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Manitoba Public Insurance
Driver Units and Claims Experience by Loss Insurance Year and Driver Age Band

5 to 24 year old

—1" Physical Damage Claims injury Claims Fatalities Serious Lass Claims
Loss Earned Per 1000 Per 1000 Per 1000
Insurance Driver Per 1000 Driver Driver Driver
Year Units Count Driver Units Count Units Count Units Count ~  Units
2008 108,385 24,170 223.00 3,297 30.42 23 0.21 14 0.13
2009 109,523 23,247 212.26 3,192 29,14 26 0.24 6 0.05
2010 111,602 24,904 223,15 3,122 27.97 19 0.17 6 0.05
2011 116,540 23,294 199,88 2,873 24.65 37 032 5 0.04
2012 117,353 24,811 21142 2,889 24,62 @ Q_;ES G 0.05
Total 563,403 | 120,426 213.75 15373  27.29 132 (0.23) 37 0.07
@ 25 years orolder
Physical Damage Clalms Injury Claims Fatalities Serious Loss Claims
Loss Earned Per 1000 Per 1000 Per 1000
Insurance Driver Per 1000 Drivar Driver Driver
Year Units Count Drivar Unfts Count Units Count Units Count Units
2008 639,919 83,365 130.27 12,674 19.81 91 0.14 37 0.06
2009 650,619 79,391 122.02 12,365 19.00 92 0.14 32 0.05
2010 661,320 88,819 134.31 12,934 19,56 92 0.14 22 0.03
2011 681,634 83,975 123,20 12,035 17.66 90 0.13 18 0.03
2012 693,402 93,049 134.19 12,759 18.40 ] @ Q.12 11 0.02
Total 3,326,894 428,599 128.83 62,767 18.87 448 ( 0.13 120 0.04
—
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Section 4 ' Traffic Collisions

As shown in Table 4-5 (on the preceding page), urban areas account for three-quarters (77%} of all
collisions in Manitoba, but only one-third of fatal collisions (34%) in 2011 {81% of injury collisions and
78% of PDO collisions). Rural areas account for one-quarter of all collisions {23%), but two-thirds of fatal
collisions (66%). This is consistent with historical results. In the pravious five year period (2006 to 2010),
urban areas accounted for an average of 76% of all collisions, nearly 30% of fatal collisions, 78% of injury
collisions, and 768% of PDO collisions.

Nearly six in ten (58%) traffic collisions in 2011 occur in Winnipeg while other urban areas account for
19% of all collisions. In the previous five year (2006 to 2010) annual average, 57% of all collisions occur
in Winnipeg and 19% occur in other urban areas.

This pattern holds when we consider both injury and PRO collisions.
e [n 2011, more than 68% of injury collisions cceur in Winnipeg, 13% occur in other urban areas
and 19% occur in rural areas.
e In 2011, 56% of PDO collisions occur in Winnipeg, nearly 21% cccur in other urban areas and
24% occur in rural areas.

Fatal collisions represent a marked departure from this overall distribution. In 2011, two-thirds of fatal
collisions (86%) occur in rural areas, while 15% occur in Winnipeg and 19% occur in other urban areas.
The over-representation of rural areas in fatal collisions is also found within the previous five year (2006
to 2010) annual average, where 68% of fatal collisions occur in rural areas, 20% occurin Winnipeg and
more than 9% occur in other urban areas, even though the count of fatal collisions has increased
substantially in 2011.

As shown in Table 4-6 (on the following page), “motor vehicle to motor vehicle” collisions account for the
maiority of collisions in Manitoba, both in 2011 and in the previous five year (2006 to 2010) annual
average. In 2011 “motor vehicle to motor vehicle” collisions account for:

e B62% of all collisions;

s 36Y% of fatal collisions;

o 68% of injury collisions; and,

o  61% of PDO collisions.

Callisions occurring in urban areas are predominantly “motor vehicle to motor vehicle” in nature. In urban
areas in 2011, “motor vehicle to motor vehicle” collisions account for;

76% of all collisions;

25% of fatal collisions;

77% of injury collisions; and,

76% of PDO callisions.

Collisions occurring in rural areas are predominantly “moter vehicle to animal” in nature, with “motor
vehicle to motor vehicle® the second most common configuration, and “ran off roadway” as the third most
common. Inrural areas in 2011:
s 52% of all collisions are “motor vehicle to animal” in nature (one fatal collision; 17% of injury
collisions; 59% of PDO collisicns);
+ 15% of all collisions are “motor vehicle to motor vehicle” in nature (42% of fatal collisions; 28% of
injury collisions; 12% of PDO collisions); and,
» 13% of all collisions are "ran off rcadway" in nature {29% of fatal collisions; nearly 26% ofinjury
collisions; more than 10% of PDO collisions).

Collisions with pedestrians (accounting for 1% of all collisions in 2011) account for a high proportion of
fatal collisions in Manitoba; nearly 10% of fatal collisions in the province were “motor vehicle to
pedestrian”. In urban areas, 25% of fatal colfisions in 2011 involve a motor vehicle hifting a pedestrian.
Considering all collisions of the type “motor vehicle to pedestrian” in 2011, 3% resulted in a fatality and
88% resulted in an injury, relatively consistent with the previous five year (2006 to 2010) annual average.
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Section & Collision Victims

Table 5-5a Collision Victims by Time of Occurrence and Casualty Type for Previous Five Years

Table 5-5a
Collision Victims by Time of Occurrence and Casualty: 2006-2010 Average

People are most often killed and injured in traffic collisions between noon and 6 p.m. In 2011, 44% of all
victims are involved in traffic collisions between 12:00 and 14:59 (more than 18%) or between 15:00 to
17:59 (more than 25%). This is consistent with the previous five year (2006 to 2010) annual average
(12:00-14:59 — more than 18% of all victims; 15:00 to 17:59 — 25% of all victims).

In 2011, more peaple are killed between noon and 6 p.m. than at any other time of the day {(nearly 36% of
people killed), followed by 6 p.m. to midnight (27% of people killed). Combined, 63% of people killed in
collisions in 2011 are involved in collisions during this 12-hour period. This is a slight shift from the
previous five year (2006 fo 2010) annual average, where nearly 57% of people are killed in collisions
between noen and midnight. 1n 2011:; _
+ Nearly 16% of people are killed between midnight to 6 a.m. (00:00-02:59 — more than 6% 03:00-
05:59 — 9%), compared to nearly 18% in the previous five years;
¢ 11% of people are killed between 6 a.m. and noon (06:00-08:59 - nearly 5%; 09:00-11:59 — more
than 6%), compared to 18% in the previous five years;
+ Nearly 36% of people are killed between noon and 6 p.m. (12:00-14:59 — more than 20%; 15:00
to 17:59 ~ nearly 16%), compared to 30% in the previous five years; and,
s 27% of people are killed between & p.m. and midnight (18:00-20:59 — more than 16%:; 21:00 o
23:59 - 11%), compared to nearly 27% in the previous five years.
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Collision Victims

Figure 5-4 Proportion of People Killed and Injured by Time of Occurrence

30%

25%

20%

15%

10%

Proportion of Total

ul
-3

0%

Proportion of People Killed and Injured by Time of Occurrence:
2011

@Killed 8 Injured ¥ Total Victims

12:00-
14:59

00:00-
02:59

03:00-
05:59

15:00-
17:59

18:00-
20:59

21:00-
23:59

06:00-
08:59

09:00 -
11:59

In 2011, it appears that the frequency with which people are injured in traffic collisions is fairly low
between midnight and 6 a.m., and then builds through the day, beginning at approximately 6 a.m. and
reaching a peak hetween 3 p.m. and 6 p.m., before falling off abruptly until midnight. The smallest
number of pecple injured in traffic collisions is between midnight and 6 a.m. This pattern can also be
seen in the previous five year (2006 to 2010) annual average.
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Section 9 Contributing Factors

Contributing factors recorded for each vehicle andfor driver involved in the collision are examined at the
victim levei in Table 8-2 and Table 9-2a. In this analysis, the contributing factors recorded for any driver
involved in a fatal or injury collision is considered as contributing to the person being killed or injured.

In 2011, at-fault contributing factors are recorded for drivers involved in collisions for more than 56% of all
casualties. At-fault contributing factors are recorded for:

» 88% of people killed;

»  73% of people seriously injured; and,

»  55% of victims with other injuries {including minor, minimal and undefined injuries).

In 2011, at-fault driver actions are recorded for nearly 45% of all victims (78% of pecple killed and 54%
of people seriously injured) while at-fault human conditions are recorded for 8% of all victims (40% of
pecple killed and more than 21% of people seriously injured). Environmental conditions are recorded as
a contributing factor for 14% of all victims (18% of people killed and 18% of people seriously injured).

In the previous five year (2006 to 2010) annual average, at-fault driver actions are recorded for 38% of all
victims (69% of all people killed and 53% of people seriously injured) — at-fault human conditions are
recorded for nearly 13% of all victims (46% of all people killed and nearly 27% of people setiously
injured). Environmental conditions are recorded as a contributing factor for 14% of all victims, including
for more than 14% of people killed and 19% of people seriously injured.

The most prevalent contributing factors recorded for collisions where people are killed or seriously
injured in 2011 include:

. peed — nearly 34% of pecple killed and nearly 17% of people seriously injured: :
C;girstracted driving — 27% of people killed and nearly 14% of people seriously i '1@1;

mpaired — nearly 25% of people killed and 11% of people serlously-injufed;

“Lost control/Drive off the road” — 13% of people killed and 10% of people seriously injured;
“Slippery road surface” — 9% of people kilted and 8% of people seriously injurad,

“Fail to yield right-of-way” ~ 7% of people killed and 7% of people sericusly injured;

“Dischey traffic control device/officer” — 7% of people killed and nearly 5% of peaple seriously
injured;

“Passing improperly” — nearly 5% of people killed and 2% of people seriausly injurad;
“Weather" conditions — nearly 4% of people Killed and 3% of people seriously injured;
“Padestrian error/confusion” — nearly 4% of people killed and 1% of people seriously injured;
“Leave stop sign before safe to do so" —3% of people killed and 3% of people seriously injured;
and,

e The actions of a wild animal — 1% of people killed and more than 2% of people seriously injured.

