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Acronyms and Abbreviations 

A - Suspected Serious Injury 

B - Suspected Minor Injury 

C - Possible Injury 

CMI - Countermeasures for Intersections 

CMS - Countermeasures for Roadway Segments  

CMP - Countermeasures for Pedestrian Safety 

CMC - Countermeasures for Cyclist Safety 

CMO - Countermeasures for All 

CRF - Crash Reduction Factor 

CV - Crash Value 

DEV - Daily Entering Vehicle 

DUI - Driving Under Influence 

FHWA - Federal Highway Administration 

HSIP - Highway Safety Improvement Program 

KA - Fatal and Serious Injury 

KABCO - scale which establishes severity of a collision based on decreasing order of severity: Fatal Injury (K), Suspected Serious Injury (A), 
Suspected Minor Injury (B), Possible Injury (C), No apparent Injury/Property Damage (O) 

K - Fatality 

LRSP - Local Road Safety Plan 

mi - miles 

MP - Mile-Post 

O - No apparent Injury/Property Damage 

PDO - Property Damage Only 

VMT - Vehicle Miles Travelled 

WCV - Weight Crash Value 

WSDOT - Washington State Department of Transportation  
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Introduction 

Located in south-eastern Washington State, College Place is a city in Walla Walla County (Figure 11). As of 2010, the city was home to 
8,792 people. By 2019, the population had grown to 9,317.2 College Place is one of four cities within Walla Walla County and also the 
second-largest, being approximately three square miles in size.  

Over the last ten years (2011 - 2020), College Place 
has had 735 crashes, 203 injuries with three 
fatalities, and six suspected serious injuries. On 
average, that is about 67 crashes each year (0.007 
collisions per capita). This is fewer than many cities 
of comparable population in Washington (see Table 
15, Appendix). During the same time period there 
were 1,080,613 crashes statewide, averaging around 
108,000 crashes per year (0.014 collisions per capita 
based on 2019 population data).3  

Though the number of average annual crashes in 
College Place may seem small, no death or serious 
injury is acceptable. With this in mind, the Federal 
government has partnered with state and local 
governments to eliminate fatal and serious injury 
crashes. 

A Local Road Safety Plan (LRSP) focuses on 
understanding where and why crashes occur. 

Using data collection, data analysis, and 
appropriately selected countermeasures, the LRSP 
puts in place prioritized projects that, once implemented, reduce collision risks and improve roadway safety for all transportation users.  

 
1 Source: Image by Akua based on information by Arkyan - based on public domain information. Based on similar map concepts by Ixnayonthetimmay, CC BY-SA 
3.0, https://commons.wikimedia.org/w/index.php?curid=2977946 
2 U.S. Census Bureau: https://www.census.gov/quickfacts/fact/table/collegeplacecitywashington,WA,wallawallacountywashington/PST045219 
3 https://remoteapps.wsdot.wa.gov/highwaysafety/collision/data/portal/public/ 

https://www.census.gov/quickfacts/fact/table/collegeplacecitywashington,WA,wallawallacountywashington/PST045219
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Washington State Target Zero Plan 
The Highway Safety Improvement Program (HSIP) is the Federal Highway Administration (FHWA) blueprint to reduce fatalities and 
serious injuries within the nation (Figure 24). Established in the year 2000, the Target Zero plan is Washington State’s answer to the 
Strategic Highway Safety Plan (SHSP). The data from previous years show that the numbers of traffic deaths and serious injuries are 
increasing. The newly modified version emphasizes the belief that “not one death is acceptable on our state’s roadways.” Through 
action-focused, data-driven evaluations, innovations, and new strategies, impactful solutions are proposed to combat the growing traffic 
death and serious injuries by 2030. 

 

Figure 2. Federal Highway Administration diagram outlining a Local Road Safety Plan 

 
4 Source: https:safety.fhwa.dot.gov/virtual_trade_show_nace2020_508_version/ 

Figure 1: map showing location of College Place, WA 
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College Place Local Road Safety Plan 
On the local level, the City of College Place has taken the responsibility to implement its own Local Road Safety Plan to eliminate 
fatalities and serious injuries.  

PART OF THE CITY OF COLLEGE PLACE’S MISSION STATEMENT IS TO HAVE  
“PEOPLE CIRCULATE EASILY IRRESPECTIVE OF MODE, WHETHER BY CAR, FOOT OR BIKE; A SYSTEM OF SIDEWALKS AND TRAILS 

MAKE FOOT TRAFFIC A PREFERRED METHOD TO GET AROUND TOWN.”  

Thus, the City College Place is committed to providing a safe and efficient transportation and circulation system that reinforces the 
City’s distinct community character, addresses the needs of College Place residents, promotes and supports the desired land use 
pattern and is concurrent with new growth. The City plans to identify the critical areas that jeopardize these vision, values, and goals, 
and implement countermeasures to tackle this issue and provide a safe and welcoming atmosphere to all.  

Figure 3. The City of College Place City Hall 
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College Place Traffic Collision Summary 

Over the past ten years (2011 - 2020), the City of College Place has experienced 734 collisions which resulted in three fatalities and 
203 injuries. On average, about 73 crashes occurred each year. 

 

  

Figure 4: Collision by injury severity in College Place from 2011-2020 
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In Table 1, these 734 crashes are shown in tabular form: two fatality crashes (0.3%) resulted in three fatalities and the 203 injury 
collisions can be further divided into six suspected serious injury crashes (0.8%), 37 suspected minor injury collisions (5.0%), 116 
possible injury crashes (15.8%), and 573 collisions with no apparent injuries (78.1%). Pedestrians were impacted in six collisions 
(0.8%) and bicyclists were involved in eight collisions (1.1%).  

Table 1: Tabulation of collisions in College Place between 2011 and 20205 

Year Fatal Crashes Suspected 
Serious Injury  

Suspected Minor 
Injury 

Possible  
Injury 

No Apparent 
Injury/Unknown 

Total Crashes 

2011 0 1 6 11 43 61 

2012 0 0 5 8 55 68 

2013 0 0 5 14 50 69 

2014 1 1 4 14 50 70 

2015 1 0 2 14 54 71 

2016 0 0 3 13 70 86 

2017 0 0 5 13 72 90 

2018 0 2 2 8 63 75 

2019 0 1 1 14 70 86 

2020 0 1 4 7 46 58 

10-Year Total 2 6 37 116 573 734 

Annual Average <1 <1 4 12 57 73 

 
5 Source: Data provided on June 3, 2021, by WSDOT Transportation Data, GIS & Modeling Office (TDGMO) - Crash Data and Reporting Branch 
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Figure 5: Heat map of crashes throughout the city of College Place 
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“Crashes result in tangible and intangible consequences” (FHWA6). The tangible costs are the goods and services related to the crash 
and the indirect costs to individuals and society. This includes EMS expenses, property damage, and medical costs, among others. The 
intangible costs are measured by quality-adjusted life years (QALY) based on a quantifying value that is estimated and calculated 
based on the severity of the crash. Table 2 shows the KABCO scale which establishes severity of a collision based on decreasing order 
of severity: Fatal Injury (K), Suspected Serious Injury (A), Suspected Minor Injury (B), Possible Injury (C), No apparent Injury/Property 
Damage (O) Thus there is an urgency to reduce crashes involving vulnerable road users. 

 

Table 2: Cost of crash by severity 

Severity Comprehensive Crash Unit Cost (2016 dollars) 

K $11,295,400 

A $655,000 

B $198,500 

C $125,600 

O $11,900 

 

Figure 6 on the following page shows KA (Fatal and Serious Injuries) over the study period. Crashes involving vulnerable people such 
as pedestrians and cyclists are put at risk. Though they represent only about 2% of the overall data, over 25% of pedestrians who were 
hit had serious injuries and thus will be seriously considered during the selection of proposed countermeasures. 

 
6 source: https://safety.fhwa.dot.gov/hsip/docs/fhwasa17071.pdf 
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Figure 6: Location of fatal and serious injury crashes 
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Vulnerable 

transportation users, 

such as pedestrians 

and cyclists, have a 

much higher risk of 

sustaining an injury or 

worse. Though they are 

affected by just under 

2% of all collisions, 1 in 

4 crashes involving 

pedestrians results in 

serious injuries and 

only 1 out of 8 crashes 

causes no apparent 

injury to bicyclists. 

Figure 7: Heat map of crashes throughout the city of College Place weighted by severity 
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Collision Types - Crash type analysis (i.e. angle, rear-end, 
sideswipe, fixed object, etc.) categorizes crashes, identifies key 
trends, and proposes countermeasure solutions. Figure 8 shows a 
summary of the crash types over the study period. The most 
prevalent crashes were angle, fixed object, and rear-end. The 
second figure shows the fatal and serious injury crashes (FSI). 
Over 60% of angle crashes resulted in fatal or serious injury 
crashes while over 20% of pedestrians were involved in FSI. 

