transportation 
may have played a larger role in this trend. So, while Oregon is using 2020 state and NHTSA 
FARS data in this document, it is important to point out the remaining alarming trend for 
vulnerable road users throughout the pandemic in 2021 and 2022. Given this, preliminary 
alarming data trend of 2021 and 2022 both nationally and in Oregon for vulnerable road users 
has now been highlighted in the recent release of the Governors Highway Safety Associationôs 



112  

2022 preliminary report where 2022 ranks the highest number of pedestrian fatalities since 1981 
(GHSA, 2023). 

Figure  1. Pedestrians  in Motor  Vehicle  Crashes  on Oregon  Roadways  
 2016 2017 2018 2019 2020 2016-2020 avg 

Injuries:        

All  pedestrian  Injuries  (Non-fatal)  1,066 942 952 953 690 921 

Serious  pedestrian  Injuries  141 116 112 114 124 121 

Percent  of  total  Oregon  serious 
injuries  

7% 6% 6% 5% 8% 6% 

Fatalities:        

Number*  74 73 79 85 78 78 

Percent  of  total  Oregon  fatalities*  15% 17% 16% 17% 15% 16% 

Crashes:        

Number  of  pedestrian  crashes  1,078 974 971 980 741 948 

Fatal  and serious  injury  crashes  207 184 189 199 202 196 

Percent  of  total  Oregon  fatal  and 
serious injury crashes  

10% 10% 10% 9% 11% 10% 

Source: Crash Analysis Reporting Unit, Oregon Department of Transportation.*This data is not used in the NHTSA performance measures 

Figure 1a.  Pedestrian  Fatalities  in Motor  Vehicle  on Oregon  Roadways  (FARS Data, NHTSA) 
 2016 2017 2018 2019 2020 2016-2020 

avg 

Fatalities:        

Number*  71 70 77 81 71 74 

Percent  of  total  Oregon  fatalities*  14% 16% 15% 17% 14% 15% 
Source: Fatality Analysis Reporting System Data, FARS, NHTSA. STSI (FARS) data * This data is used for the NHTSA performance 

measures. 

 

Figure  2. Bicyclists  in Motor  Vehicle  Crashes  on Oregon  Roadways  
 2016 2017 2018 2019 2020 2016-2020 

avg 

Injuries:        

Number  (Non-Fatal)  846 761 824 724 465 724 

Serious  injuries  55 52 49 43 45 49 

Percent  of  total  Oregon  serious  injuries  1.9% 1.8% 1.9% 2.0% 3.0% 2.0% 

Fatalities:        

Number*  10 10 9 12 14 11 

Percent  of  total  Oregon  fatalities*  2.0% 2.3% 1.8% 2.5% 3.0% 2.1% 

Crashes:        

Number  847 764 826 731 475 728 

Fatal  and serious  injury  crashes  65 62 58 56 58 63 

Percent  of  Oregon  total  fatal  and serious 
injury crashes  

2.8% 2.6% 2.9% 3.0% 3.0% 3.0% 

Source: Crash Analysis Reporting Unit, Oregon Department of Transportation.*This data is not used in the NHTSA performance measures 

https://www.ghsa.org/sites/default/files/2023-06/GHSA%20-%20Pedestrian%20Traffic%20Fatalities%20by%20State%2C%202022%20Preliminary%20Data%20%28January-December%29.pdf
https://cdan.nhtsa.gov/SASStoredProcess/guest
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Figure 3. Oregon Pedestrian Fatalities by Time of Day 

Figure 2a.  Bicyclist  Fatalities  Motor  Vehicle  on Oregon  Roadways  (FARS Data, NHTSA) 

 

  
2016 

 
2017 

 
2018 

 
2019 

 
2020 

2016-2020 
Average  

Fatalities:        

Number*  10 10 9 12 14 11 

Percent  of  total  Oregon 
fatalities*  

2.0% 2.3% 1.8% 2.5% 3.0% 2.3% 

Source: Fatality Analysis Reporting System Data, FARS, NHTSA. STSI (FARS) data * This data is used for the NHTSA performance 

measures. 

Pedestrian  Data Analysis  

Time of day and lighting continue to be one of the most important factors in crash injury severity. 
In years 2016-2020, 74% of Oregonôs pedestrian fatalities occur in dark lighting conditions and 
65% of the pedestrian fatalities occurred during Nighttime (6p.m.-5:59a.m.) (See Figure 3, 3a, 
and 4) Also importantly is that the majority of pedestrian fatalities occur in the Fall (32% and in 
the Winter 28%) (See Figure 5) (NHTSA FARs, 2023). 

 
 
 

 

 

https://cdan.nhtsa.gov/SASStoredProcess/guest
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Figure 5- Pedestrian fatalities by Season 

  
 

 

 
 

 
Daytime: 6 a.m.-5:59 p.m.; Nighttime: 6 p.m.-5:59 a.m.. 

 

 

 
Location of where the pedestrian was at the time of crash can be important to understanding 
factors in the crash. In year 2026-2020 63% of pedestrian deaths were reported to occur outside 
of an intersection which can also mean mid-block. The areas that can be marked in the óotherô 
section are sidewalks, bicycle lanes, median or crossing island, parking lane, shoulder or 
roadside or where just not distinguished at the time of reporting (Figure 6) (NHTSA FARS, 2023) 

Figure 3a. Day Time vs. Night Time Figure 4. Lighting Conditions 
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Figure 7. Functional Class Roadway System 

 
 
 

 

 

 
Data of the functional class system show that almost half (48%) of pedestrian fatalities occur on 
principal arterials (See Figure 7) and of those, the majority occur where speeds are posted less 
than or equal to 35 MPH (See Figure 8, ODOT CARs Data). 

 

 
 
 

 

Figure 6. Pedestrian Location 
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The majority (85%) of pedestrian deaths in Oregon between 2016-2020 occurred on urban 
roads (See Figure 9) NHTSA FARS, 2023) and more specifically in ODOTôs regions 1 (Portland 
Metropolitan Area) and region 2 (Willamette Valley (Salem-Eugene). 

Figure 8. Functional Class vs. MPH 
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Figure  10. Pedestrian  Fatalities  and Serious  Injuries  2016- 2020 CARS Data by ODOT Region  

 

 
Region 

Ped 
Fatalities 

Ped 
Serious 
Injuries 

Total Pedestrian 
Fatalities and 
Serious Injuries 

% of all 
Pedestrian 
Fatalities and 
Serious Injuries 

County with the 
highest pedestrian 
fatalities and serious 
injuries 

Region 1 187 351 538 54% Multnomah (242) 

Region 2 109 155 264 27% Marion (43) 

Region 3 50 60 110 11% Jackson (27) 

Region 4 25 30 55 6% Deschutes (11) 

Region 5 18 11 29 3% Umatilla (4) 

 
 

 

Figure  11. Pedestrian  Fatalities  by Race and Year (NHTSA FARS Data, 2023) 

Analyzing FARs data for Oregonôs 
pedestrian fatalities (2016-2020) the 
majority of pedestrian fatalities were White 
(73%), Latino (9.5 %), Black (4.6%) and 
Native American (3.3%). 

 
 

 
2016 

 
 

 
2017 

 
 

 
2018 

 
 

 
2019 

 
 

 
2020 

 
 

 
Total  

White Only 57 56 55 61 58 287 

All other races 1 1 1 1 1 5 

American Indian (includes Aleuts and 
Eskimos) 2 3 2 2 4 13 

Asian Indian 0 1 0 1 0 2 

Asian or Pacific Islander, no specific 
(individual) race 1 0 0 1 0 2 

Black 2 3 4 5 4 18 

Chinese 1 1 1 0 1 4 

Filipino 1 1 0 0 1 3 

Japanese 1 0 1 2 1 5 

Korean 1 0 1 0 0 2 

Figure 9- Rural Vs. Urban 
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Multiple Races 0 0 1 0 0 1 

Samoan 0 0 1 0 0 1 

Latino 5 5 8 13 6 37 

Other Asian or Pacific Islander 1 0 0 0 1 2 

Unknown 1 1 2 0 1 5 

Vietnamese 0 1 2 0 1 4 

Total 74 73 79 86 79 391 
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Figure 12. Time of Day 

Figure 13. Daytime Vs. Nighttime 

Bicyclist  Data 

Using NHTSA FARs Data, an overwhelming 44% of bicyclist fatalities occur in the afternoon and 
evening times, largely between 12 noon and 9pm (See Figure 12) in mostly daylight conditions 
(See Figures 13 and 14). Most bicyclist fatalities occur during the fall and summer months 
(Figure 15) (2016-2020, FARS Data, 2023) 
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Figure 15 Season 

Figure 16. Urban Vs. Rural 

 
 

 

 
 

 

 

 

 

 

Figure 14. Lighting Conditions 
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Figure  17. Bicyclist  Fatalities  and Serious  Injuries  2016- 2020 CARS Data by ODOT Region  

 
 

 
Region 

 

 
Bike 

Fatalities 

 

 
Bike Serious 

Injuries 

Total Bike 

Fatalities and 

Serious 

Injuries 

 
% of all Bike 

Fatalities and 

Serious Injuries 

 
County with the 

highest Bike fatalities 

and serious injuries 

Region 1 24 110 134 45% Multnomah (89) 

Region 2 21 83 104 35% Lane (41) 

Region 3 4 29 33 7% Jackson (16) 

Region 4 3 17 20 7% Deschutes (14) 

Region 5 3 5 8 3% Umatilla (4) 

 

 

Figure  18. Bicycle  Fatalities  by Race and Year 

Year Total White Latino Black AI/AN Other Race Unknown 

2016 10 9 1 0 0 0 0 

2017 10 6 3 0 1 0 0 

2018 9 7 1 0 0 1 0 

2019 12 11 0 0 0 0 1 

2020 14 9 1 1 3   

Public  Participation  Feedback  from  the 2023 Transportation  Safety  Conference  
Funding for reflective clothing for use with education for pedestrians and being visible: 

This has historically and continues to be a high priority request from the public and partners. 
Education and messaging about the importance of being visible with bright and reflective 
clothing needs to be paired with having these items available to help in education efforts, 
particularly for low-income and BIPOC communities where there is a higher vulnerable road 
user risk. While messaging and education materials are continued to be developed and used in 
outreach and communications, efforts to fund reflective clothing that high-risk pedestrians and 
bicyclists can wear is not currently possible. 

Outreach with Parks and Recreation Departments and Boys and Girls Clubs for classes 
and events: 

This idea can be incorporated in ODOT regional grassroot efforts. 

Education for pedestrians and bicyclists to use new infrastructure enhancements like pedestrian 
hybrid beacons ï Funding these types of projects has now been approved with changes due to 
BIL regarding expanding eligible projects for 405g funding. 

Outreach for Oregon Friendly Driver (OFD) Class: 

There were many ideas about how to incentivize the public to take the OFD class including 
working with insurance companies to give driverôs discounts for completing the Oregon Friendly 
Driver Course. Others were to find a way to make it required for businesses who have people 
drive for work to incentivize more people to take the course. Other types of outreach ideas were 
discussed like working with senior centers to present Oregon friendly driver course. All these 
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ideas for outreach can be included in plans for expanding the OFD program. 

Work to help unhoused person crises regarding their safety as pedestrians ï This is a 
concerning issue for not only Oregon but other states in the West Coast. In 2023 we started 
some preliminary work with listening sessions in the urban areas of the Portland Metro region to 
better understand how to approach this issue with a focus on pedestrian and bicyclist safety. 
More work is needed to address this concern. 

Conclusion  

Many factors besides road user behavior can impact vulnerable road user safety. Parsing out 
natural environmental, geographic, and built environment factors with human behavior factors 
involving pedestrian and bicycle fatalities is often difficult and, in some cases, impossible to 
separate. Although the emphasis of projects for the ODOT pedestrian and bicycle program is 
focused on road user behavior, it must be acknowledged that there is a more holistic 
perspective necessary to understanding, mitigating and decreasing vulnerable road user traffic 
crashes and injuries. Using the newly adopted Safe System Approach is helpful to understand 
complex relationships with multiple types of factors that can contribute to trends in vulnerable 
road user safety. Vulnerable road user safety is at the heart of the five intersecting pillars or 
objectives of the Safe Systems Approach: Safer People, Safer Roads, Safer Vehicles, and Safer 
Speeds, and Post-crash Care. Many of the mentioned factors below can be organized into the 
different safe system approaches and understood to affect VRU safety such as: 

a. Lack of multimodal or pedestrian and bicycle infrastructure facilities to make travel 
safer for VRUs- segments of roads without bicycle lanes or shoulders, no pedestrian 
refuge islands or pedestrian beacons. 

b. Poor lighting- some areas of urban areas lack proper lighting in highly pedestrian and 
bicyclist trafficked areas. 

c. Vehicle design- the size and shape of vehicles may make it difficult to see vulnerable 
road users, also older vehicles may not have some of the newer pedestrian safety 
features. 

d. Roads not designed for slower speeds for safer active modes of transportation. Roads 
have been historically designed for fast movement of motor vehicles. 

e. Other factors that may affect vulnerable road usersô safety include, high set posted 
speeds, traffic volumes, lack of signs or traffic control devices. 

f. Access to post-crash medical care 

Given this, with the deeper focus on road user behavior in the ODOT Pedestrian and Bicycle 
Safety Program, we can affect progress in each of the five Safe System Approach objectives, to 
achieve higher levels of vulnerable road user safety. There are so many risky road user 
behaviors that can be addressed through education programs such as decreasing driver 
speeds, intoxication by road users, distraction by road users, lack of conspicuity, road user 
impatience, aggressive driving behaviors and not giving right of way. 

Despite 2020 being the anomalous year in transportation when stay at home orders in Oregon 
may explain a decrease in pedestrian and bicyclist crashes, we know from the data, that the 
severity of serious injury and fatalities for vulnerable road users in Oregon did not decrease. 
Since pedestrian and bicyclist deaths make up a combined total of 17% of the overall traffic 
crash fatalities for 2020, we can take a deeper dive into the alarming trend of vulnerable road 
user deaths before the pandemic and why even during and after the pandemic, the trend 

https://www.transportation.gov/NRSS/SafeSystem
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continues. Given the preliminary data reports of the increasing trend in 2021 and 2022, this is a 
great opportunity to approach this issue through a Safe System Lens. 

A focus on continued partnerships with local cities, counties and non-profit organizations who 
work with communities of need where vulnerable road user risk is high in urban areas 
especially, is an important step forward. Also too, with using a Safe System Approach 
framework, ODOT can also focus on building relationships with non-traditional partners in traffic 
safety. For pedestrian vulnerable road users, a special focus on safety in the fall and winter 
months and when it is darker lighting conditions is a priority to decrease pedestrian fatalities. 
There can be multiple reasons for why pedestrians are killed more at night and in the fall and 
winter months such as time change and weather conditions as well as possible increased 
intoxication levels by road users during the holiday months. These can all be factors in this 
trend. Working more closely with partners in the highest risk areas of the state would be an 
important step to understanding these complexities. 

Another important trend is the location of vulnerable road users at the time of the crash and 
better understanding the factors that lead to the crashes where we see higher severity of injury. 
A better understanding of the behaviors of all road users will help us to approach this issue with 
education programming that is centered in understanding the behavior and context to the 
location of the VRU when they are struck. This would require closer relationships with law 
enforcement who investigate the crashes as well as engagement with community to understand 
the barriers that vulnerable road users face in navigating Oregonôs transportation system. 
Funding smaller grassroot community projects may not only help communities overcome the 
barriers they have in getting access to safe transportation, but it can also help ODOT to better 
understand the education needs for specific communities. 