NOTE: For a detailed count of contributing factors recorded for collisions occurring in each year from
2006 to 2011, please refer to “Table 9-11 Hisforicat Summary of Contributing Factors Recorded for
Victims of Collisicns” at the end of this section.
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Contributing Factors

Table 9-13 Summary of ‘Speed’ and ‘Impaired’ as Contributing Factors

Table 9-13
Summary of Speed & Impaired as Contributing Factors: 2006 to 2011

NET Speed (‘Exceeding speed limit', 'Driving too fast for conditions' and 'Unsafe operating speed {too fast or too slow) comhined)

1304 | 16840 | 1518 | 1,394 | 1,840 1413 | 1,627
44% | 56% | 56% | 52% | 60% 50% | 47%
26 21 21 23 20 w30
26.0% | 21.9% | 247% | 27.7% | 20.8% 24.9% |°31.9%
386 | &01| 556 | 424 285 450 | 348
59% ! 78%| 93%| 79%| 5.3% 7.3% | 55%
815 750 805 670 457 659 5§53
70% | 87% | 102% | 92% ! 64% 8.3% | 6.6%
33 25 22 24 23 25 a7
27.7% | 229% | 23.8% | 27.9% | 26.4% 25.8% | 33.6%
48 64 76 53 43 56 56
95% | 150% | 19.2% | 13.8% | 13.8% 14.1% | 16.6%
19.2 71.8 19.8 18.5 135 18.7 19.9
0.4 0.3 0.3 0.3 0.3 0.3 0.4
5.3 6.7 7.3 5.5 3.5 5.7 4.2
NET Impaired ('Impaired by alcohoal’, 'lmpaired by drugs’ and 'Had been drinking/Suspected alcohol use’ combined}
471 424 395 405 ar3 414 230
15% | 1.4% | 15% | 15% | 1.4% 1.5% 0.7%
28 36 33 23 21 ( 28 21
26.9% | 37.5% | 38.86% | 27.7% | 26.9% 31.6% | /22.3%
197 177 151 160 135 6| 88
3.0% | 28%| 25% | 30%| 25% 28% | 14%
362 333 312 293 248 310 190
41% | 3.9% | 39% | 40%| 35% 3.9% | 2.3%
31 40 38 25 22 3 27
261% | 36.7% | 41.3% | 20.1% | 25.3% 31.6% | 24.5%
67 60 48 45 40 52 38
13.8% | 14.1% | 121% | 12.0% | 12.8% 13.0% | 11.3%
8.5 58 52 5.2 47 5.0 2.7
0.4 0.5 0.4 0.3 0.3 0.3 0.2
2.7 2.4 2.0 2.1 1.7 18 0.9

NOTE: Proportions provided for each contributing factor in a specific category are for the count of contributing factor as a portion of all
collisions in the specific category. E.g., the proportion of fatal collisions where speed is a factor is derived from the sount of fatal collisions in

the specific year where speed Is a factor divided by the total fatal collisions in that year.
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MANITOBA Order No. 150/07

THE PUBLIC UTILITIES BOARD ACT

THE MANITOBA PUBLIC INSURANCE ACT

THE CROWN CORPORATIONS PUBLIC
REVIEW AND ACCOUNTABILITY ACT November 26, 2007

Before:  Graham Lane, CA, Chairman
Leonard Evans, 1.L.D, Member
Alain Molgat, B.Comm, CMA, Member

MANITOBA PUBLIC INSURANCE: COMPULSORY 2008/09 DRIVER
AND YEHICLE INSURANCE PREMIUMS, PREMIUM REBATE, AND
OTHER MATTERS.
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November 26, 2007 -
Order No. 150/07
Page 15
Index were projected by MPI to be in the range of 2.25%, while annual volume and upgrade

increase factors would, in aggregate, approximate 4.75%.

An incre-ase in claims expenses of 3.7% over 2006/07 is projected for 2007/08, with a further
projectad increase for 2008/09 of 1.6%. Operating expenses attributable to the Basic program
were provjected to increase to $43.7 million in 2007/08 from $38.6 million in 2006/07, and
projectecd to further increase to $44.7 million in 2008/09.

MPI's se-fety initiatives continue with a focus on three main priorities:
a) occuppant restraint/seatbelt usage;
b) impaired driving prevention; and

c) unsaife speed.

MPI comamissioned studies with respect to claims incurred as a result of failure to use a seatbelt
and impaired driving, arriving at estimated annual costs attributable to driver and occupant
behaviocr of $23 million and $35 million, respectively; a similar study with respect to speed

remains to be undertaken.

The Jarpest projected road safety expenditure in 2007/08 relates to anti-theft strategies, with
Pasic'sallocated share for road safety projected at $22 million, of which $14.6 million being
related to the anti-auto theft strategies. At the hearing, CAC/MSOS gave considerable attention
1o seeking amendments to MPI's road safety initiatives and contended that without an _
understending of the cost drivers from a driver behavieur perspective, it would be difficult to set

objectives and cost-effective budgets.

At last y-ear’s proceeding, MPI reported on its undertaking to implement a DSR program to
replace the current bonus/malus system, forecasting the cost of this initiative at $7.4 million,
with anadditional $1.7 million to be set aside as a contingency provision. At this year’s
proceeding, MPI indicated the estimated cost had increased to $10.3 million (plus an additional
$2.5 million contingency) and its implementation would be delayed to 2009, following a special
Board hearing on the topic to be scheduled for 2008.
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understanding of PIPP cost drivers may enhance the Corporation’s long-term financial
prospects without damaging the overall interest of claimants; 9
e} MPI’s developing research into the causal factors of accidents, to develop awareness of
the annual costs of such matters as speeding, impaired driving, lack of driver and
passenger restraints, and single-vehicle collisions may assist in road safety program
design; and
f) completion of the Business Process Review and the integration of DVL functions within
MPI and basic operations - further analyses of operating cost drivers may provide
opportunities to, at minimum, slow the growth in operating costs and personnel; and
g) future further road design and road upgrade improvements, to reduce the incidents and

severity of collision projects as the twinning of the Trans Canada.

With the stability of the current overall premium level reasonably assured by such factors as the
annual vehicle upgrade and volume factors and evidence such as the Baron Report suggesting a
degree of stability in PIPP development, and with even an investment portfolio, perhaps too
committed to low-yielding bonds, able to generate annual net investment returns in excess of
general inflationary factors, the Board observes that changes planned or possible, as indicated

above, provide the potential for further reductions in premiums over the long term.

There are risks ahead as well, of course. Ahead of cost analyses, benchmarks and other
performance indicators being developed, negative cost trends could worsen further, risking
higher premiums, With the dearth of analyses now available to the Board, the Board’s optimism,

that thete is a reasonable prospects that overall future premiums will come down, is constrained.

What also could affect premium levels are further changes to coverage or benefits, MPI has
advised of no plans for future benefit or coverage changes of a material nature. It remains the
expectation of the Board that any proposals to increase benefits or coverage would be both
costed and discussed as a proposal, rather than as a fait accompli at a Board hearing. As well,

retroactivity with respect to any future material change to benefits affects intergenerational
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an awareness of cost experience in other jurisdictions, but also an informed view on the factors

driving the differing experiences.

Road Safety

As indicated previously, the prospects for future premium reductions would rise if the incidence
and severity of injuries were reduced. Road safety measures are thus the key to premium
reductions, and benchmarks need to be developed to allow MPI to effectively assess its road
safety actions and plans, particularly with new opportunities now available through the

assumption and integration of DVL functions.

The Board, once again, expresses concern with reduced traffic infraction enforcement in
Manitoba. MPI is urged to consult with the RCMP, the WPS and the Province to address what
appears to be diminished enforcement in the context of persistently high accident and injury

claims. The incidence and severity of injuries remain far too high.

In the absence of any indication that improvements will be forthcoming as to traffic enforcement,
the Board will consider calling the police, WPS and RCMP, as witnesses for the next MPI
proceeding — the matter is vitally important for the board to have to a fuller understanding of

issues related to this matter.

MPI reiterated its reports of past hearings that it works to improve road safety by leading or
supporting initiatives in partnership with other key agencies. MPI’s three main road safety

priorities remain:

) occupant restraint usage;
) impaired driving; and

. speeding.

MPT has developed an estimate of the annual claims costs associated with impaired driving (335
million) and occupant restraint (§23 million), but has yet to develop a similar estimate for

speeding. By developing such cost estimates, MPI should be able to establish benchmarks to
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compare against experience as it amends its programs, including the new oppottunities now to

arise through its assumption of DVL functions.

The Board is pleased with MPI’s ongoing reports that graduated licensing has reduced the
incidence and severity of claims of first-time drivers, and anticipates a report for next year’s

hearing outlining the experience to-date and prospects for the future.

MPI indicated at this year’s proceeding that its road safety initiatives relate to education, training
and loss prevention, and that road design and upgrading, including such matters as signage
intended to reduce accidents, are not its responsibility, but that of the Province and other
governments. MPI reminded the hearing that the anti-theft initiatives are loss prevention actions,

and within its mandate.

While the Board urges actions by all involved parties to reduce accidents, through measures
ranging from a new DSR, to anti-theft initiatives, to graduated licensing, to the twinning of busy
major highways, the Board shares MPI’s concern that the Corporation does not end up carrying
the costs for measures that should be funded by other parties. There may be a thin line that
divides some of the matters that could come under consideration, but it is a line that needs to be

carefully monitored.
Environmental Matters

The Board is aware that transportation emissions are a major contribution to overall greenhouse
gas (GHG) emissions and a recognized danger to the environment. The Sustainable Development
Act (SDA) requires all public bodies to pursue environmental objectives, both the Board and
MPI included. The Board understands that older vehicles emit multiples of the CO, emissions
associated with newer vehicles, and that weight and distance driven also are major factors with

respect to the volume of emissions.