Contributing Factors - Over the study period,100% of FSI 
reported at least one contributing circumstance. Forty-eight 
percent of road user behaviors were inattention, distraction, 
disregarding traffic signals, and failing to yield. Inattention was 
the most frequent contributing factor reported. Driving under the 
influence accounted for 50% of FSI and 40% of FSI were 
because of disregarding traffic signals and failing to yield. 
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These 10 locations represent 23% 

of all crashes within College Place. 
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 Table 3: Collisions at intersections throughout College Place including crash severity and weighted crash rate 

 

 

 

  
ID  Intersection Name  Total 

Crashes 

Fatal 
Crash 

Serious 
Injury 
Crash 

Injury 
Crash 

Daily  
Entering 

Volumes  

Crash  
Rate  

Weighted Crash  
Value (WCV)  

per 1,000 Vehicles  

  Signaled Stop  

State 
Route  

SI_1  
SR 125 (MP-2.34)/Taumarson Rd/ 
SE Meadowbrook St  

50  1   22 24,445  0.560  13.70  

SI_2  SR 125 (MP-1.88)/College Place S  14  1  4 19,410  0.198  3.84  

SI_3  SR 125 (MP 3.00)/SE Commercial Dr  6      4 19,070  0.086  1.64  

City 
Street  

CI_1  S College Ave/SE 12th St  16    2 6,345  0.691  4.38  

CI_2  
SE Meadowbrook Blvd/ Meadowbrook 
Plaza & NE Walmart Entrances  

15  
  4 

6,995  0.588  4.11  

CI_3  S College Ave/SE 4th St  10   1 3 8,130  0.337  2.74  

CI_4  S College Ave/Whitman Dr  7    5 9,910  0.194  1.92  

4-Way Stop  

CI_5  NE Larch St/SE 12th St  24    5 6,460  1.018  6.58  

CI_6  NE Larch St/SE 4th St  5   1 1 4,075  0.336  1.37  

2-Way Stop  

CI_7  NE Larch St/W Whitman Dr  25    7 7,875  0.870  6.85  

Figure 12: Locations of collisions at intersections in College Place 
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Table 4: Collision type and number by intersection location 

 

a Includes Right Turn, Left Turn, U-Turn, Improper Turn/Merge/Passing, Right Angle, one stopped--one moving 

b Includes Fence, Tree/Stump, Utility Pole, Concrete Barrier, Street Pole/Base, Fire Hydrant, Curb/Traffic Island, Signpost, Mailbox, Building, Retaining Wall, 
Railroad Tracks, Guardrail, Traffic Signs, Other Objects 

 
Total  

Crashes 

Including Collision Type 

Intersection 
Location 

Pedestrian Bicyclists Anglea 
Rear  
End 

Stationary 
Objectb 

Side-
swipe 

Other 

 
SR 125 (MP 2.34)/ 
Taumarson Rd/ 
SE Meadowbrook St 

50     20 26   4   

SR 125 (MP1.88)/ 
S College Ave 

14    3 7 1 1 2 

SR 125 (MP 3.00)/ 
SE Commercial Dr 

6     2 2   1 1 

S College Ave/ 
SE 12th St 

16  1 10 4  1 1 

SE Meadowbrook Blvd/ 
Meadowbrook Plaza & NE 
Walmart Entrances 

15    15      

S College Ave/ 
SE 4th St 

10 1   8 1   1 

S College Ave/  
Whitman Dr 

7 1   2 4   1 

SE Larch St/ 
SE 12th St 

24    18 5 0 1   

NE Larch St/ 
SE 4th St 

5 1 1 3    2 

NE Larch St/ 
E Whitman Dr 

25    21 2 2    

Total 172 3 2 102 51 3 8 8 
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Table 5: Contributing factors by intersection collision location 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

c Includes Improper Backing, Improper Turn, Improper Merge, and Improper Passing 

 
Total  

Crashes 

Contributing Factors 

Intersection 
Location 

Inattentive/ 
Distracted 

Disregard 
Signals/ 

Yield 

Unsafe 
Speeds 

Follow 
Too 

Closely 

Improper  
Movementc 

DUI Other 

 

SR 125 (MP 2.34)/ 
Taumarson Rd/ 
SE Meadowbrook St 

50 16 14 3 5 4 3 5 

SR 125 (MP1.88)/ 
S College Ave 

14 7 5    1 1 

SR 125 (MP 3.00)/ 
SE Commercial Dr 

6   3   1   1 1 

S College Ave/ 
SE 12th St 

16 5 4  1   6 

SE Meadowbrook Blvd/ 
Meadowbrook Plaza & NE 
Walmart Entrances 

15 7 5    1 2 

S College Ave/ 
SE 4th St 

10   6  2 1  1 

S College Ave/  
Whitman Dr 

7 3 1  1   2 

SE Larch St/ 
SE 12th St 

24 11 6  2  1 4 

NE Larch St/ 
SE 4th St 

5 2 1   1  1 

NE Larch St/ 
E Whitman Dr 

25 4 11 5 1   4 

Total 172 55 56 8 13 6 7 27 
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Total Crashes and daily entering volume (DEV) were used to calculate 
Weighted Crash Value. The WCV accounts for the total crashes and 
the DEV. Table 4 on the previous page shows the intersection 
locations with the highest number of WCV per crash value. The crash 
rate was calculated as:  

 

𝐴𝐶𝑅 =
𝐶 𝑥 1,000,000

𝑉 𝑥 365 𝑥 𝑁 
 

Where:  

ACR= Annual Crash Rate 

C = number of crashes during the study period 
V = average daily traffic volume  
N = number of years in the study period 
 
 
A total of 10 intersections were selected separated by state route and 
city streets. There were a total of 172 crashes, two fatalities, two 
serious injuries, and 57 other injury crashes including PDO. Table 4 on 
the previous page shows a breakdown of the types of crashes 
detected at these intersection locations. Table 5 displays the 
contributing factors identified at the same intersection locations. 

Table 5 on the following page shows the segment version of the crash 
value (CV). Unlike the analysis, the CV was calculated using vehicle miles 
travelled (VMT), daily volumes (DV), and total crashes. The crash rate was 
calculated as: 

𝐴𝐶𝑅 =
𝐶 𝑥 1,000,000

𝑉𝑀𝑇 𝑥 365 𝑥 𝑁 
 

 

Where:  
ACR= Annual Crash Rate 
C = number of crashes during the study period 
VMT = daily entering vehicles multiplied by the length of the 
segment 
N = number of years in the study period 
 
 

 

Nine total segments were selected based on CV and VMT. There were a 
total of 101 crashes, two serious injuries, and 21 other injury crashes 
including PDO. Table 6 and Table 7 on the following pages show a 
breakdown of types of crashes detected at these segment locations. There 
were a total of three pedestrians with one resulting in serious injury. Two 
bicyclists were also involved in crashes at these locations. Table 8 displays 
the contributing factors discovered at the same segment locations. 
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Table 6: Collision type and number by segment location 

ID  Segment Name  To From Length 
(miles) 

Total 

Crashes 

Fatal 
Crash 

Serious 
Injury 
Crash 

Injury 
Crash 

Daily  
Vehicle 

Volume  

Vehicle 
Miles 

Traveled 

Crash  
Rate   

 

CS_1  SE 4th St  SE Ash Ave SE Elm Ave 0.27 20   6 
510  

to 910 
221 24.79 

CS_5  NE C St  NE Lambert NE Larch St 0.022 9   2 6,360 140 17.61 

CS_2  SE  12th St  
SE Broadway 
Ave 

Sky Ave 0.37 15  1 2 
1,000  

to 3,340 
836 4.92 

CS_3  W Whitman Dr  S Evans S College Ave 0.32 15   4 
2,820  

to 4,330 
1342 3.06 

CS_6  NE C St  Myra Rd NE Deccio Rd 0.153 9    6,040 890 2.77 

CS_4  S College Ave  SE 12 St 
SE Lampert St 
/Mojonnier Rd 

0.24 12  1 2 
5,180  

to 5,640 
1347 2.44 

CS_7  
S Meadowbrook St  
(w/out Intersection)  

SR 125  
(MP-2.34) 

Walmart 
Intersection 

0.15 8   3 
7,620  

to 8,340 
1186 1.85 

CS_9  E Whitman Dr  S College Ave 
NE Trentmont 
Dr 

0.3 6   1 3,200 965 1.70 

CS_8  W Rose St  NE Lambert Carey Court 0.13 7   1 10,640 1383 1.39 
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 These 9 locations represent 14% 

of all crashes within College Place. 

Figure 13: Segment crash locations in College Place 
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Table 7: Collision type by segment collision location 

 

 

Total  
Crashes 

Including Collision Type 

Segment Location Pedestrian Bicyclists Anglea 
Rear  
End 

Stationary 
Objectb 

Side-
swipe 

Other 

         

SE 4th St   20 2   17  1      2  

NE C St (CS_5) 9     8    1       

SE 12th St   15 1   12     1  1  1  

W Whitman Dr   15   1 9  3  2    1  

NE C St (CS_6) 9     3  6           

S College Ave   12     6  4  1  1     

S Meadowbrook St  8   1 3    1  2  2  

E Whitman Dr  6     4  1  1        

W Rose St  7     3     3  1     

Total 101 3 2 65 15 10 5 6 

 

a Includes Right Turn, Left Turn, U-Turn, Improper Turn/Merge/Passing, Right Angle, and One stopped--one moving 

b Includes Fence, Tree/Stump, Utility Pole, Concrete Barrier, Street Pole/Base, Fire Hydrant, Curb/Traffic Island, Sign Post, Mailbox, Building, Retaining Wall, 
Railroad Tracks, Guardrail, Traffic Signs, and Other Objects.  
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Table 8: Contributing factor by segment collision location 

 

Total  
Crashes 

Contributing Factors 

Segment Location 
Inattentive/ 
Distracted 

Disregard 
Signals/ 

Yield 

Unsafe 
Speeds 

Follow 
Too 

Closely 

Improper  
Movementc 

DUI Other 

         

SE 4th St   20 6  8  1    2    3  

NE C St  (CS_5) 9 1  3  1  1  3       

SE 12th St   15 5  1  1     3  1  4  

W Whitman Dr   15 6  1    2  1    5  

NE C St  (CS_6) 9 4        1  1     3  

S College Ave   12 3        2  2  2  3  

S Meadowbrook St  8 2  2    1      3  

E Whitman Dr  6 4           2        

W Rose St  7 3  2  1           1  

Total 101 34 17 4 7 14 3 22 

c Includes Improper Backing, Improper Turn, Improper Merge, and Improper Passing 
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Specifically with pedestrian 

and bicycle involvement. 

Figure 14: Locations of collisions including bicyclists and pedestrians in College Place 
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Countermeasures 

Introduction 

Countermeasures are actions designed to counteract a threat to safety and that are proven to reduce the incidence of high-risk traffic 
collisions. Each countermeasure summary in this section includes a description, safety benefits, crash reduction factor, and the high-
risk crash types addressed by the countermeasure. This list of countermeasures is categorized by intersection safety, road segment 
safety, pedestrian safety, cyclist safety, and general safety. 

Intersection (Signalized) 

CMI.1 - Lighting at Intersection 7, 8 

Intersection lighting illuminates an area, including pedestrian crosswalks, 
nearby bike lanes, and other vehicles approaching an intersection. 

Safety Benefits: 

● Improves visibility of intersection and approaching pedestrians 
and vehicles 

● Increases motorist and pedestrian awareness of potential conflicts 
● Increase pedestrian and motorist safety while navigating through 

intersections 
● Helps reduce glare and dark spots 

Why this was selected for College Place: 

Over 28% of crashes occurred in the dark. A lack of adequate lighting 
was involved in 38% of fatal and serious injuries, and 25% of fatal and 
serious pedestrian collisions.  
 

