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Introduction 

Why Plan?  
A strategic highway safety plan is a coordinated and informed approach to reducing highway fatalities and 
disabling injuries on all public roads.   

By coordinated, we mean that many agencies staffed by people with a variety of skills take part – 
including engineers, planners, educators, persuaders, law enforcers, medical care providers.  

Informed refers to a need for crash data.  It also means using research results in the deployment of 
proven safety countermeasures to make travel safer.  

All public roads include the 10,000 miles of road within the Kansas state highway system and the 130,000 
miles of road outside of that system.  

On average, 2,200 people die, or suffer disabling injuries in crashes, on those roads each year.   

Some people call those events “accidents.”  We don’t.  

In the word “accidents,” there’s an insinuation that such events are unavoidable.  They’re not.  

Their number can be – must be – reduced.  

Traffic Crashes: Down but Not Out 
The number of fatal crashes has fallen in recent years, both in Kansas and the nation.  The fatality rate, 
the number of fatalities per mile driven, has also dropped.  Part of the credit for the decline belongs to 
highway departments.  They’ve worked for decades to make roadways safer, installing rumble strips to 
keep drivers in their lanes and engineering shoulders and adjacent spaces for those who leave it.  Part of 
the credit goes to vehicle manufacturers and their introduction of such advances as air bags, safety belts 
and anti-lock brakes. Finally, drivers themselves have taken more personal responsibility.  More are 
buckling up and fewer are driving drunk.  

Yet this stark fact remains:  Between 2005 and 2009 in Kansas, 2,083 people took the last drive of their 
lives. 

Highway safety begins with everyone, but ends with the driver.
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On average, in Kansas, 417 people a year died in crashes between 2005 and 2009.  

 

 
On average, 1,762 people a year suffered permanent or temporary disability in Kansas road crashes. 

The effects of the nearly 2,200 people a year who were disabled or killed in crashes are radiant.  These 
losses touched many other lives.  

In addition, every Kansan is economically impacted by these events. The first Kansas Strategic Highway 
Safety Plan, or SHSP, published in October 2006, estimated the economic loss resulting from traffic 
crashes in Kansas to be about $1.9 billion annually – or about $680 per Kansan. 

428

468

416

385 386

250

300

350

400

450

500

2005 2006 2007 2008 2009

Annual Fatalities

Annual Fatalities

1874

1747

1811

1708
1670

1500

1550

1600

1650

1700

1750

1800

1850

1900

1950

2005 2006 2007 2008 2009

Annual Disabling Injuries

Annual Disabling Injuries



3Strategic Highway Safety Plan July 1, 2011

IntroductIon
 

 

Driving Force: 2006  
In February 2006, Gov. Kathleen Sebelius announced the creation of the Driving Force Task Force. The 
task force was charged with developing recommendations to reduce the number of fatalities and injuries 
on Kansas roadways.  More than 20 leaders from around the state were involved.   

The task force was convened after a campaign led in 2005 by Secretary of Transportation Deb Miller, 
Kansas Highway Patrol Col. William Seck and Secretary of Health and Environment Roderick Bremby.  
Six community forums were organized as the first step in that effort, called the Safer Driving, Safer Roads 
campaign, to raise awareness about the number of fatalities and injuries on Kansas roads. The task force 
continued these conversations and formulated a three-year plan to implement recommendations related 
to 11 crash causes it had identified. 

One result of this effort has been the enactment of laws in Kansas aimed at some of the significant 
causes of crash injuries and fatalities. 

 A booster seat bill became law in 2006. Children who outgrow a harness child safety seat must 
ride in a belt positioning booster seat until they are 8, unless the child weighs more than 80 
pounds or is taller than 4’9”; at that point children must use adult seat belts.  Studies show that 
booster seats, properly used, are 59 percent more effective in preventing injuries to children 
during crashes than seat belts alone.  

 In 2009, passage of a graduated driver’s license law which may help reduce the risks for 
teenagers learning to drive. 

 In 2010, the passage of a primary seat belt law allowed law enforcement officials to stop cars in 
which occupants aren’t buckled up, without needing another cause to pull these vehicles over.  
Fortunately, the number of Kansans buckling up had already risen from 61 percent in 2001 to 82 
percent in 2010. 

 In 2010, a texting law made it illegal to send or read electronic text while driving, except in a 
narrow range of circumstances.    

Many other activities (see Appendix A) have resulted from the work of the task force, from the first SHSP 
and from other initiatives.  

SHSP 1:  2006 

As the Driving Force Task Force effort was unfolding, Kansas began work on a state highway safety plan. 
At a safety summit convened February 2 and 3, 2006, representatives of 17 agencies with an interest in 
transportation safety drafted the first SHSP. 

The stated mission of that plan was to “reduce deaths, injuries, and economic costs resulting from motor 
vehicle crashes in Kansas.”  Its goal was that fatalities would not exceed 400 in 2008 or 365 in 2010, that 
disabling injuries would not exceed 1,600 by 2008 or 1,400 by 2010. 