The Board continues to note that the potential interplay between insutance and environmental
principles remains to be understood, and recommends that MPT conduct further research into

environmental concepts. As well, the Board recommends that MPI seek direction from
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Undertaking #26

MPI to provide the most recent evaluation of RoadWatch.
Response:

Attached is a copy of the Program Summary Report for 2009.

In 2009, the deployment results show that participatin'g'ﬁﬁavincial police agencies utilized
3,472.75 person hours, and screened 34,963 vehicles at 273 locations on 112 dates. In
doing so, they provided a total of 708 hours of check stop visibility during the program
period.

The Corporation also measures the perceptions and attitudes of Manitobans with respect to
impaired driving and the perceived risk of being apprehended if they drink and drive. Below
is a summary of these indicators, as surveyed near the completion of the RoadWatch annual

campaign.

% of drivers who drink and report | 40
that they had planned or decided not
to drive after drinking.

% of drivers who think it is 47% 44% 44% 45%
“somewhat likely” or “very likely” for
a drunk driver to be stopped by
police.

% of drivers who drink who think it is | 46% 42% 41% 44%
“somewhat likely” or “very likely” for
a drunk driver to be stopped by the
pollce.

% of drivers who believe that 86% 79% 77% 77%
roadside checks are “effective” or
“very effective”.

*Saurce: Prairie Research Associates, Manitoba Omnibus January 2010

PRA’s Omnibus is fielded by telephone with a random sample of 800 adult (18+) Manitobans selected
by random digit dialing. The theoretical margin of error for a sample this size is +/~3.5%, 19 times
out of 20. Subgroups will have a larger margin of error.

Manitoba
-1- Public Insurance
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highly visible and well publicized. The Manitoba Awareness and Enforcement
Integrated Calendar is updated each calendar year and the 2013 calendar is provided
in Attachment A.

Sponsecrship opportunities and grant funding are also leveraged to support the efforts
of like-minded road safety partners and to reach key target demographics with

relevant road safety messaging.

The Corporaticn assesses its programs and campaigns by means of post-
implementation evaluations to measure reach, aided and unaided message recall,
and as self-reported, the extent to which messaging is persuasive in altering
behaviour. Surveys are also used to track the attitudes and perceptions of
Manitobans about key road safety risks and consequences, Manitoba Public
Insurance-sponsored programs to address them, and the perceived risk of

apprehension when drivers engage in dangerous or illegal driving behaviours.

Page 20 Manitoba
Public Insurance
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FINANCIAL BREAKDOWN BY PROGRAM AREA

For the year of the application {2014/15), the Corporation’s overall budget for road
safety and loss prevention programs is projected at $11,587,000 million (basic
share). This equates to approximately 1.4% of basic Autopac premiums projected in
the same year. Within this overall funding envelope, costs are budgeted by program
category as follows:

2014715 Percentage of
Program Category Projected Total Budget

1 | Driver Education $4,346,000 37.5%

+ includes all internal and external expenses,
HSDE, Mature Drivers and other driver training
programs

2 | Auto Crime $2,963,000 25.6%

» includes WATSS, WPS, Crown Attorney
funding, fingerprinting services, grants,
immobilizer incentives

3 | Road Safety Advertising and Sponsorships $2,150,000 18.6%

» includes various methods to reach a wide and
varied audience, including 60-second driver,
Winnipeg Free Press tips and CJIOB radio,
professional sporting spensorships,
partnerships with MADD and TADD, and Safety
Services Manitoba - Operation Red Nose, etc,

4 | Road Safety Programming $1,543,000 13.3%

» includes expenses and program costs for
targeted risk groups, which include speed,
wildlife, impaired, distracted, motorcycle,
ATV/snowmobile, cycling and pedestrians and
occupant safety

5 | Road Watch $403,000 3.5%

¢ includes enforcement and enhancement

Surveys/Program Evaluation $182,000 1.6%
Total $11,587,000 100%
Page 21 Manitoba
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PROGRAM SUMMARIES

The following table provides a summary of the Corporation’s road safety programs by
category and the road safety issues they address.

1. Driver Education

Approximately 38% of the Corporation’s total annual road safety budget in 2014/15
{$4.34 million) is used to administer Manitoba’s High School Driver Education
Program (HSDE) and other driver training programs such as Resource Rangers,

Citizens Bridge and Mature Driver training programs.

Approximately 12,000 new teen drivers take advantage of the HSDE program
annually at a subsidized cost of $50.00 per student, which is approximately one-
eighth of the actual cost of about $400.00 per student. In addition to providing
training on rules of the road and how to operate a vehicle safely, the program also
alms to shape the attitudes, judgment and decision making of these young new
drivers by educating teens about the dangers and consequences of unsafe and illegal

driving behaviour.

The HSDE program consists of 34 hours of in-class and 16 hours of in-vehicle driver
training (8 hours driving and 8 hours observation), and 24 hours of supervised
practice driving with a parent or other qualified supervising driver to reinforce the

Page 22 Manitoba
Public Insurance
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Association. In addition to detailed safety information on the Corporation’s
website, point-of-sale printed materials were developed for distribution
through major bicycle sales and repair shops, Manitoba schools, major

employers, and community groups.

»  Motorcycle Safety Training Programs - The Corporation continues to partner
with SSM to provide subsidy funding for motorcyclists who complete the 21-
hour Canada Safety Council motorcycle safety training program. In 2012 S5M
expanded access to this program Into every community where the mandatory
8-hour training program is currently offered (Winnipeg, Thompson, Flin Flon,
Brandon, Dauphin, and Winkler), making the 21-hour program a legitimate

option for every new motorcycle rider over the less comprehensive program.

» Experienced Rider Program - With the Corporation’s support, SSM has
expanded its motorcycle safety training to include an advanced riding
program to respond to the needs of experienced riders who are seeking
training on advanced riding skills, or motorcyclists who have had no formal

training or who are returning to the sport after a break from riding.

e Deer-Vehicle Collision Hot Spot Mapping - The Corporation publishes deer-
vehicle collision maps that identify collision hot spot locations within Winnipeg
and throughout rural Manitoba. These maps have become useful in raising
awareness about locations where collisions with deer are most prevalent,
particularly given that deer-vehicle collisions account for almost 70% of all
reported wildlife ¢ollisions based on 2010/2011 data. In 2012 these maps
were updated to reflect data from 2007-2011, and are availab]e‘on the
Corporation’s website at the following links:

Winnipeg: http://www.mpi.mb.ca/en/PDFs/WPGwildlifeMAP. pdf
Rural Manitoba: htfp://www.mpi.mb.ca/en/PDFs/MBwildlifeMAP.pdf

e Manitoba School Safety Patrol Program - Manitoba Public Insurance is a proud
sponsar of the Manitoba School Safety Patrol program. In partnership with
the Winnipeg Police Service, RCMP, CAA Manitoba, McDonalds restaurants,
and the Winnipeg Free Press, the Corporation provides funding for program

Page 28 Manitoba
Public Insurance
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equipment (vests and flags) and works with other partners to organize

recognition events for school patrol volunteers and their teacher advisors

The Corporation conducts post-program evaluation on all road safety programs to
measure the program effactiveness, the extent to which the road safety programs
reached its target audience and whether the program is achieving the learning
objectives. It also attempts to capture the participant’s recall of the program
messages and learning outcomes, and whether or not it influenced a change in

safety behaviour.

Newfoundland and Labrador Wildlife Program

As to the specific question regarding the Newfoundland and Labrador Wildlife
Program, we have learned that in January 2011, a class-action suit was launched
against the provincial government claiming compensation for victims of moose
collisions. The suit alleges that the province’s failure to control the moose population
is to blame for the more than 700 moose-vehicle accidents reported annually. To-
date the Newfoundland government has spent $5 million In various wildlife initiatives
such as moose hunting, fencing, active detection warning alert signs and public
awareness campaigns. Results on these programs have been inconclusive. According
to the department of Policy, Planning and Evaluation of Newfoundland and Labrador,
nc other initiatives are in the works, and no other initiatives have or are being
evaluated. (News Release — NFLD Initiatives Aimed at Reducing Moose-Vehicle
Collisions http://www.releases.gov.nl.ca/releases/2011/tw/0706n03.htm

5. Road Watch

The Corporation continues to provide funding of approximately $600,000 annually to
participating Manitoba police agencies to conduct high visibility roadside enforcement
to deter impaired driving and other high-risk driving behaviours. The annual
program, which runs from May to November of each year, is intended to enhance
public awareness about the risks of impaired driving, and encourages motorists not
to drink and drive by raising the risk of apprehension through a highly visible police
presence on Manitoba roadways. In 2011, the Corporation increased its funding for
the Road Watch program by approximately $250,000. The program was also
expanded at that time at the request of the RCMP to include monitoring of winter and

Page 29 Manitoba
Public Insurance
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Executive Summary

This project was undertaken to gain a better understandmg of the financial impact that
seatbelt usage has for Manitoba Public Insurance Thls analysis looks at both the cost to MP
of not wearing seatbelts, as well as the savings to the Corporation from the current level of
seatbelt usage. Specifically, this project’s objectives are to:
i,  Bstimate the number of lives saved, arid injuries prevented from use of seatbelts;
ii. Determiine the direct costs incurred by Manitoba Public Insurance from the lack of
. ﬁse of seatbelts; and- | |

iti. Determine the occupant characteristics important in seatbelt use.

The ana1y51s relies heavily on the previous work of the National Highway Traffic Safety
Administration (NHTSA) and Transport Canada in the area of seatbelt effectiveness. The
data used to generate our estimated counts and dollars came from MPTI's claim system: (2000
to 2005 claims). The study also only looks at the occupants (dri#ers and passengers) of

passenger cars, péssenger vans, light pick;uP trucks, and SUVs.

In the analysis of benefits attributable to the wearing of seatbelts, we estimated the number of
occupants that were exposed to potentially fatal, non-minor and minor collisions. Seatbelt
effectiveness rates from Transport Canada and NHTSA, as well as actual seatbelt usage rates
from the claims information were used to determine the number of lives saved and injuries
prevented. Tn calculations detailed in Appendix T and II, we estimated that annually, 32
occupant lives were saved, and about 3,440 occupant injuries were prevented because of the

benefits of wearing seatbelts. From a cost perspective, this translates into an estimated

savings to MP] of between $93.8 and $100.7 million per annum from lives saved and

injuries prevented from the use of seatbelts.