 

 

 

 
7 Source: https://www.marincounty.org/userdata/dpw/Marin%20County%20Travel%20Safety%20Plan%20-%20Final%20Report.pdf 
8 Source: https://safety.fhwa.dot.gov/hsip/hrrr/manual/hrrr_2014.pdf 

Crash Reduction Factor 40% 

Crash Types  Night 

Expected Life (years) 20 years  

Estimated Cost $5,000 - 7,000 per light 

Federal Funding Eligibility  100% 

 

Figure 15: Lighting at intersection; image source: Marin County 
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CMI.2 - Protected Left Turn Phase (Protected Left Turn) 1, 9, 10 

Protected left turns can be used at intersections that have a left turn lane when there is a high frequency of angle crashes that involve 
left turns. Protected left turns are indicated by the use of green, yellow or red arrow which designates that motorists turning left have the 
right of way.  

 Safety Benefits: 

● Decreases conflict between motorists turning left, pedestrian traffic, 
and oncoming traffic 

● Decreases the need for motorists to “sneak” through yellow or red 
lights  

● Minimizes disruption of through traffic and decrease rear-end and 
sideswipe crash potential 

Why this was selected for College Place: 

● Angle, rear-end, and sideswipe are the top types of collisions. Left 
turns were the second most frequent vehicle action involved in total 
crashes at intersections, and also accounted for one fatal crash.   

● Adding a protected left turn will limit the clearance interval and 
allow drivers to have a specific time interval to appropriately 
execute turns.  

  

 
9 Source: http://pedbikesafe.org/PEDSAFE/countermeasures_detail.cfm?CM_NUM=51 
10 Source: https://www.fhwa.dot.gov/publications/research/safety/04091/04.cfm 

Crash Reduction Factor 30% 

Crash Types  Left turn, Rear-end, Sideswipe 

Expected Life (years) 20 years  

Estimated Cost $8,000  

Federal Funding 
Eligibility  

100% 

 

Figure 16: Two types of protected left turn phasing; 
image source: FHWA 
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CMI.3 - Raised Pavement Markers and Striping in Intersection 1, 11 

Intersections that lack clear lane designation can be difficult for motorists to navigate safely. Adding striping and/or raised pavement 
markers to designate travel lanes can help motorists successfully navigate an intersection. A raised pavement marker is a small, 
colored (usually red, white, or yellow), reflective safety device applied directly to a road surface that enhances the visibility of lane 
designations.  

 

Safety Benefits:  

● Improves motorist guidance and increases the ability to remain in a 
designated travel lane while moving through an intersection 

● Enhances visibility and decreases the perceived complexity of 
intersections 

Why this was selected for College Place: 

● Over 33% of total crashes were due to distracted driving or inattentive 
driving.  This will enhance visibility, provide guidelines and give off a 
tactile warning alerting drivers if their attention is elsewhere.  

 

 

 

 

 

 

 

 
 

 

 
11 https://www.fresno.gov/publicworks/wp-content/uploads/sites/17/2021/01/Fresno_SSAR_LRSP_Final-Accessible-1.pdf 

Crash Reduction Factor 10% 

Crash Types  All 

Expected Life (years) 10 years 

Estimated Cost $2,200 per Intersection (for both 
striping and raised pavement 
markers) 

Federal Funding 
Eligibility  

100% 

Figure 17: Lane striping designates travel lanes in an 

intersection; image source: Marin County 
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CMI.4 - Flashing Beacons as Advance Warning1,5  

Flashing lights can be installed in a location 
that will draw a motorist’s attention to an 
upcoming stop at an intersection.  

Safety Benefits:  

● Increases motorists’ awareness of 
upcoming stop 

● Gives motorists advanced warning and 
more time to prepare for the stop 

Why this was selected for College Place:  

● 50% of FSI at intersections resulted from drivers disregarding signals or failing to yield. This will increase road user awareness of 
the upcoming signalized intersection. 

CMI.5 - High Friction Surface Treatment (HFST) at Intersection 1, 5, 12 

Improving the friction of a road surface impacts how quickly a 
vehicle can slow or stop, and helps motorists maintain control 
under a variety of pavement conditions. Road surface friction 
can be increased by adding a high-quality aggregate (a mixture 
of sand, gravel, stone, and other materials) to the pavement. 
High friction surface treatment (HFST) is most effective when 
used in locations where skidding and failure to stop are issues 
under either wet or dry surface conditions, and when the target 
vehicle is not able to stop due to insufficient friction. 

Safety Benefits:  

● Higher pavement friction helps motorists maintain better control in both dry and wet driving conditions 
● Decreases stopping and slowing time 

Why this was selected for College Place: 

● 24% of total crashes occurred on wet, snowy, icy, and slushy road conditions. Improving the friction will decrease the likelihood 
of skidding and a related collision. 

 
12 https://safety.fhwa.dot.gov/roadway_dept/pavement_friction/high_friction/ 

Crash Reduction Factor 30% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $16,600 per 
approach 

Federal Funding 
Eligibility  

100% 

Crash Reduction Factor 40 - 55% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $1 per sf 

Federal Funding Eligibility  100% 

 

Figure 18: A flashing beacon; image source: 
Marin County 

 

Figure 19: Close up of aggregate 
used in HFST; image source: FHWA 
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CMI.6 - Protected Right Turn/No Right Turn on Red 4 

Controlling right turns on red lights can be done either through protected right turns or disallowing right turns on red. Under some 
circumstances, motorists may be looking for traffic approaching on their left and may not be alert to pedestrians approaching on their 
right side. Controlled or protected right turns can be accomplished by adding a sign that says “No Right Turn on Red” or by adding a 
right turn arrow to a streetlight at an intersection. 

Safety Benefits:  

● Decreases intersection conflicts between pedestrians and motorists trying to turn 
right through a crosswalk 

Why this was selected for College Place: 

● Inattention and disregarding traffic signals were in the top contributing factors for 
overall crashes. Mounted signs and signals alert the drivers and can protect 
pedestrians from oncoming traffic. Can be used full time or only during specific times.  

Crash Reduction Factor 3% 

Crash Types  Pedestrian and Bicyclist 

Expected Life (years) NA 

Estimated Cost <$1,000 per static sign 

Federal Funding Eligibility  NA 

 

Figure 20: “No Right Turn on Red Sign” at an intersection in 
Walla Walla; image source: Google Maps 
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CMI.7 - Install Left-Turn Lane and Add Protected Left Turn 13 

Lanes provided exclusively for left turns can minimize many types of collisions related to left turns. Adding a protected left-turn lane and 
left-turn phase in the light sequence at a signalized intersection can also decrease safety problems related to intersections 
accommodating left turns.  

Safety Benefits:  

● Reduces collisions of vehicles turning left across opposing through-traffic 
●  Reduces rear-end collisions of vehicles turning left with other vehicles following closely behind 

  See Protected Left Turn Phase for safety benefits associated with adding a protected left turn phase.  

Why this was selected for College Place: 

● Angle, rear-end and sideswipe are the top types of collisions. Left turns were the second-highest vehicle action involved in 
crashes that were at intersections. Left turns also accounted for one fatal crash.   

● If there is a clearance left turn, adding a protected left turn will limit the clearance interval and allow drivers to have a specific 
time interval to appropriately execute turns.  

 

 

 

 

 

 

 

 

  

 
13 https://safety.fhwa.dot.gov/provencountermeasures/left_right_turn_lanes/ 

Crash Reduction Factor 55% 

Crash Types  All 

Expected Life (years) 20 

Estimated Cost varies; $2,500-$150,000 

Federal Funding Eligibility  90% 

 

Figure 21: Protected left turn accompanied by left turn 
lane; image credit: Marin County 
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CMI.8 - Roundabout 14 

A roundabout intersection features a center island that directs traffic 
counterclockwise through the intersection around the island. Roundabouts can be 
added to intersections in urban, suburban, and rural parts of a community, and are 
appropriate for a wide range of traffic conditions. They can replace intersection 
signals, two-way stop controls, and all-way stop controls.  

Safety Benefits: 

● Lowers speed at which traffic moves through the intersection 
● Reduces conflict points 
● Reduces the severity of crashes 
● Improves intersection performance (entering traffic yields to vehicles already 

in the intersection) 
● Helps transition traffic from high-speed to low-speed environments 

 

Why this was selected for College Place: 

● Roundabouts are proven to be a safe alternative for a variety of situations and 
intersection types. Implementing a roundabout will prove effective in areas with 
numerous angle turns. They are considered when an area like a freeway 
interchange requires a safety improvement. 

 

CMI.9 - Convert to All-Way Stop control 15 

Intersections that are either yield control (no stop signs) or two-way stop can be 
converted to all-way stop sign control intersections by adding a variety of safety 
upgrades, like stop signs or flashing lights, to the intersection. All-way stops require 
traffic entering an intersection from any direction to stop before proceeding through 
the intersection. All-way stop sign control is only suitable at intersections with 
relatively balanced levels of traffic volume at each of the intersection approaches.  

Safety Benefits:  

 
14 https://safety.fhwa.dot.gov/provencountermeasures/roundabouts/ 
15 https://safety.fhwa.dot.gov/intersection/signal/index.cfm 

Crash Reduction Factor 26%-82% 

Crash Types  All 

Expected Life (years) 20 years 

Estimated Cost $4,000,000-$8,000,000 
per Intersection 

Federal Funding Eligibility  100% 

Crash Reduction Factor 50% 

Crash Types  All 

Expected Life (years) 10 years 

Estimated Cost $2800 per Intersection 

Federal Funding Eligibility  100% 

 

Figure 22: Mini Roundabout on 3rd Ave. and Tietan St. in 
Walla Walla, WA; Image Source: Google Maps  
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● Decreases speed at which vehicles enter and pass through an intersection 
● Provides a safer opportunity to pedestrians and cyclists to cross roadways at 

intersections 
● Clearly designates which vehicle has the right of way rather than relying on a 

yield system  

Why this was selected for College Place: 

● Entering at an angle is a top collision factor for intersections as well as 
disregard for signs and signals, and failing to yield. Converting to an all-way 
stop will help reduce conflict points. 

 

 

CMI.10 - Install/Upgrade Stop Signs or Other Intersection Advanced Warning Signage 5, 16 

Intersection warning signs provide advanced notice to motorists that they are approaching an intersection. Signage can include “Stop 
Ahead” or display an image of a stop sign or intersection.  