In looking more closely at the Safe System Approach to vulnerable road usersô safety, a focus 
on the Safe Speeds component is warranted. Driver speed and increased driver speeds can 
have a large impact on vulnerable road user safety. Partnering with both traditional partners 
such as law enforcement as well as non-traditional partners at the city, county, and community 
local levels can have a positive impact on educating drivers and behavior change. A 
commitment to working with partners who set speeds or impact land use in areas that are 
known to have high travel rates of vulnerable road users can have a positive impact on safety of 
people walking and rolling on principal arterial roadways especially. 

Working with partners in the five ODOT regions is also a key to better understanding which 
communities are at highest risk. Especially understanding this by leading with an equitable 
engagement approach to understanding how race and income can be factors in vulnerable road 
user risk in Oregon. While we have a long way to go in understanding the overrepresentation of 
BIPOC communities in vulnerable road user risk, beginning with grass roots and non-traditional 
relationships can be a key to understanding and planning traffic safety education programming 
with specific at-risk communities. 

Specifically for bicycling safety education programs, it is also important to understanding 
barriers to safer transportation through a safe system approach. Working with partners to 
educate road users about new innovations, laws, and infrastructure projects can boost 
education and awareness for people driving and riding bicycles. Partnering with internal ODOT 
staff and externally with cities and counties will be helpful in building education programming to 
bring awareness to all road users regarding bicyclist safety. 
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Also partnering with different community partners in the state who can tailor education 
messaging and courses for people driving is warranted. Safety messaging customed designed 
for different demographics and regional variation is key to delivering safety messages that are 
meaningful for the target demographic. For example, a focus on bicycling safety message for 
coastal communities may be quite different than the messaging needed for eastern Oregon. So 
regional partnerships can help inform ODOT of specific regional messaging needs. 

Strategy  ï Communications  and Outreach  
Problem  1300.11(b)(4)(i) 
Communications Outreach, and Media Messaging Plan will address safe behaviors of all road 
users in regard to pedestrian and bicyclist safety. Key education and awareness messaging will 
focus on: 

a. Pedestrian safety 
a. Especially winter and fall 
b. At night 
c. Decreasing driver speeds 
d. Visibility of vulnerable road users 
e. Right of way rules 

b. Bicycle 
f. Safe passing of a cyclist 
g. Regional messaging for bicycling safety 
h. Safe bicycling tips and rules 
i. Safe driving tips on how to share the road with bicyclists. 

Countermeasures and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 
Communications, Outreach and Media ï Uniform Guidelines for State Highway Safety 
Programs- Pedestrian and Bicycle Safety No. 14 

 
There is no countermeasure for outreach and education; however, research concludes that 
public engagement is a critical component of any public health strategy. Please see the 
justification on page 105 of the Triennial HSP. 

 
Education and outreach for ped and bike safety is informed by Highway Safety Program 
Guideline 14, specially Section VI Communication Program which states, ñThe State should 
enlist the support of a variety of media, including mass media, to improve public awareness of 
pedestrian and bicyclist crash problems and programs directed at preventing them. 
Communication programs and materials should be culturally relevant and multilingual as 
appropriate, and should address issues such as: 

 
¶ Visibility, or conspicuity, in the traffic system; 
¶ Correct use of facilities and accommodations; 
¶ Law enforcement initiatives; 
¶ Proper street-crossing behavior; 
¶ Safe practices near school buses, including loading and unloading practices; 
¶ The nature and extent of traffic-related pedestrian and bicycle fatalities and injuries; 
¶ Driver training regarding pedestrian and bicycle safety; 
¶ Rules of the road; 
¶ Proper selection, use, fit, and maintenance of bicycles and bicycle helmets; 
¶ Skills training of bicyclists; 
¶ Sharing the road safely among motorists and bicyclists; and 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
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¶ The dangers that aggressive driving, including speeding, pose for pedestrians and 
bicyclists. 

 
And Section VII which states: ñOutreach efforts should include a focus on reaching 
vulnerable road users, such as older pedestrians, young children, and new immigrant 
populations. States should also incorporate pedestrian and bicycle safety education and 
skills training into school physical education/health curricula.ò 

 
Targets  Countermeasures  will  address  1300.11(b)(4)(iii): 

Maintain or decrease bicyclist fatalities from the 2016-2020 moving average of 11. 
(NHTSA) 1300.11(b)(3)(ii) 

Actual 5 yr avg In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 

10 10 9 11 14 11 18 11 11 11 
 
 

 

Maintain or decrease pedestrian fatalities of the 2016-2020 moving average of 74. (NHTSA) 
1300.11(b)(3)(ii) 

Actual 5 yr avg In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 
71 70 77 82 71 74 87 74 74 74 

Allocation  of  Federal  Funds  ï Estimate  1300.11(b)(4)(iv) 

 

Funding  Source  2024 2025 2026 

402 $500,000 $500,000 $500,000 

Overview  of  Communications,  Outreach  and Media Program  

This project will fund contracted media design, education material revisions, social media 
advertising, radio public service announcements and billboards; public attitude, and observed 
restraint use surveys; as well as TSO direct purchase, reproduction, and distribution of 
educational and outreach materials. 

Education campaigns are one of the only proven countermeasures for pedestriansô bicyclists. 
The two types of messaging Oregon uses are behavioral, and awareness based. Funding is 
provided to allow for campaigns statewide and the location of messaging is based on data and 
diverse population needs. 

The countermeasure of the bicyclist and pedestrian communication campaign was informed by 
Highway Safety Program Guideline number 14 specifically program management, legislation, 
regulation and policy, enforcement, communication, outreach, diverse populations, data and 
program evaluation. ODOT contracts with a public relations firm, media, brochures, and 
advertising are evaluated based on data, problem identification and prior performance. 

Strategy  ï Oregon  Friendly  Driver  Course  
Problem  1300.11(b)(4)(i) 

The Oregon Friendly Driver course (OFD) is an education outreach program that addresses 
pedestrian and bicycle safety by educating people who drive to: 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iv)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
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a. know the laws pertaining to pedestrian and bicycle safety and how to apply them. 
b. how to be a friendly driver to vulnerable road users even if you are driving right by the 

law. 
c. How to also be a safe pedestrian and bicyclist 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

Share the Road Awareness Programs ï CTW 2-star citation. Bicyclist 4.2 

Driver Training ï CTW 1 star citation ï Pedestrian 4.5 

The countermeasures of the Share the Road Awareness for bicycle Safety and Driver Training 
for pedestrian safety was informed by Highway Safety Program Guideline number 14 
specifically program management, outreach, driver education. While this share the road driver 
training does not meet the Countermeasures that Work criteria for effectiveness, there are no 
ñeffectiveò countermeasures listed in either the pedestrian or bicycle safety sections of the CMW 
that focus on driver behavior, even though, driver behavior can have just as much impact on 
vulnerable road userôs safety as their own behaviors. Although there is very little research or 
data to cite, deriver awareness education programs can contribute to the overall effectiveness of 
vulnerable road user safety when combined with other strategies or counter measures. 
Therefore, just because there has been little evidence that driver training alone may not reduce 
crash rates, this is no reason not to use this countermeasure in conjunction with other 
countermeasures that the state is implementing both for infrastructure and non-infrastructure. 
According to the FHWAôs PedSafe Pedestrian Safety Guide and Counter Measure Selection 
System, a multidisciplinary approach that addresses both pedestrian and driver behavior along 
with policy and infrastructure change has the potential to have the greatest impact 
(Pedbikesafe.org) Drivers may not understand state traffic laws or the best safe practices which 
can lead less crashes and injuries for all road users, especially people walking and bicycling. 
Driver education can provide correct information about pedestrian and bicycle safety law while 
also bringing awareness to driver behavior and therefore increase chances of behavior change 
to reduce vulnerable road user deaths (Pedbikesafe.org) 

This driver training is focused on both pedestrian and bicycle safety therefore both Share the 
Road Awareness programs (Under Bicycle Safety Section of CMW) and Driver Training (Under 
Pedestrian Section of CMW) were selected. Oregon Friendly Driver is a statewide program that 
will be administered and coordinated by one prime partner, who will then subgrant to other 
partners in different regions of the state based on a data driven approach to high-risk pedestrian 
and bicycle safety communities. The partner selected as the prime administrator and 
coordinator of the project is funded based on a notice of opportunity (NoO). On a triennial basis 
a NoO goes out to organizations including cities, counties, non-profits, and eligible entities that 
have expressed interest in traffic safety for vulnerable users. 

 

Maintain or decrease bicyclist fatalities from the 2016-2020 moving average of 11. 
(NHTSA) 1300.11(b)(3)(ii) 

Actual 5 yr avg In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 

10 10 9 11 14 11 18 11 11 11 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.nhtsa.gov/book/countermeasures/bicycle-safety/countermeasures
https://www.nhtsa.gov/book/countermeasures/pedestrian-safety/countermeasures
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
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Maintain or decrease pedestrian fatalities of the 2016-2020 moving average of 74. (NHTSA) 
1300.11(b)(3)(ii) 

Actual 5 yr avg In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 
71 70 77 82 71 74 87 74 74 74 

 
 

 

Funding  Source  2024 2025 2026 

405(g) $330,000 $330,000 $330,000 

 
Strategy  ï Pedestrian  Safety  Enforcement  and Education  Program  

According to Countermeasures that Work traffic enforcement is most effective when it is highly 
visible and publicized, to reinforce the required behavior and to raise the expectation that failure 
to comply may result in legal consequences. Enforcement campaigns should be aimed at 
drivers and pedestrians, starting with the communications and outreach that announce, 
describe, and publicize the traffic safety campaign through community meetings, media 
coverage, social media, mass emails, and signage. 

Problem  1300.11(b)(4)(i) 

The Pedestrian Safety Enforcement and Education Program will address the road user 
behaviors by encouraging safe behaviors in regard to pedestrian and bicyclist safety. This 
program will largely focus on crosswalk safety and enforcement of state crosswalk laws. Driver 
behaviors such as not giving right of way to pedestrians in a crosswalk, speeding, and distracted 
driving can be mitigated through this countermeasure. 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

Enforcement Strategiesï CTW 3 stars citation- Pedestrian 4.4 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
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Target  Countermeasures  will  address  all  four  performance  measures  1300.11(b)(3)(ii): 

Maintain or decrease bicyclist fatalities from the 2016-2020 moving average of 11. 
(NHTSA) 1300.11(b)(3)(ii) 

Actual 5 yr avg In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 

10 10 9 11 14 11 18 11 11 11 
 
 

 

Maintain or decrease pedestrian fatalities of the 2016-2020 moving average of 74. (NHTSA) 
1300.11(b)(3)(ii) 

Actual 5 yr avg In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 
71 70 77 82 71 74 87 74 74 74 

 

Funding  Source  2024 2025 2026 

405(g) $191,556 $191,556 $191,556 

Overview  of  the Enforcement  and Education  Program  

The Pedestrian Safety Enforcement Program will provide grants to local police departments, 
sheriff's offices and Oregon State Police to conduct enforcement activities that will maintain and 
increase compliance with pedestrian and bicycle laws. In addition, law enforcement agencies 
will receive education training opportunities to increase their knowledge about bicycle and 
pedestrian safety and state laws. 

The countermeasure strategy of the enforcement strategies was informed by Highway Safety 
Program Guideline number 14 specifically program management, legislation, regulation and 
policy, enforcement, communication, outreach, diverse populations and program evaluation. 
Projects are funded based on a grant application sent to all law enforcement agencies, the 
amount requested by the agency, and previous performance. Law enforcement agencies do not 
often request pedestrian enforcement funds so all agencies willing to do pedestrian enforcement 
are funded. 

Strategy  ï Grassroots  Partnership  Mini -Grants  to  ODOT Regions  1-5 1300.11(b)(4)(ii)(B): 

Partnerships in collaboration with communities and non-profits to address traffic safety issues 
through grassroots efforts. 

Other than enforcement, education campaigns are one of the only proven countermeasures for 
traffic safety. The Bicyclist and Pedestrian Program uses grant funds to implement program 
activities and amplify messages from all program areas focusing on overrepresentation in 
specific areas such as pedestrians, bicycles and impaired driving. 

Outreach and education with a focus on maintaining and building on partnerships in all regions 
law enforcement, health educators and programs, traffic engineering, government traffic safety 
counterparts, injury prevention specialists, communities, neighborhood associations and non-
profit organizations. Education and outreach efforts emphasize addressing traffic safety issues 
through grassroots efforts in collaboration with communities, non-profits and partners. 

While the effectiveness of community engagement through grassroots efforts is supported more 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)(B)
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by qualitative studies rather than quantitative data, numerous researchers have concluded that 
community engagement is a critical component of any public health strategy.1,2 Community 
engagement serves as ña powerful vehicle for bringing about environmental and behavioral 
changes that will improve the health of the community and its members. [It] often involves 
partnerships and coalitions that help mobilize resources and influence systems, change 
relationships among partners, and serve as catalysts for changing policies, programs and 
practices.ò3 1300.11(b)(4)(iii) 

Problem  1300.11(b)(4)(i) 

The Grassroots Partnership Traffic Safety Education Program will address pedestrian and 
bicycle safety at a local and community level by partnering with and supporting community lead 
traffic safety projects with an emphasis on pedestrian and bicycle safety. This will address an 
equitable approach in partnering with communities of most need who have higher risks to their 
safety as vulnerable road users in the Oregon transportation system. A focus on low-income, 
BIPOC, and those experiencing houselessness are examples of communities of need that the 
grassroots projects will help to reduce traffic safety barriers to walking, rolling and biking in 
Oregon. 

Countermeasures and Justification  Uniform Guidelines for State Highway Safety  
Programs  ï Pedestrian  and Bicycle  Safety  No.14 Section  I, II, and VII 1300.11(b)(4)(ii) 
1300.12(b)(2)(viii) 1300.11(b)(4)(ii)(B): 

Partnerships in collaboration with communities, local cities, counties, non-profits, businesses, 
organizations, neighbor associations, and law enforcement to address traffic safety issues 
through grassroots efforts. 

 

Maintain or decrease bicyclist fatalities from the 2016-2020 moving average of 11. 
(NHTSA) 1300.11(b)(3)(ii) 

Actual 5 yr avg In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 

10 10 9 11 14 11 18 11 11 11 
 
 

 

Maintain or decrease pedestrian fatalities of the 2016-2020 moving average of 74. (NHTSA) 
1300.11(b)(3)(ii) 

Actual 5 yr avg In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 
71 70 77 82 71 74 87 74 74 74 

 
 

Funding  Source  2024 2025 2026 

402 $500,000 $500,000 $500,000 

Overview  of  the Grassroots  Partnership  Vulnerable  Road User  Traffic  Safety  Education  
 

 
1 O'Mara-Eves A, Brunton G, Oliver S, Kavanagh J, Jamal F, Thomas J. The effectiveness of community engagement in public health 

interventions for disadvantaged groups: a meta-analysis. BMC Public Health. 2015 Feb 12;15:129. doi: 10.1186/s12889-015-1352-y. PMID: 

25885588; PMCID: PMC4374501 
2 Bassler, A. et al., "Developing Effective Citizen Engagement: A How-to Guide for Community Leaders." Center for Rural America, 2008. 
3 Centers for Disease Control and Prevention (CDC). 2011. Principles of Community Engagement. Available at: 

https://www.atsdr.cdc.gov/communityengagement/pdf/PCE_Report_508_FINAL.pdf 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://one.nhtsa.gov/nhtsa/whatsup/tea21/tea21programs/pages/PedBikeSafety.htm
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)(B)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
http://www.rural.palegislature.us/Effective_Citizen_Engagement.pdf
https://www.atsdr.cdc.gov/communityengagement/pdf/PCE_Report_508_FINAL.pdf
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Program  

This Program funds grassroots pedestrian and bicycle safety education efforts culturally specific 
to ODOT Regions through mini grants either by expanding or enhancing existing programs or 
funding new programs and/or projects to increase the accessibility to education and safe use of 
bike/pedestrian systems by schools, cities, counties, and other local organizations to be 
determined and as appropriate. This project provides transportation safety education, outreach, 
training, program supplies, and/or services to a wide variety of community-based traffic safety 
programs. 