We found from our claims daa that apout 10 percent of passenger vehicle and light truck
occupants (who are claimants), each year are not buckled, This translates to an average of 842.
unbelted occupants with claims per annum. Further the analysis found that the average

ultimate cost per claim for unbelted and belted occupant was $34,754 and $7,757 respectively.

September, 2006 ] i
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This represents a $26,997 difference in average ultimate cost per claim between the unbelted

and belted occupants. The estimated additional cost to MPI from the 842 accupants not

wearing their seatbelts is $23 million per annum.,

The profile of seatbelt users in our study Is similar to results found in other seatbelt studies.
We found that:

> Women ate more likely than men to wear seatbelts;

> Drivers are more likely than passengers to wear seatbelts;

» Occupants of passenger vehicles are more likely than occupants of light trucks to

weat seatbelts;
» Occupants aged 25-64 years are more likely than occupants aged 24 years or younger

to wear seatbelts; and

» Occupants in weekday crashes are more likely than occupants in weekend crashes to

wear seatbelts.

September, 2006 il
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Undertaking #25

Undertakings #25 and #29

MPI to provide budget as well as the actual expenditures for 2009/10, and provide the

approved line-by-line budget for RoadWatch for 2010/11.

MPI to indicate what Its current expenditures are, in terms of the existing impaired driving

for the impairad driving RoadWatch programming.

Response:

The following chart identifies the Basic share of budgeted and actual expenditures on the
RoadWatch program for the 2009/2010 year, by participating police agency:

Police Agency Budget Actual

Brandon $81,846 $86,102
Dakota $9,094 $6,074
Morden $5,456 $6,236
RCMP $122,769 $102,484
Rivers $5,456 4,475
Winkler $5,456 $3,138
Winnipeg $50,017 $54,339
East St Paul $6,366 Nil
Totals $286,460 $262,848

The budgeted funding for RoadWatch activities in 2010/11 (Basic share) by participating

police agency is as follows:

Police Agency Budget

Brandon $85,110
Dakota $8,959
Morden $5,375
RCMP $120,946
Rivers $5,375
Winkler $5,375
Winnipeg $60,521
Totals $292,061
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Section One: Introduction

Drinking and driving continues to be a significant road safety risk in Manitoba
and remains one of the Corporation’s three top road safety pricrities, along
with speed and non-use of occupant restraints.

» In the ten year period from 1998 to 2007, 376 people died on Manitoba
roadways due to the actions of an impaired driver!, and overall, impaired
driving contributes to one-third (34%) of all driving fatalities?.

» In 2007, more than four in ten (43.5%) fatally injured drivers had a
positive BAC reading; the vast majority of these drivers (92.6%)
recorded an illegal alcohol reading®.

» Under Road Safety Vision 2010, one sub target is to reduce by 40%, the
percentage of road users fatally or seriously injured in crashes involving
a drinking driver. In Manitoba, fatalities associated with a drinking driver
in 2006 were 11.6% higher than during the baseline period (1996-2001)
although serious injuries in 2006 were 19.5% lower than those recorded

during the same baseline period.

Canadian attitudes towards impaired driving
Public responses from the TIRF Road Safety Monitor 2009 survey show that:

> One in five (19%) of Canadians admitted to driving after consuming
some alcohol during the past 30 days.

» One in twenty (5.6%) of Canadians admitted to driving when they
thought they were over the legal limit in the past 12 months.

> One in five (19.8%) of Canadians ~ an estimated 6.7 million - know a
family member or close friend who has been the victim of a drinking and
driving collision that they did not cause.

> QOne in seven (16.5%) of Canadians - an estimated - 5.6 million —~ know
of a family member or close friend who was drinking and driving and
caused an impaired driving collision where they were at fault.

! Traffic Injury Research Foundation (TIRF) Report: The Alcohol-Crash Problem in  Canada
2007, Pbraft January 2010, Section 7.0 Manitoba, p. 109

2 Ibid., p. 109
3 Ibid., p.103
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> Eight in ten (79.2%) Canadians indicated they are very or extremely
concerned about drinking and driving.

Manitoban’s attitudes towards impaired driving

MPI’s January 2010 Omnibus surveys of drivers indicate that*;

» Nearly one in twenty (4%) of drivers who drink, report that they drove
when they thought they might be over the legal blood alcohol |evel at
least once in the past two months.

» Over half (55%) of drivers think it is unlikely that a police officer will
stop a drunk driver, including 18% who believe it is very unlikely.

* MPI January 2010 Omnibus Survey

Roadach 209
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Section Two: The RoadWatch Program

The primary objective of the Corporation’s RoadWatch program is to reduce
alcohol-related collisions in Manitoba through a combination of visible
deterrence and offender detection.

Studies have shown that only significant, visible enforcement will increase a
motorist’s perceived risk of apprehension. An evaluation of ICBC’s
CounterAttack program in 1997, which operates very similar to RoadWatch,
observed that “no reductions in alcohol-related crashes were observed for
months where the number of motorists encountering roadchecks fell below
20% of the resident population, irrespective of the number of DWI Criminal
Code charges laid (Mercer et all, 1996)”. In other words, for roadside checks
to be effective as a deterrent, 20% of motorists must encounter them.

During traditional Christmas check stop periods, it is typical for at least 20% of
motorists to report having encountered roadside enforcement. However,
outside of the December/January holiday period, visible enforcement typically
declines.

MPI's RoadWatch program specifically funds increased roadside enforcement
outside of the normal Christmas period (May to November), as a way to
increase driver’s perceived risk of apprehension during these periods.

Indeed, according to MPI Omnibus results, 22% of drivers surveyed in
September 2009 reported seeing roadside checks in the two months prior to
the survey period, which eclipsed the 20% mark, and was the same
percentage reported in the January 2010 survey results following the
traditional Christmas check stop period.

Public opinion also clearly supports the need for visible police check stop
enforcement. Manitoba Public Insurance’s January 2010 omnibus survey
indicates that eight in ten drivers (81%) say enforcement, such as roadside
checks, s effective in discouraging drinking and driving. Similarly, a Traffic
Injury Research Foundation 2009 survey of Canadians found that close to two
in three (63.6%) Canadians agreed that there should be more visible police
enforcement for drinking drivers.

The sections that follow highlight the results from the RoadWatch roadside
check stop program.

RoadWatch 2009 | | D - ge4
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Section Three: 2009 Program Details

Each year, the RoadWatch initiative provides 32 weeks of police enforcement
coverage from May 1% to November 30" The holiday season is not included in
the MPI funded RoadWatch enforcement program.

Recognizing only significant enforcement activity has an impact on increasing
the perceived risk of being apprehended, the RoadWatch program is intended
to supplement existing impaired driving countermeasures of law enforcement
agencies outside the traditional Christmas period by providing even greater
visibility.

In 2009, MPI also agreed to expand a portion of its funding to the Winnipeg
Police Service to conducts a number of “area saturation” operations which
generally required less officers and targeted locations where impaired drivers !
were most likely to be. These operations were conducted in the iate evening
and early morning on Check stop dates following the more traditional high-
visibility roadside operations which were conducted in the early evenings.

These area saturation exercises are identified in the remainder of this report as
the WPS pilot project.

Table 3.1 illustrates the 2009 deployment dates:

Table 3.1 Deployment Dates

RCMP 26 85 255.25 1,513.75 9,245
ey ik % i o i Z 'gx% o ‘L" T Y A2

Brandon 38 84 159.60 951.00 18,118

Winnipeg Police
— High Visibility
Operation

RoadWatch 2009 Page 5
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Total Highway Traffic Act Convictions

By Year and Police Jurisdiction: 2003 to 2012

Jurisdiction

Year — Total

Winnipeg | RCMP | Brandon | Other _
2003 32,780 | 23,782 | 2,959 | 11,273 | 70,794
2004 27,3421 17,434 | 2,879 10,777 | 58,432
2005 25,8357 14,388 2,027 | 9,565 5t,815
2006 27,692 | 20,155 | 2,529|10,635| 61,011
2007 20,992 | 23,878} 2,895 | 11,034 | 58,799
2008 25,200 | 24,442 | 2,266 9,470 61,378
2009 44,170 | 24,608 1,891 | 9,304 | 79,973
2010 44,790 | 24,803 | 2,424 10,599 | 82,616
2011 48,686 | 24,483 | 2,199(10,373 | 85,741
2012 55,909 | 25,120 | 2,351 | 9,450 | 92,830
% Change '11-'12 14.8% | 2.6% 6.9% | -8.9% | 8.3%
'07-'11 Average 36,768 | 24,443 | 2,335|10,156| 73,701

MPI) 1-93
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Manitoba Public Insurance
2014/15 General Rate Application

A Review of Road Safety Programs of
Manitoba Public Insurance and
International Good Practice

Mavis Johnson
Canadian Traffic Safety Institute
8553 Flowering Place
Burnaby, B.C., V5A 4B4

September 11, 2013



" 116.0

ALTA. 9.2

B.C. 8.0 461.5 .

Y.T. 11.6 636.6 7.9

N.WT. 6.8 2578 9.4 . .
NVT. 6.1 124.9 60.2 1,234.6 48.3

NOTE: Vehicle Kilometres data for 2010 were estimated using average annual growth
rates for the previous five years. Data for Ontario are preliminary.

13 Transport Canada Traffic Collision Statistics.2010

14 Statistics Canada, Annual Demographic Estimates: Canada, Provinces and Territories, 2011, Catalogue No.

91-215-X.