  Safety Benefits: 

●  Advanced warning signage allows motorists 
to slow down sooner  

Why this was selected for College Place: 

● Inattention and disregarding signals/yield 
were the top contributing factors for collisions 
at intersections.  

● Improvements to the stop signs such as 
larger stop signs, adding a second sign, or 
installing flashing LED stop signs can warn or 
reinforce the need for the road user to stop. 

 

 
16 https://www.fhwa.dot.gov/publications/research/safety/08043/index.cfm 

Crash Reduction Factor 15% 

Crash Types  Rear-end, Angle 

Expected Life (years) 10 years 

Estimated Cost $500 per Sign 

Federal Funding 
Eligibility  

100% 

 

Figure 23: All-way stop sign control at SE Larch 
and SE 12th St; image source: Google Maps 

 

Figure 24: Advanced warning signage on a 

rural road; image source: FHWA 
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CMI.11 - Upgrade Intersection Pavement Markings1 

Intersection pavement markings include “Stop Ahead” markings, centerlines, and a stop 
bar.  

 Safety Benefits: 

●  Increases a motorist’s awareness of an upcoming intersection 

Why this was selected for College Place: 

● Inattention and disregarding signals/yield were the top contributing factors for 
collisions at intersections. Adding pavement markings can bring a motorist’s 
attention to the upcoming intersection. 

 

 

 

 

 

 

 

CMI.12 - Flashing Beacons at Stop-Controlled Intersections 17 

Flashing lights, or beacons, attached to the top of stop signs can draw motorists’ attention to an upcoming stop sign.  

Safety Benefits: 

● Decreases the occurrence of stop sign violations  
● Reinforces driver awareness of the non-signalized intersection control 

Why this was selected for College Place: 

● 46% of all intersection hotspot locations involved disregarding signals and failing to yield to traffic. This can alert the road user of upcoming 
stop-controlled intersections. 

 
17 https://www.fhwa.dot.gov/publications/research/safety/08048/index.cfm 

Crash Reduction Factor 25% 

Crash Types  Rear-end, right-angle, 
angle turns 

Expected Life (years) 10 years 

Estimated Cost $4,000 per intersection 

Federal Funding Eligibility  100% 

 

Figure 25: Pavement markings at an intersection; 
image source: Marin County 
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CMI.13 - Corridor Access Management: Right-In/Right-Out (RIRO) 1, 18 

Corridor access management refers to how entry and exit points along a road are designed and 
controlled. Carefully managing access to roadways can improve safety as well as reduce 
congestion. Right-In/Right-Out (RIRO) is a way of managing traffic entering or exiting a roadway 
by limiting turning movements to right turn only. A RIRO restriction can be enforced by placing 
physical barriers (like a median or splitter island) in the intersection to direct traffic to the right 
and should be accompanied by signage.  

Safety Benefits:  

● Reduces the number of conflict points between vehicles 
● Safely moves high volumes of traffic on and off corridors with low delay 
● Reduces congestion in high-traffic areas 

Why this was selected for College Place: 

● Certain congested areas within the city make angle turns difficult, especially when 
there isn’t adequate sight distance to execute the turn safely.  

 
18 https://safety.fhwa.dot.gov/provencountermeasures/corridor_access_mgmt/ 

Crash Reduction Factor 15% 

Crash Types  All 

Expected Life (years) 10 years 

Estimated Cost $100,000 per 
intersection 

Federal Funding Eligibility  100% 

Crash Reduction Factor 40% 

Crash Types  Corridor entrance/exit points 

Expected Life (years) 20 

Estimated Cost $50,000 

Federal Funding Eligibility  90% 

 

Figure 26: Flashing beacon on top of stop sign; 
image source: FHWA 

 

 

Figure 27: RIRO driveway between two 
roundabouts; image source: FHWA 
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CMI.14 - Transverse Rumble Strips (TRS)1, 19 

Transverse rumble strips are a road safety feature that adds grooves or raised strips 
across the direction of vehicle travel to warn drivers of a stop or slow down ahead. These 
strips provide an auditory and tactile warning to motorists approaching an intersection and 
can be used at any intersection to slow down traffic entering the intersection.  

Safety Benefits:  

● Brings motorists’ attention to the need to slow down 
● Helps slow traffic approaching an intersection 
● Provides both audible and tactile warning 

Why this was selected for College Place: 

● 50% of FSI were due to lane departures. Inattentive/distracted driving is the top 
contributing factor in the city. Including transverse rumble strips will alert drivers to 
an approaching intersection or reduced speeds. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
19 https://www.fhwa.dot.gov/publications/research/safety/hsis/12047/12047.pdf 

Crash Reduction Factor 20% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $600 per approach  

Federal Funding Eligibility  90% 

 

Figure 28: Transverse rumble strips (grooves) on rural 
road; image source: Minnesota Department of 
Transportation (MnDOT) 

 

 

Figure 29: Transverse rumble strips on suburban road; image 
source: Marin County  

 



35 

 

CMI.15 - Improve Sight Distance to Intersections (Clear Sight Triangles) 5, 20 

Insufficient sight distance can contribute to intersection collisions. Removing 
roadside obstructions such as vegetation, roadside appurtenances, buildings, and 
other objects in the right of way can improve sight distance and provide a clear 
sight triangle without requiring major roadway reconstruction.  

Safety Benefits: 

● Improves a motorist’s ability to perceive and adapt to oncoming traffic 
● Allows pedestrians and cyclists to be more visible while on or near the 

roadway 

Why this was selected for College Place: 

● Hit object is the third most frequent crash that involved fatal and serious 
injuries. Often deficient sight distance can contribute to hit object collisions. 
Proper maintenance such as the removal of vegetation or objects can help 
improve the sight distance. 

  

 

 

 

 

 

  

 
20 https://safety.fhwa.dot.gov/local_rural/training/fhwasa1108/ch3.cfm 

Crash Reduction Factor 20% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $200-$50,000  

Federal Funding Eligibility  90% 

 

Figure 30: Diagram illustrating clear sight triangle; image 
source: City of Fresno 
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Segments 

CMS.1 - Road Diet/Lane Conversion 21 

A road diet, or lane conversation, reduces vehicle travel lanes from four to three (with one lane in each direction and one shared left turn lane) and 
adds bicycle lanes.  

Safety Benefits: 

● Reduces rear-end and left-turn crashes due to the 
dedicated left-turn lane 

● Reduces right-angle crashes as side street 
motorists cross only three versus four travel lanes 

● Reduces the number of lanes for pedestrians to 
cross 

● Opportunity to install pedestrian refuge islands, 
bicycle lanes, on-street parking, or transit stops 

● Traffic calming and more consistent speeds 
● "Complete Streets" environment that better 

accommodates the needs of all road users. 

Why this was selected for College Place: 

● Angle and rear-end crashes are one of the top crash types. This 
countermeasure addresses all areas. They accommodate parked cars as well 
as provide a buffer for pedestrians and bicyclists.  

 

 

 

 

 

 

 

 
21 https://safety.fhwa.dot.gov/provencountermeasures/road_diets/ 

Crash Reduction Factor 30% 

Crash Types  All 

Expected Life (years) 20 

Estimated Cost $69 per FT 

Federal Funding Eligibility  90% 

 

Figure 31: Before and after images of a lane conversion / road diet; image source: FHWA 
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CMS.2 - Clear Recovery Zones (Remove or Relocate Fixed Objects) 22 

A Clear Zone is an unobstructed roadside area that allows a driver to stop safely or regain control of a 
vehicle that has left the roadway. These areas can include a shoulder, a recoverable slope, a non-
recoverable slope, and/or a clear run-out area. 

Safety Benefits: 

● Decreases the likelihood that a roadway departure results in a crash 
● Increases the likelihood that a vehicle that leaves the roadway can recover safely 
● Decreases severity of crashes that do occur when a vehicle leaves the roadway 

Why this was selected for College Place: 

● Hit object is the third most frequent crash that involves fatal and serious injury. 
Sometimes most of these causes may be deficient sight distance and can 
contribute to hit object collisions. Proper maintenance such as the removal of 
vegetation or objects can help improve the sight distance. 

 

 

 

 

 

CMS.3 - High Friction Surface Treatment 6  

Improving the friction of a road surface impacts how quickly a vehicle can slow or stop and helps 
motorists maintain control under a variety of pavement conditions. Road surface friction can be increased 
by adding a high-quality aggregate (a mixture of sand, gravel, stone, and other materials) to the 
pavement. High friction surface treatment (HFST) is most effective when used in locations where 
skidding and failure to stop are issues under either wet or dry surface conditions, and when the target 
vehicle is not able to stop due to insufficient friction. 

Safety Benefits:  

● Helps motorists maintain better control in both dry and wet driving conditions 
● Decreases stopping and slowing time along roadway segments 

 
22 https://safety.fhwa.dot.gov/roadway_dept/countermeasures/safe_recovery/clear_zones/ 

Crash Reduction Factor 35% 

Crash Types  All 

Expected Life (years) 20 

Estimated Cost $200 - $10,000 per object 

Federal Funding Eligibility  90% 

 

Figure 32: Clear recovery zone; image 
source: Marin County 

 

Figure 33: Close up of aggregate used 
in HFST; image source: FHWA 
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Why this was selected for College Place: 

● 24% of total crashes occurred on wet, snowy, icy, and slushy road conditions. Improving 
the friction will decrease the likelihood of skidding and a related collision. 

 

 

 

 

 

 

CMS.4 - Segment Lighting 1 

Lighting can be installed along segments with high rates of nighttime crashes.  

Safety Benefits: 

● Improves visibility of a road segment as well as pedestrians and other vehicles 
near or along the roadway 

● Increases motorist and pedestrian awareness of potential conflicts 
● Increases pedestrian and motorist safety while navigating along roadways 
● Helps reduce glare and dark spots 

Why this was selected for College Place: 

● 25% of FSI occurred at night with 13% being pedestrian collisions. Installing 
lighting will improve the sight distance of any conflicting traffic or other road 
users. Segments like NE C St from Maple Rd to Myra Rd and Whitman Dr 
from SE Larch Ave to Myra Rd are a few examples of segments without intersection 
lighting 

 

 

 

 

 

 

 

 

Crash Reduction Factor 35% 

Crash Types  Night 

Expected Life (years) 20 

Estimated Cost $7000 per Light 

Federal Funding Eligibility  100% 

 

Figure 34: Lighting along a segment of roadway; image 
source: Marin County 

 

Crash Reduction Factor 40 - 55% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $1 per sf 

Federal Funding Eligibility  100% 
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CMS.5 - Add Two-Way Left Turn Lane 1 

A two-way left-turn lane can be added to segments without reducing the number of travel lanes. The two-way left-turn lane is to be used for left-
turning vehicles coming from either direction. This can reduce the risk of rear-end collisions while motorists are attempting to make a left turn from 
the lane of traffic, across oncoming traffic. 