Grassroots projects are focused on traffic safety issues identified by local groups that are 
specific to their area and/or community e.g., the Chinese Community. These education and 
outreach efforts will be funded through mini grants to expand existing programs or fund new 
programs and/or projects to increase accessibility to education and encourage safe use of 
bike/pedestrian systems by schools, cities, counties, communities and other local organizations. 
Grant funds may be used to expand current local or community pedestrian and bicycle safety 
efforts including development of pedestrian and bicycle safety curriculum and resources, 
increasing project capacity by paying staff, or funding to expand training or classes for more 
participation opportunities. This project provides, funds to develop education and print materials; 
130 translation or development of materials that are language and culturally specific; engage in 
outreach, hire a part-time coordinator and increase training and education efforts in these local 
communities to address behavior that has been contributing to the rise in pedestrian deaths 
identified (data-driven) by neighborhoods, community groups, and other local organizations. 

Supporting  and Contributing  Programs  to the Bicyclist  and Pedestrian  Program  

Safe Routes to Schoolò refers to efforts that improve, educate, or encourage children safely 
walking (by foot or mobility device) or biking to school. The Oregon Department of 
Transportation has two main types of Safe Routes to School programs: Construction and 
Education and technical assistance. Construction programs focus on making sure safe walking 
and biking routes exist through investments in crossings, sidewalks and bike lanes, flashing 
beacons, and the like. Education programs focus on education and outreach to assure 
awareness and safe use of walking and biking routes. The objectives of the program are: 

¶ To ultimately reach the goal of zero fatalities and injuries for children walking, rolling or 
bicycling. 

¶ To increase education and construction project opportunities that aid in the ability for 
children to walk, roll and bicycle safely to and from school. 

¶ To make walking, rolling, and bicycling appealing travel alternatives 

¶ To influence a healthy and active lifestyle 

¶ To facilitate the planning, development and implementation of projects and activities that 
improve safety and reduce traffic, fuel consumption and air pollution in the vicinity of 
schools. 
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Problem  1300.11(b)(4)(i) 

This project addresses decreasing barriers for children and adolescents to have access to safe 
walking, biking, and rolling to and from school. It helps to increase physical activity, and help 
others in the community like parents, school staff, and other road users how to help increase 
safety for kids and adolescents who use the Oregon transportation system. 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

Safe Routes to School - 

C-1) Number of traffic fatalities (FARS) 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 
avg. 

2021 2024 2025 2026 

498 439 502 493 507 488 599 488 488 488 

 

Funding  Source  2024 2025 2026 

FHWA $1,833,333 $1,833,333 $1,833,333 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
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Community Traffic Safety  
 

Link(s)  to  the Transportation  Safety  Action  Plan 

Strategy  3.5.4 Encourage implementation of Safe Communities statewide. 

 
Provides a big-picture approach to injury prevention through citizen input and participation; 
collaboration with local business and health care; data collection and analysis; and combined 
injury prevention efforts. 

Problem  Identification  Community  Traffic  Safety  

23 CFR 1300.11(b)(1)(i)(ii) 

Every Oregonian deserves to live in a safe, livable community; Oregonians also place a 
premium on getting involved in their communities to make a difference. These two principles --
coupled with research demonstrating that data driven approaches to planning for, and delivering 
community level traffic safety programs are more effective than stand-alone activities -- have led 
to ongoing commitments to local transportation safety efforts for the last 30 years. Currently, 
however, some specific and noteworthy problems in both developing and maintaining safe 
livable communities include: 

Fatalities and serious injuries in Oregon have been steadily increasing since 2014 with an 
average annual increase of 41 fatalities and serious injuries per year, representing a 13 percent 
increase overall. 

Key findings for contributing factors in Oregonôs fatal and serious injury crash data: 

¶ Nearly all contributing factors have increasing trends over the 2016-2020 average. 

¶ A little less than half occurred on state highways (49%), holding steady with the 2016-2020 
average. 

¶ Crashes on rural roads have increased to 44 percent, up from the 41 percent 2015-2019 
average and crashes on urban roads have decreased to 56 percent, down from the 2015-
2019 average of 59 percent. 

¶ Consistent with past years, in 2020 the highest percentage of crashes resulted from roadway 
departure at 40 percent, while 37 percent occurred at intersections. 

¶ Seventeen percent of 2020 fatal and serious injury crashes involved unlicensed drivers. 

¶ Crashes involving impairment accounted for 28 percent of all 2020 fatal and serious injury 
crashes (upward trend). Poly-substance1 crashes represent 20 percent of all impaired 
crashes, up from 14 percent in 2016. Controlled substances or recreational drugs were 
decriminalized in Oregon in February 2021 (Ballot Measure 110), so it is anticipated that the 
poly-substance crash trend will only continue upward. 

¶ Crashes involving speed accounted for 22 percent of all 2020 fatal and serious injury 

 
1 Poly-substance is defined in ODOT crash data as an active participant (i.e., driver, ped, bicyclists) who had been using both alcohol and 

drugs; one active participant had been using alcohol, and another had been using drugs, or any such combination as long as both alcohol and 

drugs were present. ODOT CAR Unit 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)
https://www.oregon.gov/odot/Data/Pages/Crash.aspx
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crashes. 

¶ Although motorcycles make up only 3.5 percent of registered vehicles in 2020, 14 percent of 
fatal and serious injury crashes involved a motorcycle. The two most common aggravating 
factors in motorcycle crashes are speed and impairment. In 2020, 30 percent of all 
motorcycle fatal and serious injury crashes involved a speeding motorcyclist, while 10 
percent involved the use of drugs and/or alcohol by motorcyclists. 

Crashes involving a pedestrian or bicyclist have continued to increase. Pedestrian deaths 
have increased from an average of 78 people killed annually between 2016-2020 to 80 
people in 2020. Bicycle deaths have increased from an average of 11 in that same time 
period to 14 in 2020. 

For local communities currently planning or implementing a local Traffic Safety Action Plan, 
the following have been identified as challenges: 

¶ Volunteerism continues to change. For many Oregon communities, there is no local 
mechanism for mobilizing and motivating volunteer resources, as well as plans for keeping 
up with attrition numbers and training requirements. 

¶ Over half of Oregonôs fatal and injury crashes occur in the north Willamette Valley in just four 
counties, significantly impacting overall state crash statistics. Two counties, Gilliam and 
Sherman, have experienced an average fatal and injury crash rate above 7 per 1,000 people 
for the past decade. These counties have minimal local resources to address their traffic 
safety issues. 

¶ While safety is a stated priority for many organizations and governments, when confronted 
with financial difficulties, safety is often the first area where budget cuts or other changes are 
made. 

¶ Only a few local governments in Oregon have developed a plan specific to reducing motor 
vehicle related deaths and injuries, either as a standalone or as part of a transportation 
system plan; even fewer have undertaken a more comprehensive ñ4-Eò or Safe Systems 
approach to the problem. 

¶ A traffic safety academy or other systematic approach to training and motivating local 
volunteers is not currently in place. Efforts to train local government employees are not 
always well coordinated. 

¶ Three MPOs have now published their required Strategic Highway Safety Plans (Portland 
Metro, Lane Council of Governments, and Bend MPO). 

The following pages represent a series of data visualizations regarding Oregonôs diverse local 

traffic safety problems. The previous Statewide Overview section dives deeply into identifying 

the problems on Oregonôs roadways. As a subset of both region and statewide data and 

analysis, the community traffic safety program takes full advantage of that work and seeks to 

identify gaps in our local systems based on partner feedback and communities that are 

conducting overarching planning efforts to improve the traffic safety picture. 

In addition to crash data by location, the following tables detail communities that are known to 

have active transportation safety groups, have or are working on local plans, and communities 

with some form of paid staff to address traffic safety issues. Based on extensive research 

conducted at the national and international level, these three elements position a community to 
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take advantage of and take action on all other traffic safety programs, which will reduce fatalities 

(and serious injuries). 

The map below also provides a visual supplement to the tables, which are the core tool for 

geolocation as a problem identification approach. Oregon utilized the tables and map for 

communities with high volumes of fatal events (typically found in the Willamette Valley/I-5 

Corridor), or high rates of fatal events (often found in frontier and rural Oregon), and targeted 

those currently without plans, programs, or treatments for assistance in solving local traffic 

safety problems. In order to maintain equity for small communities, some countermeasures will 

be promoted in all communities in Oregon and including a review of past experience working 

with that community. The map further provides ñat a glanceò ability to spot adjacent high-rate 

counties, which was also considered in problem identification. 
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Jurisdictional  Data for  Oregon  Counties,  2020 

 

 
 

 
County  

 

 
 

 
Population  

 
 

 
Fatalities  

 
Alcohol 

Involved 

Fatalities  

 
Fatal  and 

Injury 

Crashes  

 

 
F&I Crashes/ 

1,000 Pop. 

Nighttime 

Fatal  And  

Injury 

Crashes  

Baker * 16,910 5 1 88 5.20 11 

Benton  94,665 7 0 292 3.08 32 

Clackamas @! 426,515 37 18 1,713 4.02 249 

Clatsop 
 

39,455 11 5 267 6.77 27 

Columbia @* 53,280 3 0 206 3.87 35 

Coos  63,315 11 6 280 4.42 54 

Crook  23,440 2 1 136 5.80 30 

Curry  23,005 4 2 100 4.35 19 

Deschutes @ 197,015 30 12 791 4.01 89 

Douglas * 112,530 31 15 567 5.04 90 

Gilliam 
 

1,990 2 2 37 18.59 10 

Grant @! 7,315 4 1 36 4.92 9 

Harney @! 7,280 2 0 50 6.87 9 

Hood River 
 

25,640 4 2 106 4.13 13 

Jackson ! 223,240 15 5 1,174 5.26 183 

Jefferson  24,105 9 4 131 5.43 19 

Josephine  86,560 13 6 470 5.43 61 

Klamath  68,075 18 3 481 7.07 83 

Lake  8,075 5 2 55 6.81 15 

Lane @! 381,365 30 9 1,512 3.96 211 

Lincoln  48,305 17 4 305 6.31 30 

Linn  127,320 29 6 814 6.39 132 

Malheur @! 32,105 9 3 212 6.60 49 

Marion  349,120 36 8 2,085 5.97 352 

Morrow ! 12,825 2 1 50 3.90 8 

Multnomah 

 

829,560 83 35 3,643 4.39 664 

Polk  83,805 13 4 399 4.76 62 

Sherman 
1,795 4 2 37 20.61 11 



136  

Tillamook  26,530 13 4 196 7.39 36 

Umatilla ! 81,495 12 1 362 4.44 60 

Union @! 26,840 3 0 102 3.80 17 

Wallowa  7,160 0 0 29 4.05 4 

Wasco  27,295 9 5 137 5.02 35 

Washington @# 620,080 23 7 2,441 3.94 367 

Wheeler  1,440 2 0 7 4.86 2 

Yamhill  108,605 9 5 492 4.53 81 

Statewide 

Total  

  
4,268,055 

 
507 

 
179 

 
19,803 

 
4.64 

 
3,159 

Sources: Crash Analysis and Reporting 2020 data, Oregon Department of Transportation, U.S. Department of Transportation, Center for 
Population Research and Census, School of Urban and Public Affairs, Portland State University, Text in italics based on 
urban boundary changes per national census. 

*=Local Traffic Safety Group # = County/Local Traffic Safety Group ! = Safe Communities Group @= Has or is developing a 
local plan for safety Nighttime fatal and injury crashes that occur between 8 p.m. and 4:59 a.m. 
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Night - 

Jurisdictional  Data for  Oregon  Cities  (Population  Over  10,000), 2020 
 
 

 
 

 
City  

  
Population 

Estimate  

 

 
Fatalities  

Alcohol 

Involved 

Fatalities  

Fatal  & 

Injury 

Crashes  

F&I Crashes  

/1000 

Population  

time  Fatal 

and Injury 

Crashes  

Albany * 54,120 4 0 247 4.56 27 

Ashland * 20,960 0 0 53 2.53 4 

Astoria  9,675 0 0 50 5.17 3 

Baker City * 10,010 0 0 20 2.00 0 

Beaverton * 98,255 3 1 600 6.11 74 

Bend ! 91,385 3 0 328 3.59 25 

Canby * 16,950 0 0 30 1.77 2 

Central Point  18,365 0 0 42 2.29 2 

Coos Bay * 16,700 0 0 52 3.11 3 

Cornelius  12,225 1 0 51 4.17 7 

Corvallis  58,885 3 0 164 2.79 16 

Cottage Grove  10,140 0 0 26 2.56 5 

Dallas  16,260 1 0 44 2.71 2 

Eugene ! 171,210 4 1 570 3.33 74 

Forest Grove  25,180 1 0 62 2.46 8 

Gladstone * 11,905 1 1 32 2.69 5 

Grants Pass  37,485 1 1 269 7.18 24 

Gresham  111,810 22 10 551 4.93 106 

Happy Valley  21,700 0 0 135 6.22 20 

Hermiston  18,415 1 1 57 3.10 7 

Hillsboro  103,350 4 2 552 5.34 77 

Keizer * 38,580 2 1 112 2.90 16 

Klamath Falls * 22,000 2 1 110 5.00 13 

La Grande * 13,290 0 0 17 1.28 3 

Lake Oswego * 39,115 1 0 50 1.28 9 

Lebanon  17,135 0 0 66 3.85 9 

McMinnville  33,930 0 0 123 3.63 19 

Medford * 81,465 3 1 508 6.24 59 
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Milwaukie * 20,535 1 0 78 3.80 16 

Newberg 
 

24,045 0 0 64 2.66 6 

Newport 
 

10,285 0 0 71 6.90 3 

Ontario * 11,485 0 0 64 5.57 12 

Oregon City 
 

35,570 0 0 164 4.61 30 

Pendleton 
 

17,020 2 1 58 3.41 3 

Portland * 657,100 54 31 2,840 4.32 500 

Prineville 
 

10,220 0 0 38 3.72 7 

Redmond * 30,600 2 1 110 3.59 12 

Roseburg 
 

24,890 3 1 138 5.54 10 

Salem * 167,400 12 3 1,106 6.61 172 

Sandy 
 

11,075 2 2 61 5.51 8 

Sherwood 
 

19,595 0 0 66 3.37 6 

Silverton 
 

10,380 0 0 17 1.64 1 

Springfield 
 

61,355 2 0 312 5.09 28 

St. Helens 
 

13,410 0 0 32 2.39 3 

The Dalles * 14,820 0 0 38 2.56 9 

Tigard 
 

53,450 0 0 232 4.34 31 

Troutdale 
 

16,185 2 0 80 4.94 13 

Tualatin 
 

27,135 1 0 166 6.12 17 

West Linn 
 

25,905 1 1 61 2.35 4 

Wilsonville 
 

25,635 0 0 94 3.67 9 

Woodburn 
 

25,135 1 1 126 5.01 17 

 
Statewide Total  

  
4,268,055 

 
507 

 
179 

 
19,803 

 
4.64 

 
3,159 

Sources: Crash Analysis and Reporting 2020 data, Oregon Department of Transportation, U.S. Department of Transportation, Center for 
Population Research and Census, School of Urban and Public Affairs, Portland State University Text in italics based on 
urban boundary changes per national census. *Nighttime F&I Crashes are those fatal and injury crashes that occur between 
8 p.m. and 4:59 a.m. 