15 Statistics Canada, Canadian Vehicle Survey, Catalogue No. 53-223-XIE.

13
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Inter-Jurisdictional Comparison of Casualiy Rates (2001-2010)
(per billion motor vehicie-kilometers)

Fatalities

Jurisdiction

- {Newfoundland 9.3 10.0 11.0 9.7 9.8 8.5 9.4 8.0 6.9 5.8
Prince Edward Island 12.2 14.3 12.0 22.6 11.3 25.0 5.6 i4.9 5.4 6.9
Nova Scotia 8.2 8.5 6.7 5.4 7.1 8.4 9.3 8.6 7.2 6.9
New Brunswick 11.7 12.2 11.8 9.6 13.6 12.3 11.0 9.6 8.3 1i.5
9.6 10.6 .8 8.1 7.1
_ _6.6 ] 2 5.0 4.2
i > 42 5 m “. .n....< = 7 i
13.0 13.2 . 2 .
‘tAlberta . 10.0 10.1 9.9 18.6 10.0 9.6 8.6 7.1 6.6
.| Biitish. Columbia 11.7 12.4 12.4 . 13.8 12.9 11.6 9.9 10.5 10.1 :
oo JYuken 10.9 25.3 . 9.4 12.3 24.2 10.3 15.4 13.7 7.5
- INorthwest Territories - 7.5 3.4 9.6 5.4 5.3 13.¢6 11,8 15.9 9.4
o INunavgt 47.6 N/ 33.7 N/A _N/A N/A 132.5 65.1 60.2 v
R O Injuries
"+ “1Jurisdiction

- ‘INewfoundland .

. . 37. ‘ 426.2

“|Prince Edward Island 8986.0 789.8 753.3 75%8.5 565.7 803.6 406.5 596.2 493.7
‘{Nova Scotla 647.6 574.0 504.1 533.2 487.7 470.8 743.6 751.5 476.9
New Brunswick 686.5 592.3 572.5 572.9 508.5 452 3 482.2 480.7 425.9
[Quebec _ 707.5 | 749.% 754.3 _ 778.0 871.2 71i.1 632.1 592.2 594.2

Ontario _ 705.4 679.4 669.2 599.8

FO

Saskatchewan 547.5 | 652.7 618.0 647.1 612.8 604.4 509.0 541.0 526.0 499.5
Alberta _© 682.4 783.6 671.8 621.5 555.1 570.7 513.2 464.2 385.6 349.5
British_Columbia 838.3 776.6 |  902.5 842.4 873.3 789.5 725.5 613.1 562.6 | 579.3
Yukon ¢ 836.7 572.6 468.3 397.4 396.4 434.5 427.0 461.4 341.1 433.9
Northwest Territories _ 512.8 643.2 471.4 485.2 505.7 294.3 435.0 408.8 419.8 353.6
'Nupavut - N/A N/A N/A 2,222.2 N/A N/A b 4615 1,357.6 1,368.1 1,234.6

Source: Transport Canada, Canadian Motor Vehicle Traffic Collisions: 2010, Catalogue No. T45-3/2010E-PDF, 2012,

*Data for Ontario are preliminary for 2010.
*N/A: Data is not available.”

¥
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Driver Education and Improvement
Irripaired Driving Prevention Strategies
Speed Management Strategies

Occupant Safety Education Strategies
Auto-Crime Prevention Strategies
Motoreycle Saiety Education

Vulnerable Road User Education Strategies
Safety Programming Other

Safely Granis and Spensorships

Driver Education Process Review

Road Safety Production and Advertising
Program Evaluation

Cell Phone/Distracted Driver Advertising
Other

Departmental Expenses

Road Safety Initiatives (Driver Ed /Infrastruciure)

Total

Road Safety Expenses - Basic's Share

{$ In thousands)

2006/07 2007/08 2008/09 2009/10 201011 201112 201213 201314 2014415

Actual Actual Actual Actual Actual Actual Actual Forecast Projected
2,605 2,797 2,912 2,929 3,006 3,444 3,102 m.lwoulx 3,407
414 421 473 419 445 806 a7 724 ) 749
3r2 362 348 280 391 313 Q 28 230
203 296 282 293 424 269 357 308 317
15,626 16,874 17,840 15,522 7,772 5,023 4,190 4,048 2,963
53 86 77 104 96 106 108 98 101
113 111 128 112 163 240 135 213 220
329 431 382 404 436 395 363 375 386
207 212 1M 197 180 300 261 262 270

- 40 - - - - - - -
170 228 180 205 290 371 347 360 371
28 14 357 203 74 140 103 110 113
- - - 266 295 4 183 225 233

- - - 53 57 29 - - -
2,312 2,656 2,800 2,591 3,118 3,508 2,448 2117 2,167

- - - - - - 303 - -
22,432 24,528 25,770 23,578 16,758 15,038 13,107 12,426 11,587

N
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APPROVED BUDGETS AND ACTUALS
ROAD SAFETY AND LOSS PREVENTION PROGRAM COSTS
(% in thousands)

2008/09 2009/10 2010711 2011712 ‘ 2812/13
BASIC'S SHARE Forecast Foracast Forecast Forecast Forecast
Actual (2009 GRA)  Diff Actual (2010 GRA} Diff Actual {2011 GRA) Diff Actual (2012 GRA)  Diff Actual {2013 GRA) Diff
Driver Education and Improvement 2,912 3,182 (270)| 2,929 3,357 {428) 3,006 3,319 {(313)[ 3444 3,410 34 3,402 3696 (594}
Impaired Driving Prevention Strategies 473 575 (102) 419 . 588 {169} 445 589 {144) 806 602 204 877, 917 40)
Speed Management Strategies 348 374 {26} 280 333 {53) 351 358 33 313 303 10 402 {72}
Cccupant Safety Education Strategies 282 294 {12) 293 333 (40) 424 289 i35 269 362 {83) 35 372 {15}
Auto-Crime Prevention Strategias 17,640 18,885 (1,245)| 15,522 11,451 4,071 | 7,772 4,708 3,064 | 5,023 6,948 (1,925)] 4,190 4276 (86)
Motorcycle Safety Education 77 72 5 104 85 18 56 7t 25 105 73 33 108 74 34
Vuinerable Road User Education Strategies| 128 177 {49 112 157 (45) 163 215 {53) 240 221 18 135 260 (125)
Safety Programming Other 382 344 38 404 354 50 436 390 46 395 399 (4} 363 410 {47}
Safety Grants and Sponsorships i91 331 (140) 197 294 {57} 120 290 (100) 300 296 4 261 277 {16)
Road Safety Production and Advertising 180 213 (33) 205 218 (11) 290 279 11 371 286 a5 347 204 53
Program Evaluation 357 460 {103) 203 265 (62) 74 165 {o1}) i40 183 (43} 103 i91 (88)
Cell Phaone/Distracted Driver Advertising 266 - 266 295 i79 116 - 183 {183) 183 37 146
Driver Education On-Line Curricuium - - - - 179 (179} 4 - 4 - 92 {92}
Other 53 - 53 57 71 {14) 29 75 (46} - &0 (60)
Totai 22,970 24,907 {1,931 20,987 17,433 3,554 | 13,639 11,103 2,536 | 131,440 13,341 (1,901} 10,356 11,358 {1,002)
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b) In 2013/14, the Corporation will offer the following road safety and driver education

programs and initiatives:

- The High School Driver Education Program;
- Driver Ed Challenge;
- Citizens Bridge Adult Driver Education Program;

- Support for motorcycle, scooter, snowmobile, and ATV training programs and
workshops for mature drivers offerad through Safety Services Manitoba;

- Road Watch;
- Support for Teens Against Drunk Drivers. (TADD) and Safe Grad-related
initiatives,; ‘
- ‘Mock Car Collision;
- 'Support for the PARTY Program (Manitoba Brain Injury Assomatton},
- Support for Manitoba Addictions Awareness Week;
- MADD Canada multi-media presentations in Manitoba schools; .
- Friends for Life Speaker Series and Northern Speaker S‘Iél{i’g.i's;. e L
- Support for Report Impaired Drivers 911 program; o ' cjw?
- OQperation Red Nose; ‘
- Rethink Road Safety Youth Video Challenge;

- Community-based Speed Watch program, School Zone Speed Watch program,
and the Speed Watch residential loaning program;

- Wildlife-related awareness initiatives;

- Manitoba Child Car Seat program;

- (Cltizens on Patrol program (COPPR);

- Manitoba School Patrols program;

- Cycling Safety Initiatives targeting children, teens, and adult
commuter/recreational cyclists;

~  Mini-Car Town, bicycle rodeos, and support for other community-based road
safety awareness events;

- Collaboration with the Alzheimer’s Saciety and the Transportation Options
Network on presentations to raise awareriess of how the aging process can affect
driving ability and options for post-licensure transportation alternatives; éﬁj“

CAC (MPI) 1-55

Page 2 -ﬁ"ﬂ, M«mﬂ
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(( ; - Various public and community presentations including use of air bag deployment
\ - dernonstrations, the rollover simulator, and simulated impaired driving activities

using peclal cars and fatal vision goggles;
- 60-Second Driver;

- Mass media advertising focused primarily on drinking and driving, speed,
seatbelts, distracted driving, motorcycle safety, and wildlife collisions;

- Integrated Awareness and Enforcement Calendar;

~  Various corporate sponsorships which provide opportunities for the Corporation to
educate a variety of target audiences on key road safety risks.

All current initiatives are expected to be continued in 2014/15.

¢} No studies or analyses have been undertaken or commissioned by the Corporation
having to do with the impacts of red light cameras or photo radar.

i

CAC (MPI) 1-55 Manftodn
oy
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August 2, 2013 Information Requests ~ Round 1
PUB (MPI) 1-102 Reference: Supporting Materials SM.5.4
Page 29

With respect to road safety programming, please summarize the findings of the most recent
“post-program evaluation on all road safety programs to measure program effectiveness”.

RESPONSE:

The Corporation has not conducted an overall evaluation of its road safety programs.
Rather, It has conducted internal evaluations of specific programs and initiatives and those
evaluations are tailored to the nature of the initiative. Generally, when new road safety
programs and initiatives are developed, the Corporation establishes objectives and then
evaluates the program to determine the extent to which those objectives have been
achieved. A decision is then made whether to continue with the initiative. Program
evaluation reports have been filed over the years in past GRA’s. Examples include
avaluation of the Road Watch program filed as an Undertaking for the 2011 GRA, and
evaluation of the Wildlife Collision Reduction Pilot study filed in PUB (MPI) 1.67 of the 2013
GRA. The final report of the Formative Evaluation of the High School Driver Education
program is also provided in PUB (MPI) 1-95 of this year's GRA.