Safety Benefits: 

● Removes the turning vehicle from the travel lane to reduce the risk of rear-end collisions 
● Eliminates stops for through-traffic providing for a more consistent flow of traffic 

Why this was selected for College Place: 

● Hit object and rear-end were two of the 
most frequent collision types along 
roadway segments. Including a two-way 
turn will help reduce conflict points. This 
differs from the road diet because it 
includes areas where parked cars and 
bike lanes cannot be implemented.  

 

CMS.6 - Chevrons for Curves 1, 5, 23 

Chevron signs along curves alert drivers to upcoming curves in the road by providing a highly visible 
indication of which direction the roadway curves.  

Safety Benefits: 

● Increases motorist awareness of curves in the roadway 
● Alerts motorists of upcoming curves to provide enough time to decrease speed and turn safely 

Why this was selected for College Place: 

● Hit object is one of the collision factors associated with curves. 
● Including chevrons will provide additional guidance so that drivers can properly follow the curve.  

 

 

 

 
23 https://safety.fhwa.dot.gov/provencountermeasures/enhanced_delineation/ 

Crash Reduction Factor 30% 

Crash Types  All 

Expected Life (years) 20 

Estimated Cost $100 per foot 

Federal Funding Eligibility  90% 

 

Figure 35: Two-way left turn lane in Walla 
Walla; image source: Google Maps 

 

Crash Reduction Factor 40%

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $500 per Sign

Federal Funding Eligibility  100%

 

Figure 36: Chevron signs along a 
curve; image source: FHWA 

Crash Reduction Factor 40% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $500 per Sign 

Federal Funding Eligibility  100% 
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CMS.7 - Curve Advance Warning Signs (Flashing Beacons) 1 

Flashing beacons, particularly when used on top of chevron signs, visibly indicate to motorists when they are approaching a curve.  

Safety benefits: 

● Increases motorist awareness of curves in the 
roadway, particularly at night or during other times 
of low visibility  

● Alerts motorists to upcoming curves in order to 
provide enough time to decrease speed 

Why this was selected for College Place: 

● Including curve signs with flashing beacons will help 
guide drivers along a curve. This is especially 
beneficial during nighttime and overcast days. 

 

CMS.8 - Delineators, Reflectors and/or Object Markers 5 

Markings along a roadway, including reflectors, delineators, and other object markers, can provide 
motorists with a visual warning of a roadway feature or regulatory requirement they may not have 
seen otherwise. Delineators can often include traffic cones or barrels but usually refer to posts that 
are several feet high and brightly colored to be highly visible to motorists.  

Safety Benefits: 

● Clarifies the path of travel  
● Calls driver attention to fixed objects along the 

roadside 

Why this was selected for College Place: 

● 50% of FSI resulted from lane departure and 
13% of FSI included a vehicle striking a 
stationary object. To prevent such 
occurrences, flexible delineators and object 
markers with reflectors can warn drivers of the 
upcoming curve or segment. 

 

 

Crash Reduction Factor 30% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $16,600 each 

Federal Funding Eligibility  100% 

Crash Reduction Factor 15% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $75 each 

Federal Funding Eligibility  100% 

 

Figure 37: Flashing beacons on chevron signs 
along a curve; image source: Marin County  

 

Figure 38: Roadway delineators installed on a 
ramp; image source: FHWA 
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CMS.9 - Edge Line Rumble Strips 1, 5 

Rumble strips are grooves along the edge of a roadway that provide motorists with an audible and sensory alert when their vehicle begins to leave 
the roadway.  

Safety Benefits: 

● Warns motorists if their vehicle travels too close 
to the edge of the roadway 

● Reduces crashes caused by distracted, drowsy, 
or otherwise inattentive drivers who drift from 
their lane  

Why this was selected for College Place: 

● 50% of FSI resulted from lane departure while 
inattention was the top contributing factor for 34% of total crashes. Edge line rumble strips 
provide vibratory feedback to drivers when departing from the travel lane.  

 

CMS.10 - Dynamic/Variable Speed Warnings 1, 5, 24 

Variable speed limits are speed limits that change based on road, traffic, and weather conditions. This 
allows for speed limits to be adjusted depending on a variety of conditions. Dynamic speed warnings 
display the speed of passing motorists in comparison to the speed limit. This provides a visual warning 
to motorists who are traveling above the speed limit.  

Safety Benefits: 

● Provides a warning for motorists traveling above 
the speed limit and encourages them to slow to a 
safe speed 

Why this was selected for College Place:  

● Unsafe speeds are a contributing factor for 50% of 
the hotspot segment locations. Dynamic/variable 
speed signs can measure and communicate the 
speed of the drivers to alert their attention. Variable speed warnings can be changed based on 
weather conditions or traffic congestion. 

 
24 https://www.fhwa.dot.gov/publications/research/safety/14020/14020.pdf 

Crash Reduction Factor 15% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $10 per foot 

Federal Funding Eligibility  100% 

Crash Reduction Factor 30% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $43,600 each 

Federal Funding Eligibility  100% 

 

Figure 39: Edge line rumble strips along a 
roadway; image source: KYTC 

 

 

Figure 40: Dynamic speed warning sign 
below speed limit sign; image source: City 
of Fresno 
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Pedestrian  
CMP.1 - Pedestrian Countdown Signal Heads 2, 5, 25 

Pedestrian countdown signal heads at crosswalks display a 
countdown to let pedestrians know how much time they have left 
to cross before the light will change. Countdown signals can 
reassure pedestrians who are in the crosswalk when the flashing 
“DON’T WALK” interval appears that they still have time to finish 
crossing.  

Safety Benefits: 

● Encourages pedestrians to use the push button rather 
than cross illegally 

● Lets pedestrians know when they have the right of way 
and how long they have to cross the street 

● Reduces the complexity of crossing at intersections when 
signal phasing is complex (i.e. dedicated left-turn phase 
for motorists) or for particularly wide streets 

Why this was selected for College Place: 

● 71% of total pedestrian and bicycle collisions occurred at an 
intersection. Part of the city’s mission is for people using all 
transportation modes to circulate safely.  Therefore, implementing 
countdown signal heads will empower pedestrians and bicyclists 
to commute more safely. 

 

 

 

 

 

 

 

 

 

 

 
25 http://pedbikesafe.org/PEDSAFE/countermeasures_detail.cfm?CM_NUM=46 

Crash Reduction Factor 25% 

Crash Types  Pedestrian and bicyclist 

Expected Life (years) 20 

Estimated Cost $1,800 per signal head 

Federal Funding Eligibility  100% 

 

Figure 41: Two styles of pedestrian countdown signal heads; image source: FHWA 
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CMP.2 - Install Pedestrian Crossing 26 

Pedestrian crossings designate a portion of the roadway for pedestrians to cross. Designated pedestrian crossings can be added to intersections or 
roadways with high rates of pedestrian traffic by adding high visibility crosswalk markings, pedestrian countdown signals, signage, or signal 
intersection improvements like LED lighting, signal backplates, or reflective tape. 

Safety Benefits:  

● Alerts motorists to the presence of pedestrians near or crossing the 
roadway 

● Provides visual cues that discourage motorists from stopping in an 
area designated for pedestrian crossings (such as a crosswalk) 

● Helps pedestrians know where they should cross the roadway 

Why this was selected for College Place: 

● 83% of total pedestrian collisions occurred at an intersection. Part 
of the City’s mission is for people to effectively circulate regardless 
of transportation mode. During some collisions, drivers proceeded 
through an intersection while ignoring any pedestrians. Therefore, 
adding designated pedestrian crossings will give pedestrians 
freedom to travel without feeling restricted as well as call attention 
to drivers. These should be implemented at locations of congested 
pedestrian crossings as well as in areas near schools. 
 

 

 

 

 

 

 

 

 

 

 
26 https://safety.fhwa.dot.gov/ped_bike/step/docs/techSheet_VizEnhancemt2018.pdf 

Crash Reduction Factor 25% 

Crash Types  Pedestrian and bicyclist 

Expected Life (years) 20 

Estimated Cost $600 - $6,000 per crossing (varies)  

Federal Funding Eligibility  100% 

 

Figure 42: A variety of crosswalk visibility enhancements at a 
pedestrian crossing; image source: FHWA 
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CMP.3 - Leading Pedestrian Interval (LPI) 5, 27 

A leading pedestrian interval at a crosswalk allows pedestrians to enter an intersection a few seconds before 
vehicles are given a green light. This can be added by adjusting the timing of light displays at an intersection.  

Safety Benefits: 

● Provides additional crossing time for pedestrians who may need more time 
● Increases the percentage of motorists who will yield right of way to pedestrians 
● Minimizes conflict between pedestrians crossing a roadway and turning vehicles 

Why this was selected for College Place: 

● 50% of total pedestrian collisions occurred at an intersection. During some collisions, drivers were 
proceeding through an intersection and ignoring any pedestrians. Therefore implementing leading 
pedestrian intervals will provide pedestrians additional time to enter an intersection increasing their 
visibility and clearly indicating the turn vehicles that they have the right of way. These should be 
implemented at locations of congested pedestrian crossings as well as in areas near schools. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
27 https://safety.fhwa.dot.gov/provencountermeasures/lead_ped_int/ 

Crash Reduction Factor 60% 

Crash Types  Pedestrian and bicyclist 

Expected Life (years) 10 

Estimated Cost <$2,500 per signal 

Federal Funding Eligibility  100% 

 

Figure 43: Leading pedestrian 
interval (LPI); image source: 
City of Fresno 
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CMP.4 - Pedestrian Crossing at Uncontrolled Locations - New Signs and Markings Only 5 

A wide variety of upgrades to non-signalized intersections without marked crossings can greatly enhance pedestrian safety and reduce the risk of 
collisions.  