*= Local Traffic Safety Group #= County/Local Traffic Safety Group ! = Safe Communities Group @=Has or is 
developing a local plan for safety 
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The following data map provides a quick overview of fatalities in Oregon by County in 2020 
(Source NHTSA) 

 

Public  Participation  and Engagement:  

The community program conducts continuous public engagement via statewide warm line, and 
uses that information to identify needed aides, training, and newsletter topics. Additionally, as 
part of the statewide public engagement, the program found that current offerings were well 
supported by the public, but also identified multiple areas to improvement. Additional training 
was requested regarding traffic safety action plan development and use, development and 
improvement of traffic safety groups, and improved effort to establish nontraditional safety 
groups. Other input included translated web pages where possible (most are not in the scope of 
the program, but we can use this to improve those websites that are). We also were asked 
about mobile speed reader boards communities could share. We will look into this concept over 
the course of the coming year, to see if it can be implemented at a reasonable cost. Finally, we 
consulted with our partners that have or use plans, and found that many are coming up on five 
years and would like to be able to update their plans, or have assistance if they are seeking 
FHWA funding to do so. 
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Conclusion:  

After analyzing the data prepared for the statewide and region programs, and receiving 
feedback from safety partners, community groups and citizens, for the next three years the 
Community Traffic Safety Program will focus on development of local agency and volunteer 
safety activities. Community educational materials may need to be provided in multiple 
languages as new groups choose to get involved or make inquiries. The program does 
currently have a ówarm lineô provided by a statewide non-profit, but access in other languages is 
an opportunity area for expansion. As each topical program identifies their best courses of 
action over the three-year period and materials are created, the challenge becomes making 
sure those materials are reaching the right audiences. Local safety groups and advocates are 
one of the best ways to make sure that messages reach the correct audiences. 

After talking with community members at our input events and opportunities it became apparent 
that we need to do more to meet them where they are for resources, languages, and paid and 
volunteer workforces. 

Local agencies continue to want to plan for safety success, and when local agencies collect 
data, analyze it, discuss it and develop countermeasures which are assembled into quality local 
plans, it sets the stage for local success. It has been said, and research indicates that what 
gets measured gets done. Local agencies that are willing to develop plans with TSO 
assistance, and/or with the help of FHWA direct funding under the Safe Streets For All program 
(SS4A) know what their problems and opportunities are, and have a path forward on how to 
address them. 

Once plans are developed, local organizations start looking for ways to coordinate the work to 
implement the plan. They are often hesitant to commit to a broad spectrum of solutions 
simultaneously, so assistance with coordination becomes a valuable resource to some of these 
communities. That said, once the resource person or system is put in place, it provides a hub 
for exchange of information, and coordination among and between highway safety-oriented 
work and workers. Resources go further, messages become amplified, and more work gets 
done. Providing funding to communities willing to coordinate their efforts gives them the head 
start they need toward success. 

Strategy  ï The Community Traffic Safety Program employs four strategies: 

¶ Provide statewide coordination to local governments and volunteers. 

¶ Provide training to local governments and volunteers. 

¶ Provide assistance developing local government safety action plans which coordinates with 
the stateôs Transportation Safety Action Plan. 

¶ Provide assistance with staff and materials for local Safe Communitiesô Groups 

Problem  1300.11(b)(4)(i)  

Addresses the need for trained and equipped local professionals and volunteers to implement 
highway safety projects. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
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Countermeasures  and Justification  1300.11(b)(4)(ii)  1300.12(b)(2)(viii)  

Communities that plan for and work on identified transportation safety issues are foundational to 
the reduction of fatalities and serious injuries. However, many steps are involved in analyzing 
the data, identifying the priority problem issues, determining the best strategies to address the 
problems, identifying 'who' is responsible, then subsequent implementation, all at the local level. 
This transportation safety planning and training is necessary to the success of the State and 
other local plans. The program will use the research proven strategy of developing and 
educating local ógrass rootsô groups charged with initiating traffic safety programs and 
encouraging efforts based on proven strategies such as the ones listed in the document 
ñCountermeasures that Work,ò the development and implementation of local transportation 
safety action plans based on proven strategies and implementing other research proven efforts 
at the local level. 

Research by The Karolina Institute based in Orebro, Sweden indicates, as does the World 
Health Organization, that the Safe Communities approach results in measurable improvements 
to mortality and morbidity. In addition, implementation of Null Visionen concepts, as researched 
by Vagverket/Trafficverket and FOI (Swedish Defense Research Institute), indicates safety 
improvement based on systemic approaches. Trafficverket multiple citations, in addition to FOI-
SE research. Single citation: ñLinkºping: Statens vªg-och transportforskningsinstitut, 2001. p. 
66-76.ò Austroads research indicates steady improvement based on implementation of 
research-based community strategies. Citation: Austroads, Guide to Road Safety Part 1: 
Introduction and The Safe System, Publication no: AGRS01-21, ISBN: 978-1-922382-59-7, 
Published: 16 July 2021 (and following series). 

Targets  Countermeasures  will  address  1300.11(b)(4)(iii) : 
 

Number of fatalities 1300.11(b)(3)(ii) 

Actual 5-year avg 
In 

Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 

498 439 502 493 507 488 599 488 488 488 

Allocation  of  Federal  Funds  ï Estimate  1300.11(b)(4)(iv)  
 

Funding  Source  2024 2025 2026 

402 $1,270,000 $1,270,000 $1,270,000 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iv)
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Overview  of  Community  Traffic  Safety  Program  

The Community Traffic Safety Program will provide grants to local governments and non-profits 
to conduct traffic safety efforts that will maintain and increase planning and implementation of 
data driven transportation safety plans. Funding will allow agencies and organizations to offer 
enforcement, education, and EMS improvements that are either published in ñCountermeasures 
that Work or are supported by other publications as deemed appropriate by the local jurisdiction. 

Agencies will be encouraged to garner local media coverage of their planned efforts, 
partnerships, purpose and results. During 2023, fifty local community programs participated in 
Oregonôs safety programs at some level. Many of these agencies plan local safety activities 
without assistance, however; the smaller organizations do not have dedicated safety program 
staff and so rely on grant funds to work on traffic safety problems in their communities. A local 
transportation safety plan is foundational to developing support for local efforts in enforcement, 
engineering, education and EMS improvement. 

Projects are identified by local governments that are encouraged to apply for these grants based 
on problem identified data. Projects are selected on a first come first served basis, but high fatal 
and serious injury event communities are contacted and encouraged to apply. If the number of 
applicants exceed available funds, preference would be given first to communities with high 
numbers of fatalities and serious injuries, and then to communities that have no traffic safety 
plan in place, or that find their plan has run its logical course based on age or completion of 
elements. Communities that have already received funds from FHWA are allowed to, but not 
encouraged to apply, to allow the funds to cover more communities statewide. 

This countermeasure strategy is foundational work and is informed by several newly 
uncoordinated elements of the NHTSA Uniform Guidelines for Highway Safety Programs. 
NHTSA guidelines offer direction to States in formulating their highway safety plans for highway 
safety efforts that are supported with section 402 and other grant funds, but as of 2023 the 
guidelines fall short in addressing the need for taking a comprehensive approach to highway 
safety, and do not encourage cross topical coordination as identified in available and highly 
detailed research conducted by nations currently more successful than NHTSA and the United 
States in saving lives and protecting the population. NHTSA has noted that the guidelines 
provide a framework for developing a highway safety program. By incorporating solid research 
such as Safe Streets for All done by Austroads (and highlighted in FHWA programming under 
the current funding program of USDOT), the guidelines serve as an imperfect tool which Oregon 
has used in tandem with its local governments to assess the effectiveness of their own 
programs and develop an over-arching approach. NHTSA has encouraged states to use the 
guidelines to build more optimized and effective highway safety programs. Oregon believes that 
coordinating actions is much more effective than siloed programs, and has taken the advantage 
of research provided by Federal Highway Safety Administration, to work with local communities 
to develop coordinated strategies to be conducted at the state and local level based on NHTSA 
Uniform Guidelines as identified throughout this plan document and incorporated into this 
section by reference, but that will be in whole or part be implemented at the local level. 
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Distracted Driving  
 

Link(s)  to  the Transportation  Safety  Action  Plan 

Strategy 1.1.1  Promote safe travel behavior through educational initiatives, focusing on 
how system user behavior can contribute to a safer transportation system 
for all. 

Strategy 1.2.2  Implement best practices for ongoing enhancement of safety culture 
training, information, and tools within ODOT and across agencies and 
partners. 

Strategy 3.1.1  Support a data-driven approach to law enforcement, using data analysis to 
efficiently deploy enforcement resources to locations or corridors. 

Strategy 5.3.1  Collaborate with the media and partner agenciesô public information offices 

to develop information which improves public awareness of safety 
programs, laws, roles, responsibilities, and expectations. Ensure 
campaigns take into account Oregon demographics. 

 
There is strong evidence, in Oregon and in other states that laws and enforcement efforts are 
only successful if they are effectively and continuously publicized, and in conjunction with high 
visible enforcement efforts when available. According to the National Highway Traffic Safety 
Administration (NHTSA), public information programs should be comprehensive, seasonally 
focused, and sustained. 

The Distracted Driving Program works to reduce the incidences of distracted driving, especially 
with mobile electronic devices, by raising awareness of its dangers through public service ads, 
media, education and high visibility enforcement. This will be addressed through grant projects 
with other agency partners. 

Distraction occurs when a driver diverts attention to something not related to driving. There are 
four types of distraction: visual, auditory, manual, and cognitive. Distracted Driving is a 
dangerous behavior for drivers, passengers, non-occupants, and non- motorized travelers alike. 

Problem  Identification  Distracted  Driving  23 CFR 1300.11(b)(1)(i)(ii) 

From 2016-2020 there were 2,036 crashes, resulting in 24 fatalities and 1,824 injuries caused 
by drivers reported to have been using a cell phone at the time of the crash. 

From 2016-2020 there were 127 crashes involving a driver aged 16-18 reported to have been 
using a cell phone at the time of the crash: 0 fatalities and 179 people injured. 

From 2016-2020 there were 59,066 convictions for this traffic law violation. ORS 811.507 

These crashes continue to be underreported in Oregon, but with the 2017 and 2018 changes to 

the law, and updated citations and crash data reporting requirements, reported distracted driving 
crash numbers initially rose before normalizing due to countermeasure efforts. The cultural norm 
around cell phone use needs to be changed so all Oregonians know it is illegal and culturally not 
acceptable to use oneôs cell phone while driving. Public opinion shows most Oregonians know 
this, but still drive distracted. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)
https://oregon.public.law/statutes/ors_811.507
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During and since the recent pandemic, law enforcement agencies throughout Oregon have 
really struggled, many losing their traffic teams and/or unable to provide certain enforcement 
activities. TSO is offering grants for both straight and overtime enforcement hours worked by 
these agencies to combat distracted driving. 

Oregon Driver reported to have used mobile electronic device in crash, fatalities, and injuries. 
2016-2020 

 

Year Fatalities Injuries 

2016 9 408 

2017 1 353 

2018 2 433 

2019 5 370 

2020 7 260 

Total 24 1,824 

Source: Crash Analysis and Reporting, Oregon Department of Transportation. All injuries included. No 
PDO crashes. 

 

Oregon mobile electronic device use convictions. 2016-2020 
Year Convictions 

2016 10,317 

2017 8,748 

2018 13,086 

2019 16,660 

2020 10,255 

Total  59,066 
Source: Oregon Driver and Motor Vehicle Services. No PDO crashes. 

 

There is strong evidence that high visibility enforcement efforts (HVE) are highly successful in 
changing improper driver behavior. In addition, the National Highway Traffic Safety 
Administration (NHTSA) indicates that public information and education programs should be 
comprehensive, seasonally focused, and sustained. HVE events are conducted in Oregon 
throughout the year statewide, including Distracted Driving events during April, the National 
Distracted Driving Awareness Month, and including Distracted Driving Week, and the National 
Connect to Disconnect program. 

Strategy  ï High  Visibility  Enforcement  for  Distracted  Driving  

Problem  1300.11(b)(4)(i) 

Distracted Driving is a dangerous behavior for drivers, passengers, non-occupants, and 
nonmotorized travelers alike. 

Distracted Driving is a dangerous behavior for drivers, passengers, non-occupants, and 
nonmotorized travelers alike. From 2016-2020 there were 24,462 crashes resulting in 186 
fatalities and 24,126 injuries caused by crashes involving a distracted driver in Oregon. These 
crashes are underreported, which is evidenced by 59,066 convictions for the same time frame. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
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Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

High visibility enforcement ï CTW 4 stars citation, High-Visibility Cell Phone/Text Messaging 
Enforcement, page 4-14 

According to Countermeasures That Work, results from the NHTSA HVE pilot program suggest 
handheld cell phone use among drivers dropped 57% in Hartford and 32% in Syracuse 
(Chaudhary et al., 2014). The percentage of drivers observed manipulating a phone (e.g., 
texting or dialing) also declined. Public awareness of distracted driving was already high before 
the program, but surveys suggest awareness of the program and enforcement activity increased 
in both Hartford and Syracuse. Surveys also showed most motorists supported the enforcement 
activity. Similar reductions in cell phone use were observed following the campaign in California 
(34% reduction) and Delaware (33% reduction), although decreases were also noted in 
comparison communities (Chaudhary et al., 2015; Schick et al., 2014). Although these results 
are encouraging, the effect of HVE campaigns on crashes is not certain. An analysis of crash 
data from before and after the enforcement period found no effects of HVE on the incidence of 
distraction-related crashes (Chaudhary et al., 2015). Note that the evidence for effectiveness is 
based on community and smaller statewide programs that targeted handheld cell phone use. 

There is strong evidence, in Oregon and in other states that laws and enforcement efforts are 
only successful if they are effectively and continuously publicized, and in conjunction with high 
visible enforcement efforts when available. According to the National Highway Traffic Safety 
Administration (NHTSA), public information programs should be comprehensive, seasonally 
focused, and sustained. 

Prior to 2015, TSO did not have a lot of data on Distracted Driving incidences in Oregon, so 
ODOT partnered with Portland State University to conduct the studies below in order to educate 
and impact legislation and law change, which happened in 2017 and again in 2018. During 
2016, ODOT convened a Distracted Driving Task Force with multidisciplinary members who 
helped to update Oregonôs law and promoted a way forward to combat distracted driving as 
documented in their report:1 

Oregonôs law has been ranked the number one toughest law in the nation.2 

Bend Distracted Driving Attitudes and Behaviors Survey, 2015: Results from a driving safety 
campaign implemented in Bend Oregon in April 2015 indicated the majority of respondents 
reported that their cell phone use while driving Stayed the Same (79.8%), with a small 
proportion of people Decreasing their use (15.5%). The most common reasons for respondents 
decreasing their cell phone usage were Increased Awareness of Safety (20.3%), Driving Less 
(13.9%) and Less Use in General, Trying to Use Phone Less (13.8%). 

Bend surveys also indicated the majority of respondents reported that their text messaging 
frequency while driving Stayed the Same (83.1%), with a small proportion of people Decreasing 
their texting (11.7%). The most common reasons for respondents decreasing their text 
messaging were Increased Awareness of Safety (30.0%), Family or Relationship Changes 
(16.9%), Nothing or No Specific Reason (16.9%) and Job-related Changes (16.2%). 