New programs/initiatives that have been impiemented and evaluated include the Friends-
far-Life Speaker Series and the Report Impalred Drivers 911 (Brandon} program. Existing
programs such as the Manitoba Child Car Seat program and the Speed Watch program are
also reviewed on an as-needed basis. Copies of these evaluation reports have been provided

electronicatly only.

PUB (MPI) 1-102 P
Page 1 N Public tacurance



PN

August 2, 2013 Information Requests - Round 1

CAC (MPI) 1-51 Reference: SM.5.4 Road Safety

Preamble: “The Corporation assesses its programs and campaigns by means of post-
implementation evaluations to measure reach, aided and unaided message recall, and as
self-reported, the extent to which messaging is persuasive in altering behaviour”,

Please elaborate If MPI is in a position to measure actual claims incurred reductions as a

result of its Road Safety programming. If yes, please provide a supporting analysis.

RESPONSE:

As mentioned In hearings over the years, the Corporation is not in a position to measure
actual claims incurred reductions as a direct result of its road safety awareness campaigns.

.. .CAC (MPT) 1-51

Page 1
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Evaluation Rationale

1.1 Issue

Approximately 10,000 wildlife-related collisions are reported to Manitoba Public
Insurance (MPI) annually at a total cost of approximately $30 million.
Approximately 66% of these claims invoive collisions with deer.

Detailed analysis of wildlife collisions from 2006 to 2009 reveals some
commonality in terms of when deer-vehicle interactions are most prevalent. On a
monthly basis, nearly 50% of collisions with deer occur from September to
December with 28% of all collisions occurring in the months of October (13%) _
and November (15%). Based on time of day, 16% of collisions occur during the |
early morning (dawn) and 51% of collisions occur from sunset (dusk) to late
evening. It is during these time periods that wildlife is most active and light levels
are low.

Geographically however, deer-vehicle collision mapping undertaken by the
Corporation in recent years (see appendices), demonstrates that collisions are
widely dispersed throughout Manitoba. Even the most prevalent “hot spots” for
deer-vehicle collisions account individually for a very small percentage of overall
claims costs. These include areas around Birds Hill Park which account for 2.2%
of total deer-vehicle collision claims costs, areas in and around Brandon (2.9%),
the Central region including Carman, Morden and Winkler (3.3%), and in the City
of Winnipeg where deer collision costs account for 8.2% of total province-wide

e —————

yn/a\mraget — :
iven the extent to which wildlife collisions are so widely dispersed throughout

the provincefit is challenging to design and execute effective intervention
strategies that can produce sound return on investment in terms of reduced

wildlife collisions and associated claim ts,-beyond genearal public awaren
ifitiatives to educate Manitobans on regions most vulnerable to wildlife-vehicle
interaction and driver-targeted strategies to reduce collision risk such as reducing

speeds during peak months of the year and times of the day, and being attentive
to wildlife activity at roadside.

1.2 Development of the Pilot .

In 2010, Manitoba Public Insurance undertook a jurisdictional review of best
practices relating to wildlife collision mitigation strategies. These findings were
reported to the Public Utilities Board as part of the 2011 General Rate
Application. At that time, the Corporation committed to exploring cost-effective
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M18
strategies to reduce wildlife collisions which would be most effective in the
Manitcba environment.

Following an in-depth analysis of deer-vehicle collisions (DVCs) in Manitoba,
potential applications for a pilot were considered, which would best balance
anticipated effectiveness, risks, ability to monitor and assess outcomes, short
and long term costs, and availability of internal and partner resources.

In the City of Winnipeg there were 410 deer-vehicle collisions on average from
2006-2009. This equates to 6.2% of all deer collisions over the same period,
although with considerable variability from year to yeart with actual collisions
ranging from a low of 380 in 2008 to a high of 464 in 2009 (22% spread). Within
the city limits the most notable collision areas are Charleswood, Tuxedo, St.
James (Murray Park}, northeast Winnipeg, and parts of St. Vital. The appendix
titted “Deer Vehicle Collision Data for Top 6 Winnipeg and 2 Near Urban Hot
Spots” provides an overview of the deer-vehicle collision hot spots in the City of
Winnipeg based on 2006-2009 claims data.

[n consultation with stakeholders, the Corporation prepared to conduct a small-
scale wildlife collision reduction study during the fall of 2011 in partnership with
the City of Winnipeg and the Winnipeg Police Service. The study was conducted
on two corridors in south Winnipeg (Roblin Boulevard and Wilkes
Avenue).Together, these study sites account for approximately 25% of all deer-
vehicle collisions in the City of Winnipeg making them locations that would
theoretically produce the greatest potential impact in terms of reduced deer-
vehicle collisions and associated claims costs.

1.3 Objectives of the Pilot
The objectives of the Wildlife Collision Reduction Pilot were as follows:

v Create awareness of risk of collision with deer in the targeted study areas;

v" Educate drivers on how they can reduce their risk (primarily by being alert
and slowing down);

v Reduce free mean speeds along the pilot corridors, and;

v Reduce the frequency and/or severity of deer-vehicle collisions along the two
study corridors.
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About the Pilot

2.1 Locations Selected

The two study sites selected for the 2011 initiative in southwest Winnipeg were
Roblin Blvd. and Witkes Ave. from Shaftesbury Boulevard to the Perimeter
Highway. (See map)

As indicated, together these two corridors have accounted for the highest volume
of deer-vehicle collisions in the City of Winnipeg along two continuous stretches
of roadway. With a combined average of 92 collisions per year they account for
almost 25% of all deer-vehicle collisions in the City of Winnipeg, resulting in
annuat claims costs in excess of $265,000 on average.

Other factors which made these sites useful for the study are as foliows:

e Both corridors have substantial traffic volumes as a resulit of residential
developments in the area;

e The close proximity of these two sites provided efficiency and value from a
local communications perspective;

s There are substantial enough differences between the two corridors to
make comparative evaluation useful (i.e. posted speed limits are different
and one corridor is a two-lane roadway while the other is a four-lane);

o The close proximity of the two sites would facilitate planning and
monitoring.

PUB {MPI) 1-67(a) Attachment
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2.2 Intervention Strategies

The Wildlife Collision Reduction Study involved three separate, yet
complementary strategies which were intended to create awareness and
cooperation of area residents in slowing down while traveling through the
designated areas. Each of the strategies was identified through the Corporation’s
research as cost-effective approaches that have produced meaningful outcomes
when applied in other jurisdictions.

1. Conspicuous Seasonal Road Signage:

A series of Variable Message System (VMS) portable electronic roadside
message hoards were strategically positioned in both directions (six on each
roadway), each rotating two flashing messages warning of the risk of deer-
vehicle collisions and reminding drivers to slow down and stay alert. A total of
twelve VMS boards were deployed for the duration of the study period with
specific locations identified in Figure 1.

A review of prevention strategies in other Canadian and U.S. jurisdictions
identified the use of seasonal roadside signs as an effective, yet cost-reasonable
strategy to heighten awareness of wildlife activity and encourage safe driving
behavior.

The Corporation worked collaboratively with the City of Winnipeg and its
representative from Guardian Traffic Services to identify the most appropriate
and effective locations for each VMS board. Guardian Traffic Services was also
contracted to provide, install and secure 10 of the 12 boards, and to maintain and
upkeep them throughout the study period, including frequent checks on the
positioning of all boards and proper function of the messages. Two additional

.VYMS boards were provided by the City of Winnipeg and also maintained by

Guardian Traffic Services during the study period.

Although typically advantageous to rotate VMS boards to different areas to
reduce location wear-out and provide exposure to other areas, this project
maintained the positions for two primary reasons: (1) to measure driver response
over time; and (2) the number of possible positions for the VIMS boards was
limited due to their size and need to strategically address key entry points from
other roadways. '
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Figure 1 — VMS Sign Placement (X) Against 2009 Average Weekday Daily Traffic
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NOTE: Circled areas show the two speed test Jocations (before and after a sign).
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2. Targeted Communication:

In addition to the provincial communication campaign undertaken by Manitoba
Public Insurance each year, a local campaign targeting Charleswood, Tuxedo
and Headingley residents was conducted during the study period. Supportive
communication components included the following:

v" A mail-out brochure was dropped through Canada Post during the first week
of the study period to residences and businesses within the targeted areas
(R3R, R3S, R3P, R4H, and R4J). The brochure specifically identified these
areas as being high volume deer-vehicle collision locations and urged drivers
to be cautious when driving on the study corridors.

v" The same brochure was distributed by law enforcement during traffic stops
along the two roadways during the study period. This served to extend the
message to non-residents who utilize these roadways and reinforce the
messaging to area residents who had received the mailing directly. (See
Appendices for layout and content of the brochure.)

v" A print ad with similar messaging was placed in the community newspapers
servicing the areas of Charleswood, Tuxedo, and Headingley; once in early
October 2011 and once again as a reminder in early November 2011. (See
Appendices for a copy of print ad.)

v' The Corporation issued one news release and hosted a media event to
coincide with launch of the pilot to enhance awareness of the initiative among
local residents as well as Winnipeg residents in general. (See Appendices for
copy of the news release and two articles summarizing the on-site news
event on Roblin Blvd just east of Charleswood Rd).

3. Selective Speed Enforcement:

Winnipeg Police Service (WPS) participated in the wildlife collision reduction
study by providing enhanced speed enforcement along the two study corridors
on weekdays from October & through to November 30, 2011. WPS targeted
hours of the day when the risk of deer-vehicle collisions is known to be highest
and traffic volumes are also high:

v Dawn (from 7:30am to 9:00am)’
v" Dusk through to early evening (5:00pm to 8:00pm)

t Although dawn occurs eatlier than 7:30am in October, these hours of enforcement were deemed
acceptable given the unlikely availability of traffic officers earlier than 7:30am, a much greater
overtime rate before 7:30am, and a much greater volume of traffic after 7:30am.