Pedestrian and bicycle crossing signs paired with visible crosswalk markings reinforce legal crossings at intersections and create legal crossings at 
non-intersection locations. These signs and crosswalk markings warn drivers to expect pedestrian or bicycle crossings and clarify that drivers are 
expected to yield the right-of-way to crossing pedestrians and bicyclists. At uncontrolled locations, pedestrian and bicycle crossing signs and 
markings identify a preferred crossing location for pedestrians and bicyclists. There are several types of pedestrian crosswalks including standard 
parallel lines, continental, ladder, and zebra (diagonal lines). 

Safety Benefits:  

● Alerts drivers to the presence of pedestrians or bicyclists who may be 
crossing the roadway 

● Clearly designates when crossing pedestrians or bicyclists have the right of 
way 

Why this was selected for College Place: 

● 50% of total pedestrian collisions occurred at an intersection.  Implementing 
pedestrian crossings will empower pedestrians to cross at legally designated 
areas and alert motorists to crossing pedestrians.  

 

Crash Reduction Factor 25% 

Crash Types  Pedestrian and bicyclist 

Expected Life (years) 10 

Estimated Cost $2,600 each 

Federal Funding Eligibility  100% 

 

 

 

 

 

 

Figure 44: Signage and markings at a designated crosswalk; 
image source: City of Fresno 
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CMP.5 - Pedestrian Crossing at Uncontrolled Locations (Enhanced Safety Features) 5, 20, 28 

Enhanced pedestrian crossings can be added when a marked crosswalk alone does not adequately protect pedestrians who are crossing at mid-
block locations. In these cases, safety features such as rectangular rapid flashing beacons, overhead flashing beacons, or curb extensions (bulb-
outs) should be added to complement the standard crossing elements. 

 
Safety Benefits: 

● Alerts motorists to pedestrians in a crosswalk, allowing them to slow their speed 
● Curb extensions or bulb-outs can slow traffic, especially while turning through an 

intersection 

Why this was selected for College Place: 

● 50% of pedestrian collisions were at an unsignalized intersection. The flashing signs can 
bring awareness to a crossing pedestrian. These should be implemented at locations of 
congested pedestrian crossings as well as in areas near schools. 

 

 

 

 
28 https://safety.fhwa.dot.gov/provencountermeasures/ped_hybrid_beacon/ 

Crash Reduction Factor 35% 

Crash Types  Pedestrian and 
bicyclist 

Expected Life (years) 20 

Estimated Cost  $60,000-$160,000 
each (varies) 

Federal Funding Eligibility  100% 

 

Figure 47: Rectangular Rapid Flashing Beacon 
(RRFB) along a crosswalk; image source: City of 
Fresno 

 

 

Figure 46: Pedestrian Hybrid Beacon (PHB); 
image source: FHWA 

 

 

Figure 45: Curb extension along a crosswalk; 
image source: FHWA  
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CMP.6 - Pedestrian Crossing Median or Refuge Island 1, 5, 29,30 

A pedestrian crossing island (or refuge island) is a raised island located in a median between 
opposing traffic lanes that separates crossing pedestrians from motor vehicles.  

Safety Benefits: 

● Decreases the level of exposure for pedestrians  
● Allows pedestrians to cross through only one direction of traffic at a time 
● Simplifies the process of crossing a roadway by reducing the number of safety factors a 

pedestrian must consider 

Why this was selected for College Place: 

● 83% of total pedestrian collisions occurred at an intersection. Drivers usually were 
proceeding through ignoring any pedestrians. Implementing crossing medians or 
refuge islands will give pedestrians freedom to travel safely as well as call motorist 
attention to pedestrians. 

 

 

 

 

 

 

CMP.7 - Raised Pedestrian Crossing 5, 31 

A raised pedestrian crossing features a ramped crosswalk that spans across the roadway. 
The crosswalk will be marked with paint and often special paving materials. 

Safety Benefits: 

● Raised crosswalks slow traffic 
● Allows pedestrians to cross at the same level of the sidewalk rather than requiring 

them to step down into the road 
● Elevates pedestrians to improve visibility while crossing the roadway 

Why this was selected for College Place: 

 
29 http://www.pedbikesafe.org/pedsafe/countermeasures_detail.cfm?CM_NUM=6 
30 https://safety.fhwa.dot.gov/provencountermeasures/ped_medians/ 
31 http://www.pedbikesafe.org/pedsafe/countermeasures_detail.cfm?CM_NUM=7 

Crash Reduction Factor 45% 

Crash Types  Pedestrian and bicyclist 

Expected Life (years) 20 

Estimated Cost $120 per foot 

Federal Funding Eligibility  90% 

 

Figure 48: Pedestrian crossing median/refuge 
island in Walla Walla; image source: Google 
Maps 

Crash Reduction Factor 35% 

Crash Types  Pedestrian and bicyclist 

Expected Life (years) 10 

Estimated Cost $5000 each 

Federal Funding Eligibility  90% 
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● Along with improving our roads, the City is passionate about making areas 
accessible to everyone irrespective of disability. During most collisions resulting in 
pedestrian injury, drivers were proceeding through an intersection or crossing area 
while ignoring any pedestrians. The raised crosswalk enhances the safety of a 
crossing area and calls motorist attention to crossing pedestrians. These should be 
implemented at locations of congested pedestrian crossings as well as in areas near 
schools.  

 
 
 

 

 

 

Cyclists  
CMC.1 - Bicycle Box (Advance Stop Bar) Before Crosswalk 1, 5, 32 

An advance stop bar or bicycle box designates a space between the crosswalk and 
vehicular traffic for bicyclists to wait at a red light.  

Safety Benefits: 

● Increases visibility of bicyclists 
● Makes it easier and safer for bicyclists to make a left turn at an intersection after 

a red light 
● Reduces the risk of a motorist turning right and colliding with a bicyclist after a 

light change at an intersection 
● Groups bicyclists together to clear an intersection quickly, minimizing impediment 

to transit or other traffic 
● Separates stopped vehicular traffic from pedestrians crossing through the 

intersection at the crosswalk  

Why this was selected for College Place: 

● 50% of bicycle collisions occurred at signalized intersections. Implementing a bicycle box will alert both bicyclist and the driver of the 
situation as well as create a buffer between the bicyclist and the driver. 

 

 
32 http://pedbikesafe.org/bikesafe/countermeasures_detail.cfm?CM_NUM=38 

 

Figure 49: Raised crosswalk featuring markings and 
colored paving material; image source: Marin County 

 

Figure 50: A bike box at an intersection; image source: 
National Association of City Transportation Officials; nacto.org 

Crash Reduction Factor 15% 

Crash Types  Pedestrian and bicyclist 

Expected Life (years) 10 

Estimated Cost $9000 

Federal Funding Eligibility  90% 
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CMC.2 - Designated Bike Lanes 1, 5,33 

Bike lanes along the outside of the lane of vehicular traffic designate a space for bicyclists to travel. 
Bike lanes are clearly marked with white lines and symbols within the lane, and sometimes with a 
different color of pavement or different paving material. Bike lanes are intended for one-way bicycle 
travel and are generally provided along both sides of two-way streets.   

Safety Benefits: 

● Alerts motorists to the potential presence of bicyclists 
● Provides a small buffer zone separating bicyclists from motor vehicle travel 
● Improves predictability of bicyclist behavior 
● Reduces unpredictable motor vehicle driver movements  
● Encourage lower traffic speeds by visually narrowing the lane of travel 

Why this was selected for College Place: 

● 50% of bicycle collisions occurred in roadway segments. Implementing exclusive bicycle lanes 
along a roadway creates a buffer, separating bicyclists from vehicle traffic and warns drivers 
that bicyclists may be present.  

 

 

 

 

 

 

 

 

 

 

 

 

 
33 http://pedbikesafe.org/bikesafe/countermeasures_detail.cfm?CM_NUM=52 

Crash Reduction Factor 35% 

Crash Types  Pedestrian and bicyclist 

Expected Life (years) 10 

Estimated Cost $50 per ft 

Federal Funding Eligibility  90% 

 

Figure 51: Bike lane along E. Isaacs Ave. in 
Walla Walla; image source: Google Maps 
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CMC.3 - Pavement Marking Improvements 5, 26 

Pavement markings can include striping and symbols associated with bike lanes, striping for paved 
shoulders, sharrows, turning lanes at intersections, shared lane markings, and other markings 
warning of pavement hazards or irregularities such as railroad crossings or drainage grates. 

Safety Benefits: 

● Indicates the presence of bicyclists and bike facilities 
● Provides information about upcoming turning and crossing maneuvers 
● Guides bicyclists on the correct path through an intersection 

Why this was selected for College Place: 

● Inattention and disregarding signals and yield are the top contributing factors for all crashes. 
Upgrading pavement markings can bring motorists’ l attention to upcoming intersections or 
curves.  

 

 

 

 

 

 

 

 
CMC.4 - Sight Distance Improvements 5, 34 

Insufficient sight distance can contribute to intersection collisions. Removing roadside obstructions such 
as vegetation, roadside appurtenances, buildings, and other objects in the right of way can improve sight 
distance and provide a clear sight triangle without requiring major roadway reconstruction 

 
34 http://pedbikesafe.org/bikesafe/countermeasures_detail.cfm?CM_NUM=19 

Crash Reduction Factor 35% 

Crash Types  Pedestrian and bicyclist 

Expected Life (years) 10 

Estimated Cost $20 - $600 

Federal Funding Eligibility  90% 

Crash Reduction Factor 20% 

Crash Types  All 

Expected Life (years) 10 

Estimated Cost $200-$50,000  

Federal Funding Eligibility  90% 

 

Figure 52: Pavement markings including 
green bike lane along 4thg Ave. in College 
Place; image source: Google Maps 
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Safety Benefits: 

● Improves a motorist’s ability to perceive and adapt to oncoming traffic 
● Allows pedestrians and cyclists to be more visible while on or near the roadway 
● Allows cyclists a better view of approaching vehicles 

Why this was selected for College Place: 

● Hit object is the third-highest crash type involving KA injuries. Many of these incidents 
may be impacted by deficient sight distance. Proper maintenance such as removal of 
vegetation or objects can help improve the sight distance. 

 

 

 

 

CMC.5 - Bike Specific Lighting Improvement 35 

Enhanced lighting can be added at intersections or along roadway segments, bike lanes, or 
multi-use paths with a high level of bicycle traffic.  