 

 
1 

https://www.oregon.gov/odot/Safety/Documents/DistractedDrivingReport.pdf
 

2 
https://www.statesmanjournal.com/story/news/2019/11/04/oregon-driving-laws-traffic-tickets/2500473001/ Study: Oregon has nation's strictest 

distracted driving laws.
 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.oregon.gov/odot/Safety/Documents/DistractedDrivingReport.pdf
https://www.statesmanjournal.com/story/news/2019/11/04/oregon-driving-laws-traffic-tickets/2500473001/
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Both studies conducted in Bend and Roseburg, Oregon, were based on NHTSAôs Distracted 
Driving Attitudes and Behaviors report, 2012.3 

Roseburg Distracted Driving Attitudes and Behaviors Survey, 2016: If respondents reported a 
change in cell phone usage, they were asked to describe why that change occurred. The most 
common reason was Fewer People Calling Me (23.6%). The next most common reasons were 
Driving Less (19.5%), Increased Awareness of Safety (17.0%), Less Use in General (16.3%), 
Saw a Distracted Driving Campaign (14.0%), and Law that Bans Cell Phone Use (13.5%). The 
remaining reasons were endorsed by 8.7% or fewer respondents. 

Similar to the question about cell phone calls, the majority of respondents reported that their text 
messaging frequency Stayed the Same (81.8%), with a small proportion of respondents 
reporting a Decrease in text messaging while driving (13.8%). Again, a very small proportion of 
respondents reported an Increase in text messaging while driving (3.0%). 

Both studies conducted in Bend and Roseburg, Oregon, were based on NHTSAôs Distracted 
Driving Attitudes and Behaviors report, 2012.4 

Countermeasures  and Justification  1300.11(b)(4)(ii) 

Communications and Outreach ï CTW page 4-17 

There is not an evident NHTSA Guideline for this countermeasure. 

This countermeasure involves distracted driving communications and outreach campaigns 
directed to the general public. Since distracted driving is a particular concern among teenage 
drivers (Foss & Goodwin, 2014; NHTSA, 2012), distracted driving campaigns may specifically 
target that age group. Some campaigns carry a general ñpay attentionò message, while others 
are directed at specific behaviors such as cell phone use by the driver and/or passengers. 

Effectiveness Concerns: Based on NCHRP research, there are no studies of any campaignôs 
effects on driver knowledge, attitudes, or behavior (Stutts et al., 2005, Strategies C1 and D2). 
Though distracted driving outreach campaigns are widespread, there is little information that 
exists regarding their effectiveness. 

Meta-analysis of the effect of road safety campaigns on accidents, May 20115 

Educating  the Public  about  Distracted  Driving  and Evaluating  Distraction  Prevention  
Technologies, 2022:  Distracted Driving Awareness Campaigns and Education  

There are other ways to prevent distracted driving and raise awareness regarding this issue. 
One way is to educate drivers and residents through focused campaigns and education. In 2010 
Congress passed a resolution to create a special month devoted to increasing awareness of the 

 
3 

https://www.oregon.gov/odot/Safety/Documents/Bend_Distracted_Driving_2015_Complete_Final_Report.pdf. Includes a final report from 

2016.
 

4 
https://www.oregon.gov/odot/Safety/Documents/Roseburg_Distracted_Driving_Survey_2016_FinalReport.pdf Includes a final report and 

survey from 2016.
 

 
5 

https://www.researchgate.net/publication/50288117_Meta-analysis_of_the_effect_of_road_safety_campaigns_on_accidents These analyses 

suggest positive associations between accident reduction and the use of personal communication or roadside media as part of a campaign 

delivery strategy.
 

https://www.nhtsa.gov/sites/nhtsa.gov/files/811729.pdf
https://www.nhtsa.gov/sites/nhtsa.gov/files/811729.pdf
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.oregon.gov/odot/Safety/Documents/Bend_Distracted_Driving_2015_Complete_Final_Report.pdf
https://www.oregon.gov/odot/Safety/Documents/Roseburg_Distracted_Driving_Survey_2016_FinalReport.pdf
https://www.researchgate.net/publication/50288117_Meta-analysis_of_the_effect_of_road_safety_campaigns_on_accidents
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dangers of distracted driving. Ever since then, April has been the official Distracted Driving 
Awareness Month, with safety organizations around the country running programs to help 
encourage drivers to keep their eyes on the road. 
file:///C:/Users/odot29j/Downloads/dot_66082_DS1.pdf 

Target Countermeasures will address both performance measures above. 1300.11(b)(3)(ii) 

Effectiveness  of  Road Safety  Campaigns  

The European Road Safety Decision Support System, developed by the H2020 project 
SafetyCube, includes road safety communication campaigns aimed at informing, persuading 
and motivating people to change attitudes and behavior, and ultimately at improving roadway 
safety. Two meta-analyses on campaigns conducted with various road safety themes showed 
an association with a reduction of accident occurrence (9%) as well as a favorable change in 
(observed and self-reported) seat belt use (+25%), yielding behavior (+37%), speeding behavior 
(-16%) and risk comprehension (+16%). Although drink-driving behavior was found to be 
reduced by 17%, this result was not significant. Also, no significant changes were found for 
favorable road safety attitudes and knowledge. Often, when road safety campaigns are 
implemented, they are accompanied by increased enforcement. Accounting for this factor, a 
decrease in accidents can still be found in a meta-analysis due to education and media 
campaigns solely; however, the effect was smaller (10% vs. 13% for campaigns combined with 
enforcement). Kaiser, S., Aigner-Breuss, E. (2017)6 

Targets  Countermeasures  will  address  1300.11(b)(4)(iii): 
 

Number of fatalities 1300.11(b)(3)(ii) 

 
Actual 

 
5-year avg 

In 
Progress 

 
Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 

498 439 502 493 507 488 599 488 488 488 

Allocation  of  Federal  Funds  ï Estimate  1300.11(b)(4)(iv) 
 

Funding Source 2024 2025 2026 

405 (e) $1,000,000 $1,000,000 $1,000,000 

Overview  of  Program  

Awarded agencies will be encouraged to garner local media coverage of their planned efforts, 
their purpose, and their results. During 2022, 80 local police departments, Sheriffôs Offices and 
the Oregon State Police participated in Oregon's Distracted Driving HVE program. Many of 
these agencies enforce distracted driving laws as a matter of routine when working traffic, 
however; the smaller local police and county departments often do not have dedicated traffic 
enforcement officers or teams, so rely on the straight and overtime funds awarded to work on 
traffic safety problems in their communities. 

 

 
6 https://www.roadsafety-dss.eu/assets/data/pdf/synopses/Effectiveness_of_Road_Safety_Campaigns_26072017.pdf 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iv)
https://www.roadsafety-dss.eu/assets/data/pdf/synopses/Effectiveness_of_Road_Safety_Campaigns_26072017.pdf
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This countermeasure strategy is foundational work and not informed by Uniform Guidelines for 
Highway Safety Programs. Please see justification under countermeasures and justification. 

ODOT - DMV's Transportation Safety Office (TSO) identifies Oregon law enforcement agencies 
with the data-driven need to conduct traffic enforcement projects within their communities. All of 
Oregon's high visibility enforcement (HVE) grant projects are designed to coordinate with 
national mobilizations and/or state efforts for maximized visibility and effectiveness. High 
visibility enforcement is a proven countermeasure to reduce traffic violations and risky driving 
behaviors, and includes public messaging (press releases, press events, some paid media, etc.) 
in tandem with the scheduled enforcement period to alert motorists of the stepped-up 
enforcement efforts, and why theyôre being conducted. 

Each grant year, a HVE letter of interest is sent to every law enforcement agency in the state. 
Interested agencies return a completed letter with the HVE grant programs they would like to 
participate in and a detailed problem statement describing the transportation safety issues that 
agency and region are seeing. A submitted Letter of Interest does not guarantee the agency will 
be selected for a traffic enforcement grant award. TSO evaluates requests based on criteria 
which include: analysis of statewide and local crash data, federal funding availability, problem 
identification (data-driven need for the project), and the agency's past performance with highway 
safety grants (as applicable). 

Strategy  ï Education  through  media  for  Distracted  Driving  ñPark Your  Phoneò 

Problem  1300.11(b)(4)(i) 

Year-round public education is necessary to inform and educate motor vehicle drivers and 
passengers regarding Oregon law around use of mobile electronic devices while driving, and 
consequences of using a mobile electronic device while driving. 

This  counter -measure  addresses:  

-Use of mobile devices while driving 
-Risky Drivers 

Allocation  of  Federal  Funds  ï Estimate  1300.11(b)(4)(iv) 
 

Funding Source 2024 2025 2026 

405(e) $500,000 $500,000 $500,000 

Overview  of  Program  

This project will fund contracted media design, education material, social media advertising, TV, 
and radio public service announcements, geofencing for NASCAR, Grand Prix and other events, 
and billboards, as well as TSO direct purchase of or reproduction and distribution of educational 
and outreach materials. This is conducted statewide throughout the year, especially for 
Distracted Driving during April, the National Distracted Driving Awareness Month, Week and the 
National Connect to Disconnect program. 

Many of the printed educational materials are grant funded and then distributed directly to the 
public through law enforcement, ODOT's Driver and Motor Vehicles Division (DMV), and 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iv)
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community level special events. 

This countermeasure strategy is foundational work and not informed by Uniform Guidelines for 
Highway Safety Programs. Please see justification under countermeasures and justification. 

Strategy  ï Education and Communications for Distracted Driving (Park Your Phone) 

Problem  1300.11(b)(4)(i) 

Year-round public education is necessary to inform and educate motor vehicle drivers and 

passengers regarding Oregon law around use of mobile electronic devices while driving, and 
consequences of using a mobile electronic device while driving. 

This  counter -measure  addresses:  

- Use of mobile devices while driving 
- Risky Drivers 

Countermeasures  and Justification  1300.11(b)(4)(ii) 

Communications and Outreach ï CTW page 4-17 

There is not an evident NHTSA Guideline for this countermeasure. 

This countermeasure involves distracted driving communications and outreach campaigns 
directed to the general public. Since distracted driving is of particular concern for teenage 
drivers (Foss & Goodwin, 2014; NHTSA, 2012), distracted driving campaigns may specifically 
target teen drivers. Some campaigns carry a general ñpay attentionò message, while others are 
directed at specific behaviors such as cell phone use. 

Effectiveness Concerns: Based on NCHRP research, there are no studies of any campaignôs 
effects on driver knowledge, attitudes, or behavior (Stutts et al., 2005, Strategies C1 and D2). 
Though distracted driving outreach campaigns are widespread, there is little information that 
exists regarding their effectiveness.7 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
7 

Duplicate. See footnote 6 regarding information. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
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Educating  the Public  about  Distracted  Driving  and Evaluating  Distraction  Prevention  
Technologies, 2022:  Distracted Driving Awareness Campaigns and Education  

There are other ways to prevent distracted driving and raise awareness regarding this issue. 
One way is to educate drivers and residents through campaigns and education. Back in 2010, 
Congress passed a resolution to create a special month devoted to increasing awareness of the 
dangers of distracted driving. Ever since then, April has been the official Distracted Driving 
Awareness Month, with safety organizations around the country running programs to help 
encourage drivers to keep their eyes on the road. 
file:///C:/Users/odot29j/Downloads/dot_66082_DS1.pdf 

Target  Countermeasures  will  address  both  performance  measures  1300.11(b)(3)(ii): 

Please see performance measure data tables above. 

Allocation  of  Federal  Funds  ï Estimate  1300.11(b)(4)(iv) 
 

Funding Source 2024 2025 2026 

405(e) flex $500,000 $500,000 $500,000 

Overview  of  Program  

Distracted driving campaigns will be conducted statewide throughout the entire year and 
especially the month of April during the annual National Distracted Driving Awareness 
Campaign - GARD, TSO's media contractor, and ODOT Communications will assist with media 
and outreach for the event. 

This countermeasure strategy is foundational work and not informed Uniform Guidelines for 
Highway Safety Programs please see justification under countermeasures and justification. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(3)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iv)
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Driver Education  
 

Link(s)  to  the Transportation  Safety  Action  Plan 

Strategy 1.1.1  Promote safe travel behavior through educational initiatives, focusing on 
how system user behavior can contribute to a safer transportation system 
for all. 

Strategy 1.1.2  Tailor safety culture marketing and media tools to specific user groups with 
specific needs (e.g., youth, aging travelers, walkers, motorcyclists, bicyclists, 
under-invested groups, and different income groups). 

 

Oregonôs Driver Education program improves driver behavior through traffic safety education 
thereby reducing fatal and injury crashes for first time drivers. This is accomplished through 
coordination of driver education course content, certification of public and private driver 
education instructors, public information, education programs and resources, and oversight and 
coordination of driver education providers and train-the-trainer curriculum development. The 
program is committed to comprehensive driver safety education and increased awareness for 
young motorists even before the teen driving age and strives to educate teen drivers on safe 
driving habits. 

Program  Overview  

Oregonôs driver education (DE) program has a mission to provide students under the age of 18 
with classroom and practical (behind-the-wheel) education necessary for safe and responsible 
operation of passenger vehicles. The program is governed by Oregon Revised Statutes (ORS 
336.790 to 336.820) and Oregon Administrative Rules (OAR Chapter 737-Division 15 and OAR 
Chapter 735-Division 160). 

To accomplish the mission, Oregon developed and continues to use a nationally recognized 
driver education curriculum that, as closely as possible, mirrors the Novice Teen Driver 
Education and Training Administrative Standards (NTDETAS), developed by the Association of 
National Stakeholders in Traffic Safety (ANSTSE) through a sponsorship with the National 
Highway Traffic Safety Administration (NHTSA). The Oregon Risk Prevention Curriculum, 
known as the Playbook has been undergoing revision as well and is scheduled for release in 
July 2023. 

The Playbook is taught by State-Certified instructors who are trained through a grant from 
Oregon Department of Transportation (ODOT) Transportation Safety Office (TSO) to Western 
Oregon University (WOU). WOU manages a team of Train the Trainers (ToTs) who teach 
candidate instructors how to deliver the Playbook to students throughout Oregon. The instructor 
training course is free for Oregon residents although candidates must pay a small materials fee, 
currently $99. Certified instructors must complete 15 hours of continuing education every two 
years to maintain certification. 

Courses are provided to students through ODOT-Approved driver education programs. These 
programs can be delivered through public schools, commercial driver training schools and 
community colleges. All approved providers must complete an application process and be 
approved prior to offering courses for teens, ages 15-17. Public schools and community 
colleges only need to be approved through ODOT TSO. Commercial driver training schools 
must also be certified through Oregon DMVôs Third-Party Programs prior to ODOT TSO 

https://www.oregonlegislature.gov/bills_laws/ors/ors336.html
https://www.oregonlegislature.gov/bills_laws/ors/ors336.html
https://secure.sos.state.or.us/oard/viewSingleRule.action?ruleVrsnRsn=280102
https://secure.sos.state.or.us/oard/viewSingleRule.action?ruleVrsnRsn=265266
https://secure.sos.state.or.us/oard/viewSingleRule.action?ruleVrsnRsn=265266
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approval. All providers are subject to routine compliance audits conducted by an ODOT-TSO 
compliance specialist. 

Oregon teens who complete an ODOT-Approved teen driver education course traditionally have 
fewer citations and are involved in fewer crashes than teens who do not take the course, 
however driver education is not mandatory in Oregon. There is a need to increase awareness of 
the program, as well as a continual need for more instructors and provider agencies for the 
program. In addition, the rural and frontier areas of the state are underserved in instructor 
courses and teen driver education programs. 

Another piece of the program is providing traffic safety education to youth, in Kindergarten 
through 12th grade. This program is provided through a grant to Trauma Nurses Talk Tough 
(TNTT), a statewide injury prevention program located at Legacy Emanual Hospital and Health 
Center. TNTT provides traffic safety education by conducting school presentations and safety 
promotional events throughout the state. This is accomplished through their network of TNTT 
nurses working at hospitals and trauma centers all over Oregon. They also provide training to 
their network in how to deliver these presentations. 