PUB (MP!} 1-67(a) Attachment
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WPS conducted heavier speed enforcement during the first three weeks of the
pilot, followed by lower levels of enforcement (“maintenance”} during the
remaining five weeks. In “maintenance” weeks a pair of officers divided their time
(morning or evening shift) by corridor, and rotated that order each weekday.
During the heavy enforcement period there was visible enforcement along each
corridor at targeted times on every week day.

Offence notices were issued to motorists who significantly exceeded the speed
limit. As time permitted (particularly once vehicles began to slow down as a result
of the visible police enforcement), police gave verbal warnings to drivers slightly
exceeding the speed limit. When other offences were noted, police officers
issued notices for those offences as well.

As indicated, during all traffic stops police distributed the informational material
which provided a positive reason for the stop while extending the awareness and
education initiative to those living outside the study areas where the targeted mail
drops were conducted.

The Corporation agreed to fund the enhanced enforcement effort during dusk
periods, while the WPS contributed the resources to conduct the enhanced
enforcement during the early morning periods.

Additional tasks carried out by WPS included the positioning of speed
measurement devices at two test locations to measure free speeds of motorists,
and reporting of speed data before and during the campaign for subsequent
analysis.

2.3 Interventions Considered but not Pursued

As an alternative to electronic variable message boards, the Corporation’
considered the feasibility of working with the City of Winnipeg to erect highly
visible LED lighted wildlife warning signs. These were considered appealing
because of their conspicuousness, refatively low cost, and documented
effectiveness in another Canadian market (B.C.). This approach was tentatively
supported by the City of Winnipeg but ultimately declined by Manitoba
Infrastructure and Transportation because of concerns with the use of these
signs when not specifically approved for use in the Manual of Uniform Traffic
Control Devices for Canada.

The Corporation also explored the feasibility of seeking a reduction in the posted
speed limits along the two study corridors during the study period, which when

combined with selective police enforcement, could have had a meaningful impact
in reducing free mean speeds in the study sites. This strategy was not supported
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by the City of Winnipeg, although the Winnipeg Police Service did provide
enhanced enforcement of the current posted speed limits along these roadways
which was still expected to have a meaningful effect in modifying driver speeds.

2.4 Information and Data Collection

Enforcement data was collected by police officers for both pilot corridors,
including offence notices issued for speeding over the limit (more than 10 km/h
over the speed limit), number of verbal warnings given {when driving 5 to 10
km/h over the posted speed limit) and number of brochures handed out. The
number of offence notices issued for other HTA offences was also tracked and
supplied.

Vehicle speeds were tracked at two locations on Roblin Bivd, using four discreet
radar monitoring devices. Three of these devices were supplied by the Winnipeg
Police Service and one was acquired specifically for the pilot study. Initial plans
included the tracking of vehicle speeds on Wilkes however appropriate locations
proved to be unworkable for collection of such data.

Local resident awareness and impressions of the pilot were collected via a
telephone survey towards the end of the campaign from November 21-December
13, 2011. The strategy for this part of the evaluation was to compare levels of
awareness and impressions among the core target market to those in Winnipeg
overall. The research vendor (Prairie Research Associates) provided a random
sample of 478 adult Winnipeggers, plus an over-sample of core neighborhoods
around the pilot corridors, resulting in 400 adult residents of Charleswood and
Tuxedo, all selected by random digit dialing. The margin of error on the
Winnipeg sample is +/- 4.6% and for Tuxedo/ Charleswood sample it is 5.0%
(each sample 19 times out of 20).

Claims Collision data were extracted for the two pilot corridors, comparing
October and November 2011 (pilot year) to previous years to determine if the
strategies identified as “best practice” when executed in complementary fashion,
had any measurable impact in terms of reductions in deer-vehicle collisions and
associated claims costs.

It should be noted that exact collision location is based on self-reported
information and recollection from claimants and is therefore subject to some
error. Every effort was made to aggregate corridor collision data in the same way
throughout the years however improvements in claims reporting protocols may
also result in slight changes from year to year.

seaiga
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‘ Project Schedule
( The pilot initiative ran from October 5, 2011 to November 30, 2011. These are
the peak months of the year for deer-vehicle collisions. Pre-pilot vehicle speeds
were also measured for two weeks prior to the pilot [aunch.

Table 3.1 — Project Schedule

Project Activity Weekof

Sept Oct3 | Oct | Oct | Oct Nov [ Nov | Nov | Nov 28 Dec | Feb
19,26 2431 |7 14

measurements | pilot) | -
Brochure mail- '
out to pilot
residents
Community
newspaper
ads
Enforcement —
‘Heavy”
Enforcement —
“Maintenance” _ 26
Variable Qet |
message signs R

Media event Qct7-

and news SR

release

Local resident
survey

Collision data
retrieval for
Qct and Nov
Report

AT
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Project Budget

The initial estimated cost of the study was $108,000, including evaluation
components to determine relative success and potential application to other “hot
spots” throughout Winnipeg and rural Manitoba.

The pilot was implemented within budget and actual costs were $88,131.27. V
Variances to budget resulted from the following factors:

v Some incurred costs were slightly less than budgeted;

v" Only one speed measuring unit (JAMAR) was required for purchase since
Winnipeg Police Service had three to loan for the study period.

v" The actual cost to MPI for police enforcement (258 actual hours) was less
than budgeted (330 planned hours).

Table 4.1 - Final Project Expenses

Signage:
Rental of 10 large variable message signs (Model 1210, character size $44,097.00
12"x18") , installation and maintenance, incl. 7% PST

Overtime Evening Enforcement: (258 actual hours)
(Not including resource costs absorbed by WPS on weekday mornings) $17,626.39

Local Community (Weeklies) Newspaper Ad Placement:

Two dates for each of: Metro, Headliner, and Sou'Wester $4,487.21
Full color / 6.375"(w) x 9.5°(h) / 6.437"(w) x 9.5” (h)
Brochure Printing: (23,000 copies), including 7% PST $1,916.38
Brochure Mailout: (Canada Post unaddressed mail fees) $2,080.89
Evaluation:
Purchase of one speed measuring radar units; (JAMAR) $3,614.00
Resident survey: (pilot FSAs in Winnipeg) $14,200.00
TOTAL: $88,131.27
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Results

5.1 Process Review
Process review is important, since any deviation from an intended process could
hinder the effectiveness of the pilot.

v VMS Sign Size and Placement:
Results from the local resident telephone survey confirm that signs were
noticed by 98% of those who drove daily on the routes. There were two
complaints regarding placement (obstructing a turn, and light from sign
shining into home), both of which were resolved by slight adjustment. One
additional concern came from a police officer.

v" VMS Functioning and Incidents:
For the amount of time the units were used, the units functioned very well,
After 1.5 weeks, two of the VMS boards were broken into and the
messages changed to mischievous and offensive wording. The incident
received news coverage for a few days. The media reported the incident
with a humorous tone, and public response was surprisingly positive with
many endorsing the initiative and the need for drivers to slow down. The
incident resulted in improved anti-break-in features (industrial locks, off-
site storage of remote control units, and new passwords). Since 100%
message break-in proofing could not be guaranteed, quality control
checks were increased from every other day to daily.

v" Brochure distribution:
The local resident telephone survey confirms that the brochure was
recalled by at least 18% of targeted residents in Winnipeg. That said,
police officers reported that drivers who were handed a brochure almost
always expressed some familiarity with the brochure, saying they had
received one in the mail, suggesting very good exposure. An additional
915 brochures were distributed by police during roadside stops,
representing 89% of all drivers stopped during the study period.

v Media Relations:
The pilot launch and news release resulted in expected amount of media
activity. At the MPI-Winnipeg Police Service joint news conference on
October 7, attending media included: CBC-TV, CBC-Radio, CTV, Winnipeg
Sun, Winnipeg Free Press and CJOB. (See Appendix for a copy of the news
release, and examples of related news coverage.)

v" Enhanced Enforcement:
Total traffic patrol time (258 hours) was less than planned (330 hours).
With the exception of statutory holidays, virtually all scheduled morning
shifts were staffed by four officers as planned as these shifts were easy to
fill on a voluntary basis.

13
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For various reasons, police reported more difficulty in staffing evening
shifts which resulted in fewer officers being deployed during these evening
periods, although this had no impact to the level of police visibility. It
should also be noted that during the second week of the pilot, officers
assigned to conduct speed enforcement on Wilkes elected to redirect their
efforts to Roblin where traffic volumes were higher and enforcement
activities more active. This resuited in an over-abundance of enforcement
outputs on Roblin during week 2 of the pilot at the expense of enforcement
on Wilkes.

v Vehicle Speed Measurement:

The original plan included speed measurements along both corridors;
however, in the end, measurements were not possible on Wilkes due to
incompatible curbside conditions. Although this reduced the
understanding of speed outcomes on the Wilkes section, enforcement
activity outcomes have provided a reasonable proxy for the speeding
behaviour trend along Wilkes.

3.2 Local Resident Survey

v" This pilot campaign resulted in a proven, greater issue recognition in the core
pilot neighborhoods -- at least 50% higher than achieved in Winnipeg overall.
A total of 91% of residents in Charleswood and Tuxedo (compared to 60% of
Winnipeggers overall) recalled some information recently about driving safely
when there are wildlife in the area; and with prompting, recalled the print ad,
the brochure, or new road signage.

v" The unprompted source of recall (in the pilot area) for any recent information
heard or seen was overwhelmingly (7 in 10) for “roadside signage”-- the lead
tactic of the pilot campaign, with 83% prompted recall - indicating a lasting
impression. The brochure and the community newspaper ads played
supportive roles, as expected, recalled by few initially, but by more once
described (26% and 18% respectively).

(Of course, recognition can be much higher when presented with the
actual marketing piece. In fact, police officers reported that whenever they
handed drivers a brochure, there was immediate recognition and
acknowledgement that they had received this in the mail.)