The plan focused on six causes for crashes or means to prevent them.   Among the causes were driver 
and passenger behaviors, driver demographics and crash locations, including the following: 

 impaired driving because of alcohol or drugs, 
 occupant protection (use of seatbelts and child safety seats), 
 lane departure (crossing the center line or going off the shoulder),  
 intersections, 
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 inexperienced/novice/teen drivers and 
 driver behavior and awareness (as it is affected, for example, by use of electronic 

devices). 

Each of these causes was designated an “emphasis area,” and strategies to address them were 
formulated during planning sessions at the safety summit.   

But Kansas did not meet its goals related to injuries and fatalities.  The reasons for this can’t be known, 
but one explanation may be that the strategies in that plan weren’t prioritized and their implementation 
wasn’t mapped out.    

Three years later, a new planning process began. 

SHSP 2: 2009 

A newly constituted Kansas Executive Safety Council, or ESC, first met on May 14, 2009. It comprised 
administrators, engineers, planners, medical care providers, trainers/educators and law enforcement 
personnel. The council has championed transportation safety on all public roads in Kansas by developing 
an SHSP that will drive the formulation and implementation of safety-related programs. Mike Floberg, of 
the Kansas Department of Transportation, or KDOT, and Jim Hanni, of the Automobile Association of 
America, are co-chairs.  A complete list of agencies and representatives can be found in the Process 
Chapter. 

Transportation Secretary Miller attended the May meeting. She challenged the ESC to take charge of the 
new plan’s results and encouraged its participation in implementation. The ESC was to identify statewide 
goals and emphasis areas based on data and statistics; to recruit stakeholders to direct emphasis area 
teams and to serve on them; and to support implementation by the appropriate agencies of the strategies 
the teams developed.  

At an ESC meeting on October 27, 2009, the SHSP mission, goal and vision were confirmed. 
  

Mission 
The mission of the Kansas SHSP is to drive strategic investments that reduce traveler casualties and the 
emotional and economic burdens of crashes, utilizing the 4E’s (education, enforcement, engineering and 
emergency medical services) in a collaborative process. 

The key ideas here are those of strategic investment and statewide collaboration.  
  

Strategic Investment  

Kansas could make a wide range of investments in order to lessen fatalities and disabling injuries 
resulting from crashes. But the ESC chose to focus its investments. It decided to attend first to the 
variables most frequently involved in crashes that kill or disable drivers and passengers in Kansas. The 
chart below clarifies those variables.   

 Roadway departure, such as when vehicles cross the centerline, was the leading cause of 
fatalities and disabling injuries from 2000 to 2009.  

 Failure to use seatbelts was the second most frequent cause. 
 Completing the list of the top five causes were these:  drivers impaired by drugs or alcohol, 

speeding, and intersections 
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A variety of factors led to disabling injuries or fatalities in Kansas between 2005 and 2009.  The 
total number of fatalities is less than the sum of the factors because crashes sometimes result from 
a combination.  For example, a fatal crash at an intersection involving a teen driver who had failed 
to fasten her seatbelt would appear in three places on the chart.   

The data led the ESC to designate three areas for attention and to appoint emphasis area teams to 
concentrate on each: 
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The ESC also focused on four other factors linked to serious crashes, designating them for attention as 
this document is updated.   

 Impaired Driving 
 Teen Drivers 
 Large Commercial Vehicles 
 Older Drivers 

   

Statewide Collaboration  
A 2010 Federal Highway Administration document, “Noteworthy Practices: Addressing Safety on Locally-
Owned and Maintained Roads - A Domestic Scan,” states that “collaboration between different 
organizations, including engineers, planners, educators, community leaders, activists, law enforcement 
and emergency medical services can bring diverse safety expertise to existing programs and produce 
ideas for innovative approaches.” 

Aware of this dynamic, the ESC staffed the emphasis area teams with persons possessed of the requisite 
skills in the 4E’s. It also formed a support team to develop data that would support the work of the three 
teams. In addition the ESC is promoting the formation of regional safety coalitions statewide. These 
coalitions will be modeled after Destination Safe, a coalition in the Kansas City area (see Appendix D). 

Besides the safety coalitions, Kansas has a number of organizations dedicated to research and training 
that can support SHSP implementation. A partial list of these organizations and description of their work 
appears in Appendix B. 

Creating a safe transportation system can’t be purely a top-down or bottom-up proposition. Dialogue and 
partnering are mandatory, not elective. And given the unforeseeable shifts in future modes of 
transportation and energy sources, as well as other unknowns, it’s important to note that when we use the 
phrase “planning process,” the emphasis is on the second word as much as the first. This document will 
be available primarily on the Internet and updated periodically.   
  

Goal: Cut Injuries and Deaths by Half 
In October 2009, the ESC established this goal: to reduce fatalities and disabling injuries by half in 20 
years (base period 2005 – 2009).  