Safety Benefits:  

● Improves visibility of roadway hazards such as pavement irregularities  
● Improves visibility of bicyclists increasing the likelihood that motorists will have 

advanced warning of approaching bicyclists 

Why this was selected for College Place: 

● 25% of bicycle collisions occurred at night or dusk. Improving lighting can increase 
motorists’ awareness of bicyclists as well as improve the visibility of upcoming 
surface conditions and obstacles. 

 

 

 

 
35 http://pedbikesafe.org/bikesafe/countermeasures_detail.cfm?CM_NUM=4 

Crash Reduction Factor 35% 

Crash Types  Night 

Expected Life (years) 20 

Estimated Cost $7000 per Light 

Federal Funding Eligibility  100% 

 

Figure 53: Diagram illustrating clear sight triangle; 
image source: City of Fresno 

 

Figure 54: Lighting along a bike path in Sioux 
Falls; image source: argusleader.com 
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All 

CMO.1 - Traffic Safety Education Programs 1, 36 

Providing education, outreach, and training is a key strategy in increasing bicyclist and motorist 
awareness and improving behavior. Bicyclists need safe places to ride as well as the knowledge to 
interact safely with motorists. Motorists should also be educated about how to share the road with 
bicyclists. The primary goal of an educational initiative is to alter motorist and bicyclist behavior and 
reduce reckless actions (http://pedbikesafe.org/).  

Safety Benefits:  

● Improves motorist pedestrian and bicyclist awareness and behavior 
● Increases compliance with local road safety laws and policies 
● Reduces reckless behavior 

Why this was selected for College Place: 

● The City is motivated to share with its residents and commuters the transformation of Target Zero. This proposal is a united effort with the 
community which brings together knowledge and understanding in order to encourage safe traffic behavior. 

 

 

 

 

 

 

 

 

 

 

 

 

 
36 http://pedbikesafe.org/bikesafe/countermeasures_detail.cfm?CM_NUM=41 

Crash Reduction Factor NA 

Crash Types  All  

Expected Life (years) NA 

Estimated Cost NA 

Federal Funding Eligibility  NA 

 

Figure 55: College Place city leaders engaging members of 
the public in exploring public spaces from the eyes of a 
pedestrian; image source: Blue Zones Project Walla Walla 
Valley 

 

Figure 56: Example of a traffic safety educational campaign; 
image source: Marin County 

http://pedbikesafe.org/
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CMO.2 - Targeted Enforcement Programs 1, 5 

Local enforcement programs can be targeted specifically at addressing areas with high 
rates of non-compliance such as disregarding traffic signs and signals, failure to yield, 
or speeding. Enforcement programs can be accompanied by public awareness 
campaigns highlighting the increased enforcement of specific factors or in specific 
areas.  

Safety Benefits:  

● Enforcement programs can reduce common violation types such as speeding, 
failure-to-yield, red-light running, aggressive driving, failure to wear safety belts, 
distracted driving, and driving while impaired. 

Why this was selected for College Place: 

● All top contributing factors such as disregarding traffic signs and signals, failing to yield, unsafe speeds, driving under influence, and 
distracted driving can be reduced when effective enforcement programs are introduced. Each factor can be specifically targeted to bring 
awareness to conflicts between vehicles, bicyclists and pedestrians 

 

 
 

 

 

 

 

 

  

Crash Reduction Factor NA 

Crash Types  All  

Expected Life (years) NA 

Estimated Cost NA 

Federal Funding Eligibility  NA 

 

Figure 57: Image source: Marin County 



54 

 

Implementation 

Select Intersection Countermeasures 
Based on the predominant crash types, the following countermeasures were determined to be most practicable for the identified intersections: 

Table 9: Selected Intersection Countermeasures1, 2, 5,13, 31 

Countermeasure 
Name 

Intersection 
Conversion to 
Roundabout 

Intersection 
Lighting 

Raised Median on 
Approach 

Advanced Dilemma-
Zone Detection 

Transverse Rumble 
Strips 

Intersection 
Markers or Striping 

Crash Types 
Addressed All crash types 

All crash types 
at “night” time, 
Pedestrian & Bicycle 

Angle 
All crash types 
(particularly on 
high-speed roads) 

All crash types All crash types 

Crash  
Reduction 

26-82% 20-74% 21-55% 40% 0-35% 10-33% 

Expected  
Life Span 

20 years 20 years 20 years 10 years 10 years 10 years 

Estimated  
Cost 

$4,000,000 to 
$8,000,000 

$5,000 to $7,000 
per light 

$10,000 per 
approach 

$5,600 per system $600 per approach 
$4,000 per 
intersection 

Federal Funding 
Eligibility 

100% 100% 90% 100% 90% 100% 
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Select Roadway Segment Countermeasures 
Based on the predominant crash types, the following countermeasures were determined to be most practicable for the identified segments: 

Table 10: Select Segment Countermeasures1, 5, 12, 15, 16, 18, 37 

Countermeasure 
Name 

Remove/Relocate 
Objects & Clear 
Recovery Zone 

Raised Median 
Access Mngt./ 
Right-in-right-out 

Road Diet/ 
Lane Conversions 

Edge line Rumble 
Strips 

Dynamic/Variable 
Speed Warning 

Delineators/ 
Reflectors/ Object 
Markers 

Crash Types 
Addressed 

Fixed/Stationary 
Object 

Angle and  
Rear-End 

All crash types Roadway Departure All crash types All crash types 

Crash  
Reduction 

17-100% 0-94% 19-47% 10-41% 0-41% 0-30% 

Expected  
Life Span 

10 years 20 years 20 years 10 years 10 years 10 years 

Estimated  
Cost 

$200 to $10,000 per 
object 

$50,000 
$69  
per linear foot 

$10 
per linear foot 

$43,600  
per warning sign 

$75-500  
per sign 

Federal Funding 
Eligibility 

90% 90% 90% 100% 100% 100% 

 

  

 
37 https://dot.ca.gov/-/media/dot-media/programs/local-assistance/documents/hsip/2020/lrsm2020.pdf 
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Select Pedestrian- and Bicycle-focused Countermeasures  

Based on the predominant crash types that impacted pedestrians and bicyclists, the following countermeasures were determined to be most 
practicable for the identified segments and intersections: 

Table 11: Select Bicycle and Pedestrian Countermeasures1, 5, 20, 21, 22, 25, 26, 27, 30, 31, 38, 39 

Countermeasure 
Name 

Leading Pedestrian 
Interval 

Pedestrian Crossing 
Median/ Refuge 
Island 

Enhanced Safety 
Features (Beacons/ 
High Visibility/ 
Raised Crossings) 

Separated Bike 
Lanes 

Intersection/ 
Driveway Pavement 
Marking 
Improvements/ 
Bicycle Box 

Pedestrian & Driver 
and Bicycle & 
Motorist Education 

Crash Types 
Addressed 

Pedestrian Pedestrian Pedestrian Bicycle Bicycle 
Pedestrian and 
Bicycle 

Crash  
Reduction 

60% 45% 35% 35% 35% (Variable) 

Expected  
Life Span 

10 years 20 years 20 years 10 years 10 years Ongoing 

Estimated  
Cost 

$2,500 
per signal 

$120  
per linear foot 

$5,000 to $160,000 
$50  
per linear foot 

$20 to  
$2,500 

(Variable) 

Federal Funding 
Eligibility 

100% 90% 90-100% 90% 90-100%  

  

 
38 http://pedbikesafe.org/PEDSAFE/countermeasures_detail.cfm?CM_NUM=61 
39 http://pedbikesafe.org/BIKESAFE/countermeasures_detail.cfm?CM_NUM=18 
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Safe Routes to School (SRTS) Toolkit 

An important component of improving local road safety is ensuring that children can safely walk or bike to destinations like schools and parks. 
Providing Safe Routes to School is a vital part of helping children live healthy, active lifestyles. Research has shown a significant decrease since the 
1960s in the percentage of kindergarten through 8th grade (K-8) students who bike or walk to school (from 47.7 percent in 1969 to 12.7 percent in 
2009).40 

 

According to the CDC, Safe Routes to School encourage increased physical activity by 
enabling safe, active transportation options for children. This can help decrease the prevalence 
of childhood obesity, reduce the risk of heart disease and promote cardiorespiratory and 
muscular fitness, along with other public health benefits.41 Ensuring safe routes to school can 
also decrease the risk of injuries in bike or pedestrian collisions. Something as simple as 
slowing traffic in areas where children may be walking or biking can reduce the risk of serious 
injury if a collision is to occur. 

In addition to slowing speed, there are a variety of safety countermeasures that can be applied 
in areas near schools, or along routes to school, where there has been a history of collisions. 

 
40 McDonald NC, Brown AL, Marchetti LM, Pedroso MS. US school travel, 2009: an assessment of trends. Am J Prev Med 2011;41(2):146–51. 
41 https://www.cdc.gov/policy/hst/hi5/saferoutes/index.html 

“Children deserve safe places to walk and bike – starting with the trip to school.  

By starting with children and the trip to school, communities become safer places for everyone to walk and bike.  

By creating safe places for everyone, communities take a major step towards meeting the national goal of ending traffic 
deaths on roads.” 

- National Center for Safe Routes to School 
 

Figure 58: AAA Foundation for Traffic Safety, Impact 

Speed and the Pedestrian’s Risk of Severe Injury or 

Death, September 2011. 

 

https://www.cdc.gov/policy/hst/hi5/saferoutes/index.html
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Collisions Near Schools in College Place 

 

  

Figure 59: Collisions near Davis Elementary School 
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Figure 60: Collisions near Walla Walla Valley Academy and Rogers Adventist School 
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Figure 62: Collisions near John Sager Middle School and College Place High School 
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Figure 63: Collisions near Walla Walla University 
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Implementing Safe Routes to School  
Partnership: The City of College Place can partner with College Place Public Schools, Rogers Adventist School, Walla Walla Valley Academy, and 
Walla Walla University in ensuring safe routes to schools throughout the community. They can identify priority projects, partner on student and 
community safety education, and advocate to funders like the Washington State Department of Transportation Safe Routes to School Program. The 
City can also partner with parents to identify which routes from residential neighborhoods to schools are the most commonly used by children.  