Problem  Identification  

One of the biggest rites of passage for many teenagers is getting their driver license. And one of 
the leading causes of teen death in the US is motor vehicle crashes. (Centers for Disease 
Control and Prevention). Teens drive less than all but the oldest adults, but they are 
overrepresented in fatal and serious injury crashes. In 2021, 3,058 teens (ages 13-19) were 
killed in the US from injuries sustained in a crash (National Center for Injury Prevention and 
Control). 

Beginning in 2009, teen deaths in Oregon began to trend downward with a low in 2014 of 33. 
That same year, seven teens were killed in alcohol involved crashes and three crashes involved 
unrestrained occupants. Unfortunately, that trend has reversed. In 2020, 55 teens were killed in 
fatal crashes, 13 crashes involved alcohol and 10 deaths were unrestrained occupants. 

Oregonôs teen drivers make up 4.6% of all licensed drivers in Oregon but are involved in 14.6% 
of fatal and serious injury crashes. In 2020, Oregon Driver and Motor Vehicle Services (DMV) 
issued 21,291 licenses to teens ages 16-18, yet only 9,437 teens took an ODOT-Approved 
driver education course (Oregon DMV Issuance Statistics). Some of the leading causes of teen 
crashes are: 

¶ Driver inexperience 

¶ Other teen passengers 

¶ Nighttime driving 

¶ Not using seat belts 

¶ Distraction, including use of a mobile electronic device 

¶ Reckless driving 

One of the ways to combat these risky driving behaviors is through formal driver education. 
Driver education is not mandatory in Oregon but ODOT DMVôs data show that teens who take 
driver education are less likely to be involved in a crash or receive a traffic citation. 
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Driver  Education  vs.  Non-Driver  Education  Convictions 
5-Year Average (2018 -2022) 

Age Total With Driver Ed W/O Driver Ed DE Teen % of Total 

16 516 114 402 22.09% 

17 1,231 240 991 19.50% 

18 2,509 403 2,107 16.04% 

19 3,261 416 2,846 12.74% 

20 3,303 278 3,025 8.42% 
 10,820 1,450 9,370  

  13.40% 86.60% 100.0 0% 

 

Driver  Education  vs.  Non-Driver  Education  Crashes 
5-Year Average (2018 -2022) 

Age Total With Driver Ed W/O Driver Ed DE Teen % of Total 

16 860 243 617 28.22% 

17 1,511 325 1,186 21.51% 

18 1,849 281 1,569 15.17% 

19 1,847 177 1,670 9.57% 

20 1,724 122 1,602 7.06% 
 7,791 1,147 6,644  

  14.72% 85.28% 100.0 0% 

The number of teens taking ODOT-Approved driver education peaked in 2017 at 10,140, which 
was 34% of teens who received provisional licenses in that year. The yearly average number of 
teens taking driver education, 2018-2022, is 8,645. Part of the decrease is a lack of access and 
cost. The average cost for a teen driver education course has steadily increased from $299 in 
2018 to nearly $400 in 2022. In 2018, Oregon had over 300 state-certified teen driver education 
instructors. In 2022, there were 254. Decreased instructor numbers equate to decreased 
opportunities for students to access the courses. 

There are geographic barriers as well. ODOT-TSO currently has 45 active providers: 

¶ 5 community colleges 

¶ 22 commercial driver training schools 

¶ 18 public schools/education service districts 
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Oregon has 36 counties, 10 of which are identified as frontier, defined as having six or fewer 
people per square mile. Thirty-three percent of the population live in rural areas, 2% in frontier, 
and 65% in urban areas (Oregon Health & Sciences University). There is a need to increase 
access to instructor training and teen driver education courses in the rural and frontier areas of 
the state. 

The US Census Bureau reports that Oregonôs population as of April 1, 2020, was 4.2 million and 
has a majority ówhite, not Hispanic or Latinoô demographic. The Hispanic or Latino population is 
the second largest racial group making up 14.0% of the overall population and 15.3% of 
households speak a language other than English in the home. Ninety-five percent of households 
have access to a computer and 89.5% have access to broadband internet. The median 
household income in 2021 dollars (2017-2021) was $70,084 but 12.2% are at or below poverty 
level. Sixty-two percent, ages 16+, are in the civilian labor force (US Census Quick Facts, 
Oregon). 

One of the top three priorities in ODOTôs 2021-2023 Strategic Action Plan is Equity, and 
emphasizes prioritizing diversity, equity and inclusion by identifying and addressing systemic 
barriers to ensure all Oregonians benefit from transportation services and investments. With the 
continued increase in Oregonôs Latino population (30% over the last ten years), the driver 
education traffic safety message must be adjusted to reach this increased population. To date, 
no marketing of Oregonôs non-mandatory youth driver education program has been targeted 
toward the Latino community. Anecdotally, it has been reported that although Latino teens 
understand and communicate freely in the English language, their parents often do not. Citation 
and crash data for the Latino population in Oregon is not readily available. However, the NHTSA 
webpage Fatality and Injury Reporting System Tool (FIRST) data suggests that 17.4% of 
Hispanic drivers in this age group have the second highest occurrences of drivers killed in fatal 
crashes only after White, Non-Hispanic drivers ï 77.2% with Black, Non-Hispanic ï 1.8% and 
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American Indian, Non-Hispanic / Unknown ï 3.7%. 

NHTSA Motor Vehicle Crash Data Querying and Reporting 
Drivers Killed in Fatal Crashes 

Filter selected: Age Group 1: 0-15; or 16-24; Race and Hispanic (Using OMB Guidelines)**: Hispanic; or White, 
Non-Hispanic; or Black, Non-Hispanic; or American Indian, Non-Hispanic/Unknown; Person Injury Type: Fatal; 

Person Type: Driver 
State: Oregon 

Years: 2016-2020 
 

Data Sources: Fatality Analysis Reporting System (FARS): 2016-2020 Final File 
Report Generated: Friday, June 16, 2023 

 

Open-source searches of the phrases ñOregon car crash,ò ñOregon teen crash,ò ñOregon teen 
accident,ò ñteen crash Oregon,ò and ñOregon car accident,ò return daily media reports of crashes 
involving members of the Latino community. Additionally, our bilingual instructors report that 
driver education is not commonly considered in the Latino culture. There is a need to increase 
awareness of Oregonôs non-mandatory Driver Education program in the Latino community 
through targeted messaging in the Spanish language as well as Oregonôs need for bilingual 
driver education instructors. It is hoped that increased awareness will encourage these 
communities to consider driver education for their teens. 

Another underserved population in Oregon are teens currently under the Oregon Dept of Human 
Services Foster Care. In Federal Fiscal Year 2021, 30.3% of the foster care population was 
teens 13 years and older and the median months in care of youth of all ages was 21.3 months. 1 
Teens in foster care are less likely to be able to access teen driver education due to cost and 
resource availability. The driver education program requires 50 hours of supervised driving 
practice with a parent or guardian and that is often difficult to achieve. Additional barriers include 
access to a vehicle and funds for insurance. The Oregon legislature adopted ORS 336.807 
which allows ODOT to reimburse DHS for the parent portion of a studentôs tuition in an 
approved Driver Education program. 

According to the CDC, Traumatic Brain Injury (TBI) is a major cause of death and disability in 
the US. A TBI is an injury that disrupts the normal function of the brain and can be caused by a 
bump, blow or jolt to the head or a penetrating head injury. The CDC estimates there were over 
69,000 TBI-related deaths in the US in 2021 and affects people of all ages. Data also suggests 
that racial and ethnic minorities and people living in rural areas may be at greater risk of 
experiencing long-term effects or death from TBI. 

 
 
 

 
1 Oregon Department of Human Services, Office of Reporting, Research, Analytics, and Implementation. September 2022. 2021 Child Welfare 

Data Book. 

https://www.oregonlegislature.gov/bills_laws/ors/ors336.html


156  

Research indicates that falls and motor-vehicle crashes are some of the most common causes 
of TBI.2 

In a report to Congress, the CDC noted that TBI affects all persons, regardless of age, sex, 
geography, etc. However, if a child experiences a TBI, it could affect brain development 
resulting in difficulties in learning, self-regulation and social participation. The report also noted 
that data indicates a higher prevalence of TBI-related disability in rural geographic areas (24%) 
than urban (15%) and suburban areas (14%). Rural populations are less likely to have access to 
specialized trauma care, rehabilitation services and long-term rehabilitation facilities.3 

The 2018-2021 Oregon Health Authority Injury in Oregon data report indicates people ages 10-
24 have the highest rates of all groups for emergency department visits related to Motor Vehicle 
Transport Injuries.4 The CDC reported that Motor Vehicle Traffic incidents and rates are highest 
with people ages 15-19, nearly three times as high as drivers ages 20 and older.5 

Through education and choice, many of these unsafe behaviors can be changed. Research has 
shown that people are most likely to take preventative action if they feel the threat of health risk 
to be serious and the steps for prevention are easy and simple (Health Belief Model). Brain 
injury is devastating and permanent. However, most brain injuries can be prevented through 
small, simple choices and changes. Prevention programs are needed to reduce the rate of brain 
and spinal cord injuries in Oregon children and youth. 

Public  Participation  & Feedback  from  the 2023 Transportation  Safety  Conference  

Expand Driver Education to More Schools / Participate in Health Classes 

The Driver Education Program Manager met with several citizens who expressed an interest in 
presenting driver education and other traffic safety messaging in health classes in schools. It 
was suggested the program educate students about rules of the road for pedestrians, bicyclists, 
and drivers, provide crash data, information about injuries sustained in crashes and ways to 
prevent these crashes. It was noted that some driver education is better than no driver 
education. 

Mandatory Driver Education for Teens (or for those with convictions or in crashes) 

 

Most of the participants that came to the Driver Education table spoke in some way in support of 
mandatory driver education. This would require legislative change and funding. However, it 
would mitigate many of the barriers that keep students from participating. In conversations with 
law enforcement personnel, it was also suggested that teens who are involved in crashes or 
receive traffic citations could be remanded to take driver education as a diversion program. A 
retired judge suggested the same. There are challenges to implementation as there is not good 
statewide coverage of driver education programs, something the program is trying to improve. 

 

 
2 Centers for Disease Control & Prevention. (n.d.) Traumatic Brain Injury & Concussion. Retrieved June 14, 2023, from 
https://cdc.gov/. 
3 Centers for Disease Control & Prevention, National Center for Injury Prevention and Control. Report to Congress on traumatic 
brain injury in the United States: Epidemiology and rehabilitation. Atlanta (GA): Centers for Disease Control and Prevention; 
2015. 
4 Oregon Health Authority. (n.d.) Oregon Injury Prevention Dashboard: Demographic Trends: Average Emergency Dept Injury 
Rate 2018-2021 (Motor Vehicle Transport). Retrieved June 14, 2023, from https://oregoninjurydata.shinyapps.io/injury/ 
5 Centers for Disease Control & Prevention. November 11, 2022. Teen Driver and Passenger Safety. Retrieved June 14, 2023, 
from https://cdc.gov. 

https://cdc.gov/
https://www.cdc.gov/traumaticbraininjury/pdf/TBI_Report_to_Congress_Epi_and_Rehab-a.pdf
https://www.cdc.gov/traumaticbraininjury/pdf/TBI_Report_to_Congress_Epi_and_Rehab-a.pdf
https://oregoninjurydata.shinyapps.io/injury/
https://cdc.gov/
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Recruit Retired First Responders as Driver Education Instructors 

 

The Driver Education Program Manager had multiple conversations with citizens about the need 
for more driver education instructors. Several citizens suggested advertising through listservs of 
retired first responders to recruit them as driver education instructors. These individuals have 
often seen the results of poor driving behavior and could provide a unique perspective to 
students about those results. Individuals who work in the first responder field most often have a 
desire to serve their communities and providing driver education is an important need. 

Conclusion  

Based on data and trends identified above, there is an identified need to improve access to 
driver education throughout the state and specifically in rural and frontier areas. Over the next 
three years, the Driver Education program will offer adaptive strategy incentives to encourage 
expansion of current programs into these rural and frontier areas. Oregon has an Adaptive 
Strategy statute (ORS 336.804) that allows ODOT to offer incentives for providers to offer 
courses in those areas identified as underserved. 

There is an identified need for more driver education instructors and the trainers to train them. 
The program will continue to provide grant funds to Western Oregon University or other 
identified organizations to provide master trainers and offer instructor training courses. The 
Driver Education program will also identify opportunities to advertise through multiple outlets 
about the need for instructors as well as how to become one and the benefits involved in 
improving traffic safety for all Oregonians. 

There is an identified need to provide driver education to youth in foster care and to provide 
additional resources to low-income families. The program will continue to work with DHS to 
provide funds needed for youth to access the ODOT-approved program. And the program will 
continue to provide fee assistance, through approved providers, to low-income families to help 
offset the costs involved in their teens taking driver education. 

There is an identified need to provide data-driven traffic safety education to youth prior to driving 
eligibility to train them in safe road user behavior. There is also a need to educate professionals 
on delivering this education and expanding the network of presenters. ODOT will continue to 
work with identified partners to provide training necessary to presenters and to expand the 
outreach of presentations to schools and community events about the importance of traffic 
safety. 

Strategy  ï Statewide Trauma Care Provider Training 

Problem  1300.11(b)(4)(i) 

Injury prevention training for trainers to teach children kindergarten through twelfth grade on 
pedestrian, bicycle and auto safety and the effects of alcohol and drugs. 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) (CTW page 6-21) 

Pre-Licensure Driver Education ï CTW 2 star citation 

Education campaigns are one of the only proven countermeasures for traffic safety. Driver 
Education uses grant dollars to fund a Trauma Nurses Talk Tough train the trainer program that 

https://www.oregonlegislature.gov/bills_laws/ors/ors336.html
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.nhtsa.gov/book/countermeasures/countermeasures/21-pre-licensure-driver-education
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provides injury prevention education for school and community groups. In addition, the trainers 
facilitate helmet and child safety seats events in their local areas. While pre-licensure driver 
education receives 2 stars in Countermeasures that Work, there is no countermeasure that 
addresses pre-licensure driver education for youth pre driving age. Providing education for 
youth, kindergarten through 12th grade, allows them to learn the information that will familiarize 
them with the laws in Oregon regarding safe roadway use, including helmet usage, safe biking 
and walking and safe behavior in vehicles. These activities are in support of national highway 
safety goals to reduce motor vehicle injuries and fatalities. 

The countermeasure strategy of driver education was informed by Highway Safety Program 
Guideline number 4, specifically program management, enforcement, driving education and 
training program and program evaluation and data. 

Targets  Countermeasures  will  address  1300.11(b)(4)(iii): 
 

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

Actual 5-year avg In 
Progress* 

Projected Targets 

2017 2018 2019 2020 2021 2017-2021 
avg. 

2021 2024 2025 2026 

40 45 60 59 43 50 43 50 50 50 

 
Allocation  of  Federal  Funds  ï Estimate  1300.11(b)(4)(iv) 

 

Funding  Source  2024 2025 2026 

402 $30,000 $30,000 $30,000 

Overview  of  Program  

This project provides funding to continue statewide training of trauma care providers with the 
needed hours to teach the TNTT education program. TNTTôs effective presentations address 
bicycle safety and other wheeled sport safety (skateboards, rollerblades, and scooters), high-
risk drivers, safety belt use, impaired driving, cell phone use while driving (including 
texting/talking on cell phones), speeding and dealing with distractions while driving. 