Cutting in half the five-year average of fatalities and injuries for 2005-2009 by 2025-2029 won’t be easy, 
given projected increases in traffic volume during the 20-year period.  Those increases mean that for the 
goal to be met, the crash rate will have to be reduced by 63 percent, not 50 percent, during the 20 year 
period. 
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In 2009, the total of all miles driven within the state is estimated at just over 35 billion.  If the vehicle miles traveled, 
or VMT, were unchanged over the next 20 years, cutting fatalities and disabling injuries in half would be a less 
daunting goal than it is given projected rises in VMT over that span. 
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Vision: 0 Losses 
The executive committee’s vision is that a day will come when no life will be lost, no person disabled, in a 
traffic crash.  In its words:  

Vision Zero — Every One Matters 
  

The Challenge of System Complexity    
Some of the complexity of the roadway system in Kansas derives from sheer bulk:  about 140,000 miles 
crisscross Kansas. 
Moreover, there are streets, roads and highways classified and managed according to their function and 
their location in areas of greater or lesser population density.  (For more details about this complexity, and 
about the contribution of various elements of the system to disabling and fatal crashes, see Appendix C.)    

 Another complication derives from the large impact of the relatively few miles of state highway.  
Constituting a mere 8 percent of the 140,000 total, they nevertheless carried 43 percent of all the state’s 
traffic from 2005 to 2009.  More crucially, they accounted for 49 percent of all the disabling injuries and 57 
percent of the fatalities.   

Yet if we were to focus attention largely on the state highway system, what would happen to crash totals 
on the 130,000 miles of non-state roads?  A lack of focus on those roads – where 43 percent of all 
fatalities and 51 percent of all disabling injuries occur – would be shortsighted. 

This map shows every rural public road in the state, including state highways, county highways, and township roads.  
City streets are not shown due to scale.  If a picture is worth a thousand words, this one is worth about 140,000 miles.
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These tables show the relative contributions of state highways and local roadways to disabling injuries and fatalities 
between 2005 and 2009. 
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The Management Challenge 
Managing state highway safety may be easier than managing off-system safety.  That’s because the 
10,000 miles of state highway have only two owners: KDOT and the Kansas Turnpike Authority.  
Moreover, the state highway system has extensive roadway and crash data that are easier to access than 
data on local roadways, and the crash patterns on state highways are more predictable than those on 
local roads.  Finally, the highway system’s design sometimes requires expensive improvements, such as 
converting an intersection to an interchange or converting 2 foot turf shoulders into full-width paved 
shoulders; at other times it lends itself to such inexpensive improvements as centerline rumble strips.  

Managing safety off-system is more difficult given that there are more owners managing many more miles 
of road.  The ability to map crashes is more problematic, and roadway data, such as lane and shoulder 
width and traffic volume, are limited. Crash data are good but crash patterns are less predictable.  Here, 
less expensive systemic improvements, like pavement markings and rumble strips, may have an impact.  

Finally, randomness makes management difficult on every kind of road and highway.  Few serious 
crashes occur at the same location from one year to the next.  

Complexities aside, we have no choice but to work both together and as individuals to reduce the number 
of crashes on our roads. We must also work at safety as individual drivers and passengers.   
 

The Chapters Ahead  
There is no shortage of ideas on how to address crashes. The challenge for each emphasis area team 
has been to identify realistic strategies for reducing crashes; prioritize those strategies; and implement 
those most likely to help us meet the goal of halving the number of fatal and disabling crashes 20 years 
from now. 

Discussion of the three emphasis areas – occupant protection, roadway departure and intersections – is 
presented separately in the chapters ahead.   

Each chapter begins with an introduction to the emphasis area and relevant data.  Next comes a 
statement of the desired outcome or outcomes in the emphasis area.  Each outcome is supported by a 
strategy or strategies.  “Current” strategies are now in place and will continue.  “New” strategies are 
research-based innovations for which there is an action plan; these may be entirely new or revisions of 
current strategies. “Future” strategies are ideas we believe merit further consideration. 

Within the discussions of strategies, readers will find reference to some or all of the following:  
 background 
 method of implementation: program, project, policy/practice, research, training or other 
 costs 
 performance measures 
 lead agency and contact 
 challenges 
 target date  
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As mentioned earlier, a data support team has been formed to assist the emphasis area teams.  The 
Data Support Chapter focuses on its work.  Finally, in the chapter on “Partners Roles and Processes,” a 
flow chart shows the groups formed to help conceive and enact this plan, and the work of each is 
summarized.  We anticipate future changes in this flow chart, including, for example, the addition of 
support teams focused on local roads and on education.   

The reasoned approach that informs this plan is important to its success.  But success also depends on 
paying attention to the results that flow from it and on making adjustments as circumstances change.   As 
the road opens before us, what we discover in fact will shape our journey. 

 

 
 