Prioritizing Safe Routes: Nearly all communities face funding restraints. The amount of infrastructure improvement needed outweighs the amount 
of available funding. Communities must use a set of criteria to prioritize which safety improvements should occur first. In addition to prioritizing 
improvements near areas with the highest rate of high-risk collisions, the City of College Place can prioritize safety improvements along routes to 
school and near schools. Since College Place is about three square miles, a nontraditional buffer was selected instead of using a quarter-mile/half-
mile buffer. A four-point corner buffer was selected for all schools except for one: John Sager Middle School/College Place High School. 

Table 12: Summary of collisions including type and contributing factors near schools in College Place 

 Total  
Crashes 
in buffer* 

Including Contributing Factors 

School 
Locations 

Pedestrian Bicyclists 
Young 
Drivers 

Inattentive 
or 

Distracted 

Disregard 
Signals/ 

Yield 

Unsafe 
Speeds 

Follow 
Too 

Closely 

Improper  
Movement 

Drowsy DUI Other 

 

Rogers 
Adventist 
School/Walla 
Walla Valley 
Academy 

13   5 4  2  3   4 

John Sager 
Middle School 
College Place 
High School 

31 2 
 

 
12 11 6 2 2 2  2 6 

Davis 
Elementary 

36 2  16 14 9 1 1 5 1  5 

Walla Walla 
University 

98 2 3 54 34 14 3 13 8 1 1 24 

Total 178 6 3 87 63 29 8 16 18 2 3 39 
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Safe Routes to School Countermeasures 
Based on the predominant crash types, the following countermeasures were determined to be most practicable for locations around area schools. 

Table 13: Proposed safety countermeasures for locations near schools42 43 44 45 46 

Countermeasure 
Name 

Enhanced Safety 
Features (Beacons/ 
High Visibility/ 
Raised Crossings) 

Separated Bike 
Lanes 

Intersection 
Markers or Striping 

Dynamic/Variable 
Speed Warning 

Transverse Rumble 
Strips 

Pedestrian & Driver 
and Bicycle & 
Motorist Education 

Crash Types 
Addressed 

Pedestrian Bicycle All crash types All crash types All crash types 
Pedestrian and 
Bicycle 

Crash  
Reduction 

35% 35% 10-33% 0-41% 0-35% (Variable) 

Expected  
Life Span 

20 years 10 years 10 years 10 years 10 years Ongoing 

Estimated  
Cost 

$5,000 to $160,000 
$50  
per linear foot 

$4,000 per 
intersection 

$43,600  
per warning sign 

$600 per approach (Variable) 

Federal Funding 
Eligibility 

90-100% 90% 100% 100% 90% 
 

  
  
 
 
 

 
42 2018 Marin County Travel Safety Plan, accessed August 16, 2021, from: 
https://www.marincounty.org/userdata/dpw/Marin%20County%20Travel%20Safety%20Plan%20-%20Final%20Report.pdf  
43 Local Road Safety – A Manual for California’s Local Rood Owners, accessed August 16, 2021, from: https://dot.ca.gov/-/media/dot-media/programs/local-
assistance/documents/hsip/2020/lrsm2020.pdf  
44 Safety Evaluation of Transverse Rumble Strips on Approaches to Stop-Controlled Intersections in Rural Areas, accessed September 23, from: 
https://www.fhwa.dot.gov/publications/research/safety/hsis/12047/12047.pdf   
45 Safety Improvements on High Risk Rural Roads, accessed August 16, 2021, from: 
https://safety.fhwa.dot.gov/hsip/hrrr/manual/hrrr_2014.pdf 
46 Systemic Local Roadway Safety Plan, accessed August 16, 2021, from: 
https://www.fresno.gov/publicworks/wp-content/uploads/sites/17/2021/01/Fresno_SSAR_LRSP_Final-Accessible-1.pdf  

https://www.marincounty.org/userdata/dpw/Marin%20County%20Travel%20Safety%20Plan%20-%20Final%20Report.pdf
https://dot.ca.gov/-/media/dot-media/programs/local-assistance/documents/hsip/2020/lrsm2020.pdf
https://dot.ca.gov/-/media/dot-media/programs/local-assistance/documents/hsip/2020/lrsm2020.pdf
https://www.fhwa.dot.gov/publications/research/safety/hsis/12047/12047.pdf
https://safety.fhwa.dot.gov/hsip/hrrr/manual/hrrr_2014.pdf
https://www.fresno.gov/publicworks/wp-content/uploads/sites/17/2021/01/Fresno_SSAR_LRSP_Final-Accessible-1.pdf


64 

 

Project List for Top Priority Locations 
After a comprehensive risk assessment, the following improvements are proposed for select high-priority intersections and roadway segments. 

Table 14: Priority locations for local road safety improvements by categorized by location 

Location Weighted 
Crash Value 

Potential Improvement 

Intersections     

SR 125 (MP 
1.88)/ 

S College Ave 

3.84 Collisions at this intersection were largely rear-end or angle collisions due to inattentive/distracted 
driving, disregard for signals/yield, and driving under the influence (DUI). 

Potential improvements at this signalized intersection include conversion to a roundabout, 
increased intersection lighting, raised median upon intersection approach, advanced dilemma-zone 
detection, transverse rumble strips, or intersection markers or striping. 

NE Larch St/ 

E Whitman Dr 

6.85 Collisions at this intersection were primarily angle collisions, largely due to speeding, following too 
close, or disregard for signals/yield. 

Potential improvements at this current two-way stop intersection include conversion to a four-way 
stop, increased intersection lighting, raised median upon intersection approach, transverse rumble 
strips, or intersection markers or striping. 

Segments     

NE C St 

(From Deccio Rd 
to Myra Rd)  

17.61 Collisions along this segment were mainly angle and rear-end collisions based on inattentive/ 
distracted driving, following too close, and improper turn/merge. 

Potential improvements along this segment include street lighting installation, upgrade pavement 
markings, converting to a right-in/right-out, remove/relocate objects and clear recovery zone, raised 
median, or delineators/reflectors/object markers. 



65 

 

W Rose St  

(From NE 
Lambert to Carey 
Court)  

1.39 Collisions along this segment were largely angle or stationary-object collisions due to inattentive/ 
distracted driving, disregard for signals/yields, and unsafe speeds. 

Potential improvements for this segment include remove/relocate objects and clear recovery zone, 
raised median access management, right-in-right-out, road diet/lane conversion, edgeline rumble 
strip, dynamic/variable speed warning, or delineators/reflectors/object markers. 

S Meadowbrook 
St 

(w/out 
Intersection)  

(SR 125 (MP-
2.34) to NE 
Deccio Rd)  

1.85 Collisions along this segment were primarily angle, side-swipe, or other types of collisions due to 
inattentive/distracted driving and disregard for signals/yields. One collision included a bicyclist. 

Potential improvements along this segment include remove/relocate objects and clear recovery 
zone, raised median access management, right-in-right-out, road diet/lane conversion, edgeline 
rumble strip, dynamic/variable speed warning, or delineators/reflectors/object markers. 

  

School Locations 

Schools Young Drivers 

(% of total) 

Potential Improvements 
  

Rogers Adventist 
School/Walla Walla 
Valley Academy 

5 

(29.6%) 

Collisions near this school were mainly due to inattentive/distracted driving, unsafe speeds, improper 
movement, driving under influence, and other contributing factors. 

Potential improvements for this area include enhanced safety features such as beacons/high 
visibility/raised crossings, separated bike lanes, intersection markers or striping, dynamic/variable 
speed warning, transverse rumble strips and pedestrian, bicyclist and motorist education. 

  

John Sager Middle 
School/College 
Place High School 

12 

(38.7%) 

Collisions near this school were primarily due to inattentive/ distracted driving, disregarding 
signals/yield, unsafe speeds, following too closely, improper movement, driving under influence, and 
other contributing factors. 

Potential improvements for this area include enhanced safety features such as beacons/high visibility/ 
raised crossings, separated bike lanes, intersection markers or striping, dynamic/variable speed 
warning, transverse rumble strips and pedestrian, bicyclist and motorist education. 
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Davis Elementary 16 

(44.4%) 

Collisions near this school were largely due to inattentive/distracted driving, disregarding signals/yield, 
unsafe speeds, following too closely, improper movement, drowsiness, and other contributing factors. 

Potential improvements for this area include enhanced safety features such as beacons/high 
visibility/raised crossings, separated bike lanes, intersection markers or striping, transverse rumble 
strips and pedestrian, bicyclist and motorist education. 

  

Walla Walla 
University 

54 

(55.1%) 

Collisions near this school were primarily due to inattentive/distracted driving, disregarding 
signals/yield, unsafe speeds, following too closely, improper movement, drowsiness, driving under 
influence, and other contributing factors. 

Potential improvements for this area include enhanced safety features such as beacons/high 
visibility/raised crossings, separated bike lanes, intersection markers or striping, dynamic/variable 
speed warning, transverse rumble strips and pedestrian, bicyclist and motorist education. 

  

 

Pedestrian/Bicycle 

Locations MV Young 
Drivers (% of 
Total) 

Potential Improvement 

NE Whitman 
Dr/SE Larch Ave 

(Intersection ) 

36% Collisions for this intersection were largely due to disregarding signs and signals, failing to yield, 
following too closely, driving under the influence, and other contributing factors. 

Potential improvements for this location include leading pedestrian interval, pedestrian 
median/refuge island, enhanced safety features, and pedestrian, and motorist education. 

College Place 
Post Office 

(S College Ave) 

33% Collisions at this location were due to a variety of contributing factors. 

Potential improvements for this location include leading pedestrian interval, pedestrian crossing 
median/refuge island, enhanced safety features such as beacons, high visibility/raised crossings, 
separated bike lanes, intersection or driveway pavement marking improvement, bicycle box, and 
pedestrian, bicyclist and motorist education. 
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Appendix: Additional Maps and Tables  

Figure 64: Travel Demand Model map of the College Place area 
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 Figure 65: Streetlight inventory throughout the city of College Place  
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Table 15: Average Annual Collisions from 2011 to 2020 for Cities of Comparable Populations47 

 

 

 

 

 

 

  

 
47 https://remoteapps.wsdot.wa.gov/highwaysafety/collision/data/portal/public/ 

Community 2020 Population  
Average Collisions Per 

Year (2011-2020) 

Toppenish 8,854 95 

Orting 9,041 41 

Burlington 9,152 310 

College Place 9,902 67 

Snohomish 10,126 178 

Port Townsend 10,148 75 

DuPont 10,151 40 