Highway Safety Program Guidelines apply to specific programmatic areas as Statewide Trauma 
Care Provider Trainer works on injury prevention in numerous areas it is informed by number 
14, 17 and 20, program management, public information and education for deterrence, multi-
disciplinary involvement, public information, education and outreach, communication, diverse 
populations, and data and program evaluation. 1300.11(b)(4)(vi) 

Supporting  and Contributing  Projects  to  the Driver  Education  Program  

Strategy  ï Youth Traffic Safety and Prelicensure Driver Education ï Trauma Nurses Talk 
Tough Youth Safety Education) ï State Funded Project 

Problem  1300.11(b)(4)(i) 

Youth traffic safety education funds fund statewide youth traffic safety and injury causation and 
prevention educational activities that facilitate knowledge of Oregonôs traffic safety laws as well 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iv)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(vi)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
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as providing court-ordered classes for drivers charged with DUII, unsafe driving and other risky 
behaviors. 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

Pre-Licensure Driver Education ï CTW 2 star citation 

Education campaigns are one of the only proven countermeasures for traffic safety. Driver 
Education uses grant dollars to fund a Trauma Nurses Talk Tough youth education program that 
provides injury prevention education for school and community groups. In addition, the trainers 
facilitate helmet and child safety seats events in their local areas. 

Strategy  ï Prelicensure Driver Education ï Driver Education Reimbursement ï State Funded 
Project 

Problem  1300.11(b)(4)(i) 

Pre-licensure driver education for teens, ages 15-17, is not mandatory in Oregon. There is a 
need to encourage teens to take a formal driver education course in order to learn safe driving 
behaviors prior to provisional licensure. In order to encourage providers to keep this education 
affordable and accessible, Oregon offers reimbursement to approved providers of up to $210 
per eligible student who completes the approved driver education course. This project 
distributes those state funds through a prescribed process. 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

Pre-Licensure Driver Education ï CTW 2 star citation 

Education campaigns are one of the only proven countermeasures for traffic safety. ODOT DMV 
data identifies that teens who take an approved driver education program have a 21% lower 
crash rate and 57% fewer traffic convictions than those who donôt. 

Strategy  ï Prelicensure Driver Education ï GDL Implementation: Information & Education ï 
State Funded Project 

Problem  1300.11(b)(4)(i) 

There is a need for driver education curriculum development and revision, using national 
standards and best practices. There is a need for instructors to deliver curriculum to teens prior 
to provisional licensure. There is a need for trainers to train instructors who deliver the driver 
education curriculum and for continuing education opportunities for instructors to maintain and 
improve their skills as instructors. There is a need for maintenance of the Instructor Database, 
Registration System and Reporting and Provider Inspection Database. 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

Pre-Licensure Driver Education ï CTW 2 star citation 

Education campaigns are one of the only proven countermeasures for traffic safety. ODOT DMV 
data identifies that teens who take an approved driver education program have a 21% lower 
crash rate and 57% fewer traffic convictions than those who donôt. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
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Strategy  ï Prelicensure Driver Education ï Statewide Services: Driver Education ï State 
Funded Project 

Problem  1300.11(b)(4)(i) 

Pre-licensure driver education for teens, ages 15-17, is not mandatory in Oregon. There is a 
need to encourage teens to take a formal driver education course in order to learn safe driving 
behaviors prior to provisional licensure. Oregon contracts with a media contractor to design 
education and outreach campaigns to recruit instructors and to encourage participation in formal 
driver education. 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

Communications and Outreach ï CTW 3 star citation 

The countermeasure of the Driver Education communication campaign was informed by 
Highway Safety Program Guideline number 4, specifically communication. ODOT contracts with 
a public relations firm who aid in development of media, brochures and advertising and are 
evaluated based on data, problem identification and prior performance. 

Strategy  ï Prelicensure Driver Education ï Driver Education Reimbursement: Foster Youth ï 
State Funded Project 

Problem  1300.11(b)(4)(i) 

Pre-licensure driver education for teens, ages 15-17, is not mandatory in Oregon. There is a 
need to encourage teens to take a formal driver education course in order to learn safe driving 
behaviors prior to provisional licensure. Teens who are under the care of Oregonôs Department 
of Human Services Foster Youth Program do not readily have access to teen driver education 
and the funds to participate. There is a need to pay the parent portion of a teen in foster careôs 
tuition for driver education if they choose to participate in the approved program. 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

Pre-Licensure Driver Education ï CTW 2 star citation 

Education campaigns are one of the only proven countermeasures for traffic safety. ODOT DMV 
data identifies that teens who take an approved driver education program have a 21% lower 
crash rate and 57% fewer traffic convictions than those who donôt. 

Strategy  ï Prelicensure Driver Education ï Driver Education: Region 5 Adaptive Strategies ï 
State Funded Project 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
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Problem  1300.11(b)(4)(i) 

A vast portion of Oregonôs Region 5 area consists of rural and frontier counties. Residents in 
these counties have less access to the ODOT-Approved driver education program. There is a 
need to encourage current providers to expand their programs into these rural and frontier parts 
of the state. This project will provide incentives to current approved providers who wish to 
expand their programs and provide access to teens residing in rural and frontier portions of 
Oregonôs Region 5 area. 

Countermeasures  and Justification  1300.11(b)(4)(ii) 1300.12(b)(2)(viii) 

Pre-Licensure Driver Education ï CTW 2 star citation 

Education campaigns are one of the only proven countermeasures for traffic safety. ODOT DMV 
data identifies that teens who take an approved driver education program have a 21% lower 
crash rate and 57% fewer traffic convictions than those who donôt. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(i)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
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Emergency Medical Services  
 

Link(s) to the Transportation Safety Action Plan 

Strategy  2.3.10 Support, encourage, and evaluate safety countermeasures for pilot 
projects and large-scale implementation as appropriate. 

 
Strategy  3.3.1 Identify community needs for funding and training to enhance EMS 

systems and improve response times and services. Recognize and 
address the differing needs of paid and volunteer providers. 

Strategy 3.5.3  Support adequate funding for EMS particularly in rural and remote areas, 
to the extent that this is the most efficient use of resources to eliminate 
fatalities and serious injuries. 

Strategy 6.2.3  Identify funding needs to optimize emergency medical services and 
enforcement to minimize injuries post-crash. 

Strategy 6.3.2  While complying with Federal safety funding requirements and limitations, 
promote opportunities to leverage funding sources in order to maximize 
safety benefits and outcomes. 

 
The Emergency Medical Services program collaborates and works to constantly improve 
transportation safety related medical care and outcomes associated with EMS/trauma program 
services. 

This program will assist in strengthening Oregonôs EMS capabilities statewide through training. 
This will be done to increase the EMS workforce and workforce knowledge, resulting in 
decreased response, stabilization, and transport times due to a well-trained robust workforce to 
reduce fatalities and injury severity levels. 

Oregonôs EMS Workforce 
 

EMS Level  2018 2019 2020 

Emergency Medical Responders (EMR) 1,614 1,605 1,222 

Emergency Medical Technician (EMT) 5,198 5,159 5,772 

Advance/Emergency Medical Technician (A/EMT) 198 197 201 

Emergency Medical Technicians-Intermediate (EMT-
I) 

688 686 706 

Paramedics 4,078 4,039 4,238 

Total  11,776 11,686 12,139 

Source: Data according to Oregon Health Authority. The EMS Workforce is required to renew their license every two years. 
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Oregonôs Average  Response  Times  (minutes)  
2018 2019 2020 

Response time 6 6 5 

Time on Scene to stabilize and prepare for transport 15 15 15 

Transport time to medical facility 14 14 13 

Total  Incident  time  36 35 33 

Source: Data according to Oregon Health Authority, reported in minutes 

 

Problem  Identification:  Emergency  Medical  Services  1300.11(b)(1)(i)(ii)/1300.11(b)(4)(i) 

Fatalities and serious injuries in Oregon have been steadily increasing since 2014 with an 
average annual increase of 41 fatalities and serious injuries per year, representing a 13 percent 
increase overall. When looking at the combined numbers, 2020 showed a decrease in fatalities 
and serious injuries; however, fatalities have been increasing with an average annual increase 
of 25 per year, representing a 42 percent increase overall. While 2020 represented a brief 
reprieve from the upward trend, it should be viewed as an outlier, as preliminary 2021 data and 
initial 2022 fatal crash notifications indicate that these trends continued through 2022. 

EMS trainings are much anticipated trainings by Oregon rural emergency responders 
responding to motor vehicle crashes. These courses are required for Oregon EMS licensure 
and also required nationally. Nationally trainings are required of the states to obtain an EMS 
license and how the training is conducted. TSO provides rural training opportunities for three 
EMS conferences. For each conference and the rural EMS training, TSO does an analysis on 
the counties represented through attendance and the local crash data before committing to 
training. The EMS practitioners, whether volunteer or an employee, must submit a statement of 
need for the conference registration fee assistance from TSO. These practitioners are vetted 
and then awarded; back-ups are also approved for last minute cancellations. 

TSO also funds rural EMS training on Pre-hospital Trauma Life Support Training, or PHTLS. 
There is a huge demand for this training in Oregon, since the last grant yearôs pilot project. This 
training is required nationally, yet EMS folks cannot access it due to the need to travel eight or 
more hours, where we also receive requests from other states that unfortunately we cannot 
support. This training is also focused on rural EMS practitioners, sovereign nations and non-
traditional audiences. For example, this year training was delivered in Chiloquin, Oregon, which 
was advertised and delivered to Native Americans and others responding to motor vehicle 
crashes on sovereign nations. Formerly the Klamath Tribe, it is now three tribes (1926): 
Klamath, Modoc and Yahooskin Band of Snake Paiute. This training not only makes volunteers 
into licensed EMS practitioners, possibly paid, but is also for licensed coordinators and 
instructors. For example, Oregon now has a new PHTLS Instructor in Klamath Falls, among 
other new instructors and coordinators throughout the state that will now be able to train as well. 
The training is very strict nationally in the ratio of professionals used to train, and the number of 
EMS practitioners that respond to motor vehicle crashes. There was also training conducted for 
Scappoose Fire Department this year. 

Emergency Responder Training addresses the continuing education and recertification 
requirements for EMTôs at all levels. With so many proficiencies to maintain to treat the larger 
population of patients, EMT's find it a challenge to obtain training and maintain skills to treat 
patients. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)
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Traffic crashes contribute heavily to the patient load of Oregon hospitals and EMS agencies. 
During the last recession many larger hospitals had to make budget cuts and their foundations 
suffered financially which has continued to present day. Smaller rural community hospitals faced 
even more severe budget constraints that also continue to impact their ability to obtain 
necessary training and equipment. Oregon Administrative Rules determine continuing education 
units and licensure requirements for Emergency Medical Technicians (EMT) of all levels. 

Rural crashes can be more severe than other crashes because they often involve higher rates of 
speed and longer emergency response times. Sixty-five percent of the stateôs population live in 
urban areas, 33 percent in rural and 2 percent live in frontier areas, defined as a county with six 
or fewer people per square mile; decreasing response times in these areas is critical in reducing 
motor vehicle fatalities. A cohesive EMS system is essential to ensuring positive patient 
outcomes. The stabilization and long-distance transport of motor vehicle crash patients to 
facilities that can provide the appropriate level of trauma care is critical to reducing the health 
and financial impact of these injuries. 

Trauma patients are of particular concern for rural/frontier counties where motor vehicle crash 
patients may require a higher level of care than what the rural hospital or facility can provide. 
The location of these crashes can seriously extend response times and delay adequate care 
needed in that critical ógolden hourô after a serious crash injury. Every effort needs to be made to 
increase and strengthen Oregonôs EMS workforce to shorten response times by having a better 
trained workforce and the resources they need. 

EMS agencies were significantly impacted by the COVID pandemic beginning in 2019, the 
wildfires of 2020, and the ice storm in February of 2021. The conferences and rural EMS 
training events resumed in 2023. 

During 2024-2026, TSO plans to fund mini grants for rural and frontier EMS agencies to attend 
EMS conferences and will also provide Prehospital Trauma Life Support (PHTLS) training to 
rural/frontier EMS crash responders, along with other potential training that might become 
available. This training will build and educate Oregonôs EMS workforce, ideally resulting in lower 
response times especially in rural and frontier areas. Oregon plans to increase the number of 
emergency response trainings for rural and frontier EMS personnel to earn CEUs in order to 
increase and/or maintain the EMS workforce, maintain or reduce response, scene and transport 
times by increasing EMS personnel knowledge and provide EMS training to rural and frontier 
EMS providers through conferences, emergency responder training, i.e., Prehospital Life 
Support Training and other EMS trainings that may become available. 

Trends  
 

EMR Renewal Application Trends: In even numbered years, Emergency Medical Responders 
are required to renew their license during April, May, or June. In a typical year, the Oregon EMS 
and Trauma Systems office receives about 1,100 renewal applications, and issues about 1,072 
licenses. This year the volume of applications was noticeably lower, with just 925 applications 
received and 886 licenses issued. This reflects an 18% decrease in EMR renewal applications 
issued from previous years. This drop in renewal applications was a distributed across all 
regions of the state. Most had fewer EMR renewal applicants than in previous years, except for 
ATAB Region 3, which saw an increase. ATABs 1, 2 and 6 experienced consistent decreases in 
the number of renewal applications this cycle. Initial EMR applications have remained high in 
2022. In a typical year, about 206 EMR initial licenses are issued. In 2022, 210 EMR initial 
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applications have been issued to date. Combining initial and renewal applications, the total 
number of EMRs with active licenses in Oregon still shows an overall decrease. (Per OHA EMS 
Update October 2022.) 

To increase the numbers of EMS providers in the workforce and maintain response times, rural 
EMS providers must be trained to renew their licenses, hone their skills which will maintain 
and/or reduce response times by a better trained workforce. 

 
Countermeasures and Justification 1300.11(b)(4)(ii) 1300.12(b)(2)(viii): 

 
Emergency Responder Training 

 
Training  

 
Identifying first responders and ensuring they complete proper training is essential during the 
planning phase. Training and education for first responders include formal training and 
certifications as well as familiarity with emergency response protocols, including communication 
processes and specific responsibilities. https://www.ruralhealthinfo.org/toolkits/emergency-
preparedness/3/first-responders 

Project  Selection  

Oregon TSO funds registration fees for rural EMS practitioners to attend three local EMS 
conferences throughout the year. Rural applicants must send in their statement of need that is 
reviewed and used to choose those that will have registration fees paid for, there are backup 
people to attend for last minute calculations. Also, TSO did an open bid process in FFY21 and 
received one application. This was then made into a project that we have built in FFY22 and 
plan to build it bigger and with bordering states throughout the Triennial process. This training is 
also given in rural areas. Now the need and demand are so great, we are trying to provide 
training to as many as possible as planned. This training also creates new instructors and 
coordinators that train in other areas of the state. Rural agencies request the training, once 
coordination and training is completed, participants are evaluated in their increase in knowledge 
and the training overall. The feedback has been very positive, and the training is in such 
demand, Oregon is trying to provide as much training as possible throughout the Triennial 
Strategy ï Emergency Responder Training. 

In addition to Oregonôs EMS certification and training requirements, NHTSA also ranks the 
Communications, Training, Outreach and Education efforts from Countermeasures that Work 
(CTW) as a 3-star citation, not in the EMS program, but for other programs. 

The countermeasure strategy of emergency responder training was informed by Highway Safety 
Program Guideline number 11, resource management, human resources and training, 
transportation, facilities, communications, trauma services, public information and education, 
medical direction and evaluation. 

OHA Initial License Application Requirements: 

Oregon Health Authority's (OHA) Emergency Medical Services and Trauma Systems Program 
licenses the following professions in the state of Oregon: Emergency Medical Responders 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(ii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.12(b)(2)(ix)
https://www.ruralhealthinfo.org/toolkits/emergency-preparedness/3/first-responders
https://www.ruralhealthinfo.org/toolkits/emergency-preparedness/3/first-responders
https://www.ruralhealthinfo.org/toolkits/emergency-preparedness/3/first-responders
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(EMR), Emergency Medical Technicians (EMT), Advanced EMT (AEMT), EMT-Intermediate 
(EMT-I) and Paramedics. 

Applicants for an initial license must meet the requirements for licensure in Oregon outlined in 
ORS 682 and OAR 333-265. 
https://www.oregon.gov/oha/ph/providerpartnerresources/emstraumasystems/emstrainingcertific 
ation/Pages/index.aspx 

EMS Minimum Continuing Education Requirements: 

OAR 333-265-0105, 333-265-0110 and 333-265-0160 Oregon Licensed Emergency Medical Services 

Providers. 

https://www.oregon.gov/oha/PH/PROVIDERPARTNERRESOURCES/EMSTRAUMASYSTEMS/Docume 

nts/APPENDIX1.pdf 

Targets Countermeasures will address 1300.11(b)(4)(iii): 
 

C-1) Number of traffic fatalities (FARS) 

Actual 5-year avg In Progress* Projected Targets 

2016 2017 2018 2019 2020 2016-2020 
avg. 

2021 2024 2025 2026 

498 439 502 493 508 488 599 488 488 488 

 
Statewide in 2020, there were 38,141 total crashes, 460 fatal crashes and 19,343 injury 
crashes, with 507 persons killed and 27,998 persons injured. This data is according to the 2020 
Oregon Motor Vehicle Traffic Crashes - Quick Facts which also reveals that 20.84% of injured 
passengers were children aged 0 to 14. 17.49% of fatal and injury crashes involved a driver 
aged 15 to 20 which means that a rural EMS responder has a high likelihood of arriving on 
scene and needing skill proficiency to attend to an injured young driver or passenger. 

 
Allocation of Federal Funds ï Estimate 1300.11(b)(4)(iv) 

 

Funding  Source  2024 2025 2026 

402 $200,000 $200,000 $200,000 

https://www.oregon.gov/oha/ph/providerpartnerresources/emstraumasystems/emstrainingcertification/Pages/index.aspx
https://www.oregon.gov/oha/ph/providerpartnerresources/emstraumasystems/emstrainingcertification/Pages/index.aspx
https://www.oregon.gov/oha/PH/PROVIDERPARTNERRESOURCES/EMSTRAUMASYSTEMS/Documents/APPENDIX1.pdf
https://www.oregon.gov/oha/PH/PROVIDERPARTNERRESOURCES/EMSTRAUMASYSTEMS/Documents/APPENDIX1.pdf
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iii)
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iv)
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Highway Safety Improvement Program  
 

Link(s)  to  the Transportation  Safety  Action  Plan 

Strategy 6.1.3  Apply proven countermeasures to address the contributing factors and 
reduce severity. 

Strategy 6.1.4  Use benefit-cost analysis (or similar) to select measures and projects 
with the greatest potential to reduce fatalities and serious injuries. 

 
The Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users 
(SAFETEA-LU), which was signed into law on August 10, 2005, (Public Law 105-99) 
established the Highway Safety Improvement Program (HSIP) as a core Federal-aid 
program. The Bipartisan Infrastructure Law (BIL) continues the HSIP to achieve a significant 
reduction in traffic fatalities and serious injuries on all public roads, including non-State-owned 
public roads and roads on tribal land. The HSIP requires a data-driven, strategic approach to 
improving highway safety on all public roads that focuses on performance. 

Problem  Identification  Highway  Safety  Improvement  Program  23 CFR 1300.11(b)(1)(i)(ii)  

The purpose of the Highway Safety Improvement Program (HSIP) is to achieve a significant 
reduction in fatalities and serious injuries on all public roads. HSIP requires a data-driven, 
strategic approach to improving highway safety that focuses on performance. ODOT developed 
the All Roads Transportation Safety (ARTS) Program to achieve the goals of the HSIP using a 
data-driven, jurisdictionally-blind process. The majority of the funding for the ARTS Program 
comes from the Highway Safety Improvement Program (HSIP). 

The ARTS program takes into account safety on all roads in Oregon, regardless of jurisdiction. It 
aims to address the most critical safety needs, whether they are on state highways, city streets, 
county roads, Tribal roads, or other public facilities. 

To identify potential safety projects, the ARTS program uses a data-driven process. Crash 
records with geocoordinates are analyzed to pinpoint locations where a significant number of 
crashes occur or where severe crashes are prevalent on the roadway network. By plotting each 
crash and its attributes on a map, the program can evaluate hot spot locations and identify 
systemic corridors that require attention. 

This data-driven approach helps prioritize safety projects and allocate resources effectively to 
areas with the greatest need. With limited funds, project selection can suffer from subjective 
opinions and crash variability (i.e., short term spike in crashes). Low funding statewide coupled 
with increasing project costs as well as low levels of law enforcement and changes in driver 
behavior are some of the challenges statewide. To most effectively use limited funds, projects 
should continue to be prioritized using the cost of the project and the estimated reduction in fatal 
and serious injury crashes. 

https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(1)
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Based on the 2016 through 2020 crash data: 

¶ The five-year average for fatalities and serious injuries has been steadily increasing from 
2,046 in 2016 to 2,272 in 2020. About half of all fatal and serious injury crashes occur on 
State highways. State highways have the highest rate of fatal and serious injury crashes per 
mile whereas city streets and county roads have the highest rates per Vehicle Mile Traveled 
(VMT). 

¶ Rural low volume roads with narrow or no shoulders and steeper roadside areas typically 
present higher risk; while they have lower overall number of crashes, they typically have a 
higher rate of high severity crashes. On rural roads, roadway departure crashes account for 
almost 70 percent of fatalities and serious injuries. 

¶ Urban intersections account for the vast majority of all intersection crashes; however, 
crashes at rural intersections are more likely to result in a fatal or suspected serious injury. 
Half of all intersection fatalities occur at intersections connecting with state highways. 

¶ Pedestrian and bicycle crashes, while typically more urban, are less frequent than motor 
vehicle crashes but represent a large percentage of traffic fatalities. Statewide, about half of 
all pedestrian and bicycle fatalities occur on local roads. 
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Oregon  Highways,  Fatalities  and Serious  Injuries  (F&A) 2016-2020 

Public 

Roads by 

Jurisdiction  

 

 
State Highways 

 
Urban & Suburban Non-

State Streets 

 

 
Rural Non-State Roads 

 

 
All Roadways 

  

 
Average 

 

 
Per VMT* 

 

 
Average 

 

 
Per VMT* 

 

 
Average 

 

 
Per VMT* 

 

 
Average 

 

 
Per VMT* 

 
All  F&A 

 
1,152 

 
5.91 

 
745 

 
12.03 

 
374 

 
5.67 

 
2,272 

 
7.03 

Roadway 

Departure 

F&A 

 
535 

 
2.74 

 
181 

 
2.92 

 
267 

 
4.05 

 
983 

 
3.04 

Intersection 

s F&A  

 
320 

 
1.64 

 
404 

 
6.53 

 
62 

 
0.94 

 
786 

 
2.43 

Pedestrians 

and 

Bicyclists 

F&A 

 
100 

 
0.51 

 
154 

 
2.49 

 
10 

 
0.15 

 
264 

 
0.82 

*Fatalities and serious injuries per one hundred million vehicle miles traveled (non-state VMT is 40% of total, best estimate is that it is 
almost evenly split between urban and rural) 

Roadway  Departure  Crash  ï a crash not related to an intersection, which occurs after a vehicle crosses an edge 

line, a centerline, or otherwise leaves the traveled roadway. 

Intersectional  Crash  ï a crash which occurs within the limits of the intersection of two or more roads; or a crash 

which occurs outside the intersection but is generally within 50 feet and a direct result of some maneuver at or 

because of the intersection. 

Pedestrian  and Bicyclist  Crash  ï a crash in which a pedestrian or pedal cyclist was struck by a motor vehicle. 

Fatalities  and Serious  Injuries  (F&A) ï Number of people killed (Fatalities) and seriously injured (Serious Injury 

A) in crashes. 

 

Trends  

Oregon, like the rest of the nation, experienced tenuous times related to the pandemic and its 
negative effects on employment, health, and society in general. In the first half of 2020, fatal 
crashes were significantly lower (than in the first half of 2019) because of COVID restrictions, 
but towards the second half when travel picked up there was a significant increase and the 
fatality total for 2020 was close to the 2019 total. 

Law enforcement resources continue to be more stretched than usual, with a higher number of 
officers retiring or leaving the profession, and a shrinking recruitment pool. Our public safety 
partners, including law enforcement officers, have been tasked with stepping in to conduct more 
emergency and community response related to the pandemic and changing economy. The 
resources that the police normally dedicate to traffic patrol were already challenged, and prior 
levels of traffic safety enforcement were not maintained in 2020 (nor in 2021) due to 
reassignment to Covid, community support and other duties. Drivers are becoming accustomed 
to the new normal and vehicle travel has returned back to pre-pandemic levels. In Oregon, a 
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total of 36.8 billion vehicle mileage travelled (VMT) was reported for year 2021, a 14 percent 
increase from year 2020 and a 2 percent increase from year 2019. Several factors affected the 
traffic fatality numbers in 2020, including: 

¶ Continued increases in crashes involving impairment, increases in crashes flagged for 
speed, and the reduced number of traffic law enforcement resources available. Fatal crashes 
involving impairment from poly-substances (alcohol plus drugs); excessive speed; and/or not 
wearing a safety belt are among the common causes of motor vehicle fatalities in Oregon. 

¶ In Oregon, between 2016 and 2020: 

¶ Almost half (49%) of fatalities and serious injuries occurred on city and county roads. 
Specifically, more than half of pedestrian and bicyclist involved fatalities and serious injuries 
occurred on local roads. 

¶ 43 percent of all fatal and serious injury crashes were flagged as roadway departure. 

¶ 35 percent of all fatal and serious injury crashes occurred at or were related to an 
intersection. 

¶ 14 percent of all fatal and serious injury crashes involved a motorcycle. 

Conclusion  

While the HSIP program does not receive grant funding for projects, ODOT continues to employ 

a multi-pronged approach to reduce fatal and serious injury crashes. Through the All Roads 

Transportation Safety (ARTS) Program, which was developed to achieve the goals of the HSIP, 

ODOT continue to use a data-driven, jurisdictionally-blind process to identify potential safety 

projects (infrastructure). 

Strategy  

The Highway Safety Improvement Program employs the following strategies: 

¶ Improve the reporting, accuracy, and usefulness of the Project Safety Management System. 

¶ Continue to develop a safety tracking mechanism/performance measuring to enable ODOT 
to track effectiveness of ODOT safety projects. 

¶ Continue to monitor, update and investigate existing and new Crash Reduction Factors for 
inclusion in the Crash Reduction Factor (CRF) list. 

¶ Implement recommendations from FHWAôs review of the HSIP plan (ñA Review of Oregonôs 
All Road Transportation Safety Program, November 2020ò). 

¶ Evaluate and suggest further changes to the ARTS Safety program and guidance based on 
the implementation of the 2027-2030 STIP. 

¶ Develop an All Roads Transportation Safety Manual (ARTS) to support the region staff, local 
agencies and consultant support teams. 

¶ Investigate new methods to evaluate the cost effectiveness of bicycle and pedestrian safety 
projects. Explore new methods and approaches to help flag locations where speeding and 
vulnerable road users are critical elements to improving safety. 

¶ Develop a Vulnerable Road User (VRU) safety plan. 
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¶ Integrate a Safety System Approach (SSA) for the Intersection Safety Implementation Plan 
update. 

¶ Develop a Wrong Way Driving (WWD) Implementation plan pilot in one region that includes 
implementable strategies and measures for reducing WWD crashes. 

¶ Research risks of pedestrian and bicycle crashes to further explore improving project 
selection for bike and pedestrian safety projects. 

¶ Continue to work with Transportation Development Division (TDD) to incorporate any new 
locations from updated safety plans into TransGIS (or incorporate in new crash reporting tool 
above). 

¶ Continue to investigate new tools and methods to help visualize crash data to aid in 
identifying potential project locations as well as selecting safety countermeasures. 

¶ Evaluate developing a statewide Older Driver Safety Plan that includes implementable 
strategies and measures as well as outreach and support to local jurisdictions. 

¶ Evaluate Older Driver, Vulnerable Road Users (VRU) and High Risk Rural Roads (HRRR) 
measures to determine if Federal penalties occur. 

¶ Develop and implement an Intersection Control Evaluation (ICE) Plan along with guidance. 

¶ Provide training on the update to the Safety Investigations Manual (SIM) & SIM tool. 

¶ Update Highway Safety Manual (HSM) predictive worksheets using more recent crash data. 

¶ Evaluate, refine and update the ARTS Safety program and guidance based on the 
implementation of the 2027-2030 STIP. 

¶ Continue to investigate new tools and methods that support the processes and methods 
outlined in the ARTS program guidelines. 

¶ Develop and implement internal training for Regions and HQ staff on applications for safety 
data tools. 

¶ Implement the Highway Safety Manual HSM) and supporting software in ODOT (this is 
anticipated to take 2 to 5 years), including: 

V Conduct and evaluate existing research for HSM implementation. 
V Evaluate HSM analysis tools for possible development. 

¶ Improve coordination and communication between and within ODOT and local agencies 
responsible for safety, including: 

V Provide training for local agency staff on Safety process, data analysis and the use of 
new SPIS/OASIS for all public roads. 

V Continue to improve coordination and communication with local agencies responsible 
for safety. 

V Work with Traffic Safety Office (TSO) to develop local Safety plans for counties. 
V Expand reporting capabilities to enhance usefulness of crash data to local agencies. 
V Continue collecting the Model Inventory of Roadway Elements (MIRE) Fundamental 

Data Elements (FDE). 

¶ Continue to investigate new technologies and expand the use of proven engineering 
measures for improving safety. 

¶ Participate in national research and pooled fund studies that support and implement safety 
improvements, such as low-cost countermeasures. 
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Countermeasures  and Justification  

ODOTôs CRF Appendix was developed to provide safety practitioners, intending to use HSIP 
funding, with a list of effective countermeasures that are appropriate improvements to many 
common safety issues. The countermeasures in the manual are strategies intended to reduce 
crash frequency or severity on roadways statewide. For road safety engineers, this is typically a 
physical change to the infrastructure of a road section or intersection, such as the addition of 
signs, signals, or markings, or a change in roadway design. Where not otherwise specified, 
ODOT uses some of the following references to develop the safety countermeasure list: 

¶ The Crash Modification Factors (CMF) Clearinghouse 

¶ FHWAôs Proven Safety Countermeasures (PSC) 

¶ Highway Safety Manual (HSM), First Edition, 2010 

¶ FHWA Desktop Reference for Crash Reduction Factors (CRF) 

¶ Manual for Selecting Safety Improvements on High Risk Rural Roads 

Oregon Department of Transportation: Highway Safety : Engineering : State of Oregon 

Targets  Countermeasures  will  address:  

1300.11(b)(4)(iii): 
 

To maintain the average number of roadway departure fatalities and serious injuries from the 2016-2020 
average of 983. 

Actual 5-year average In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 

1047 979 926 1016 948 983.2 1246 983 983 983 

 
To maintain the average number of intersection fatalities and serious injuries from the 2016-2020 average of 
786. 

Actual 5-year average In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 

877 717 749 869 720 786.4 1,142 786 786 786 

 
To maintain the average number of pedestrian and bicycle (non-motorized) fatalities and serious injuries from 
the 2016-2020 average of 264. 

Actual 5-year average In Progress Projected Targets 

2016 2017 2018 2019 2020 2016-2020 2021 2024 2025 2026 

282 257 250 261 270 264 289 259 259 259 

https://www.oregon.gov/ODOT/Engineering/Pages/Highway-Safety.aspx
https://www.ecfr.gov/current/title-23/chapter-III/part-1300#p-1300.11(b)(4)(iii)

















































































































































































































































