14
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Table 5.1 — Measures of Campaign Recall _

T Core Pilot -

i N=.Rﬂespor'1'd.ents

Unaided recall: Any info about driving safely when a) 43% 77%
there may be wildlife, such as deer, in the area

Aided recall: Newspaper ad about driving safely in b) 14% 26%
areas where deer are known to be around

Aided recall: Brochure in the mail, featuring the yellow |9 6% 18%
deer crossing warning sigh and information about how

to reduce your risk of a wildlife collision

Aided recall: New sign by the side of the road or on the | d 34% 83%
boulevard featuring short electronic messages related fo (98% for daly
driving safely when there are deer in the area, for corridor drivers)
example saying "be alert for deer”

NET RECALL: ab ore 48% 83%
Wildlife safety info, print ad, or brochure

NET RECALL: ab.cord 60% 91%

Wildlife safety info, print ad, brochure, or signage

v Asked what road safety tips they recalled from the campaign, the tips “slow
down” and “be alert” (the key messages of the pilot campaign) were recalled
more often than other tips (69% and 36%, respectively), and recalled more
often by pilot residents compared to Winnipeggers at large.

v By campaign tracking standards, the pilot campaign was reasonably

persuasive. Agreement that the communication elements recalled convinced
drivers to slow down and to be alert (41% and 46% strong agreement,
respectively, in the pilot area) was only slightly lower than the norm for MPI

TV campaigns (49%) which have the added advantage of employing

emotion.

v Although the persuasiveness of the communication elements recalled was no
higher than the persuasiveness of the “base” annual campaign in Winnipeg
overall, importantly, a much higher proportion of adults and drivers (two-
thirds more) in the target areas were reached, allowing these key messages
to be seen or heard. This is the intent of target marketing. Even more
important, in the pilot area, the key messages were seen at the very place
where residents need to be alert and to slow down — on the road, on the

highest risk corridors in Winnipeg.

15
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Table 5 2 Message Recall and Persuasweness of Campaign _

" Core Pslot Areas Ry

B Wnnlpeg Qverall -

N:Respondents L A T e R (478) : 5

Unaided safety tip recall: slow down 61%
Unaided safety tip recall: be alert 25%
Campaign convinces you to slow down 40% 41%

strong agreement strong agreement
Campaign convinces you to be alert 44% 46%

strong agreement strong agreement
Aided recall: Police presence has
increased on Wilkes Avenue or on Roblin 8% 35%
Boulevard as compared to before October {(55% for daily corridor drivers)

v A majority of residents in the area said the information they recalled
convinced them to slow down.

v' Enforcement was clearly observed to have increased, with 1 in 2 (55%) daily
users of the pilot corridors saying it had increased since October 2011. Such
awareness is known to provide a strong deterrence for speeding.

v Related to this last point, it was encouraging for traffic patrol officers that
drivers who were giving a warning almost always expressed gratitude to the
officer for patrolling traffic in their area.

5.3 Enforcement Data

Winnipeg Police Service (WPS) provided speed enforcement on most weekdays

from October 5 to November 30. WPS did not provide enforcement on V
Thanksgiving (Oct.10) or Remembrance Day (Nov 11). Pre-agreed hours of
enforcement were 7:30am to 9:00a.m and 5:00pm to 8:00pm.

As noted, speed enforcement began with a “heavy” Phase 1, where one patrol
team was present throughout the scheduled time on each of the two corridors.
Patrol presence lightened after October 21 with Phase 2 "maintenance
enforcement’, when only one patrol car/team divided its time between the two
corridors.

Importantly, all figures below show that once Phase 2 set in, speeders (both
enforceable and “light speeders”) were increasingly difficult to find, despite
consistent levels of enhanced enforcement throughout Phase 2. WPS concluded
that drivers were in fact slowing down as a result of the integrated campaign.
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Figure 5.1 - Total Speed Enforcement Outputs
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The following two figures compare enforcement activity by corridor.

Figure 5.2 - Speed Enforcement Outputs - Roblin Blvd

Posted Speed Limit: 60 km/h (Shaftesbury to Wexford, Meray to Dale Bivd) o TiCkets:
and 50 km/h (Wexford to Haney) (for speed)
Average Weekday Traffic Count at Midpoint: 29,600
147 Average Annual Deer-Vehicle (i:ashes: 39 o s we Verbal
] whm...._izg E?i‘armng:d)
. for spee
. é'd’ T - 38 P
i 50,47 "
4 Jd’ 30 LY
14 21 21
e
A ’,\/bt ,’1:"’ ﬂ/(b
o & S 2
&
< - Phase 1. Heavy --—> <-——m— Phase 2: Maintenance Enforcement = - >
Figure 5.3 - Speed Enforcement Outputs - Wilkes Ave
Posted Speed Limit: 80 km/h (Shaftesbury to Haney) and 90km/h (Haney to Perimeter)
Average Weekday Traffic Count at Midpoint: 7,900 .
) s TiCKk @151
Average Annual Deer-Vehicle Crashes: 53
{(for speed)
] A
73 =« \farbal
Warning:
(for speed)

Key differences in outputs between the two corridors (Figures 5.2 and 5,3):

v There was a greater volume of vehicles stopped for speeding on Roblin than
on Wilkes (e.g. 1.8 times more during week of Oct.17) -- not surprising given
its higher average weekday traffic (3.7x higher),
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v" The number of enforceable speeders caught (>10 km/h over) was initially

similar at Week 2 for Roblin and Wilkes (30 and 29 respectively), but
declined much more quickly and thoroughly on Wilkes.

On Roblin, the rate of finding and issuing offence notices to enforceable
speeders took some time to decline whereas the rate of warnings to “light”
speeders declined quickly.

The decline in speed enforcement outputs for speeding leveled off on Roblin
during Week 6 (Nov.7-10), whereas the decline in “light” speeders on Wilkes
continued right into Week 8 (Nov 21-25).

Traffic patrol time was on the whole, productive:

v' Atotal of 1,025 drivers were stopped for speeding (Table 5.3).
v" Patrol time was seemingly more productive on Roblin Blvd than on Wilkes

Ave, due to a higher volume of traffic (3.7 times higher on Roblin). However,
speeds are a great deal higher on Wilkes, which more critically impacts on
the driver's ability to stop for deer, and so reductions in speed are
theoretically more valuable on Wilkes, in reducing collisions.

The pilot also allowed WPS to issue a total of 104 notices for non-speead
related offences. Examples of non-speed related offence notices issued are
provided in Table 5.4.

Table 5. 3 Total Enforcement Actnvuty over the Pllot Period

1Type of HTA lnfrectien R ; S et Counts:
Total vehicles stopped: (speed and other) 1,117
Total vehicles stopped for speeding 1,025
Total drivers given a verbal waming for speeding (5 fo 10 km/h over) 839
Total drivers issued a speeding ticket (over 10 km/h over speed limit) 186
Total brochures issued (“Slow down, deer!”) 915
Total Non-Speeding offence tickets issued 104
Table 5 4 Non-Speed Related Tlckets Issued Oct 31 - Nov 30

5 g e Notices

HTA Infrect!ons Recorded between October 31 and November 30 b ssued |
173(1) Invalid Driver's license 1
4.2 (1){a)(ii) Fail to display front plate B
215.1(2) Use Ceilular phone 2
204(1) Fail to have required equipment 14
186(3) Driver fail to wear seatbelt 1
226{1) Drive wio MV liability insurance 1
173(2) Fail to comply with license restrictions 2
85 Disobey Traffic Control Device 1
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5.4 Vehicle Speeds

At the two locations where vehicle speed was captured using a discreet radar
technology, a greater proportion of speeders was identified at Roblin at
Shaftesbury Blvd, westbound (see below, Figure 5.4). The pre-pilot average
speed at this location (weekdays, all hours) was 66 km/h in a 60 km/h zone, with
21% travelling more than 10 km over the posted limit, and another 31% travelling
between 5 and 10 km/h over the posted limit.

At Roblin and Community Row eastbound (see Figure 5.5), the pre-pilot average
speed (weekdays, all hours) was below the speed limit, at 58 km/h, with only 7%
travelling over 10 kim/h, and another 15% travelling 5-10 km/h over.

Not surprisingly, it was only at Roblin and Shaftesbury that the proportion of
speeders immediately and meaningfully declined once active enforcement
activities commenced:

v At Roblin and Shaftesbury, the reduction in speed was fairly steep during the

first two weeks of the pilot (in the =10 km/h over category, from 21% to 10%).

Speeds were then more-or-less maintained into Phase 2.

v" At Roblin and Community Row, where speeding was much lower during the
pre-study period, speeding did not reduce until well into the campaign (week
7) with average speed being reduced by only 1 km/h at that point. This
suggested very few lowered their speed below the speed limit. Having taken
that long for speeds to change, it is also questionable whether any element
of the program would have been responsible for that change.

&5
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Figure 5.4 - Percent of Vehicles Over Speed Limit:
Roblin-Shaftesbury
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Figure 5.5 - Percent of Vehicles Over Speed Limit:
Roblin-Community Row
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Pilot Enforcement Hours: Speed reductions were clearly more pronounced
during the hours of enhanced enforcement at Roblin and Shaftesbury. Speed
reductions at the Roblin and Community Row location were less noticeable.

¥ At Roblin and Shaftesbury, the reduction in speed was steep during the first
two weeks of the pilot (e.g. in the >10 km/h over category, from 24% to 8%).
Speeds were then maintained more or less, over Phase 2. (See Figure 5.5)

v At Roblin and Community Row, where speeding was much less frequent
during the pre-study period, speed reductions were less dramatic, and more
gradual. (See Figure 5.6)
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Figure 5.6 - Percent of Vehicles Over Speed Limit:
Roblin-Shaftesbury Blvd (weekdays, westbound, 7:30-9am + 5-8pm)
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Figure 5.7 - Percent of Vehicles Over Speed Limit:
Roblin-Community Row (weekdays, eastbound, 7:30-9am + 5-8pm))
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Weekends: The impact of the campaign on vehicle speed was far less
noticeable on weekends when enforcement was not present:

s At Roblin and Shaftesbury Blvd., the percentage of drivers speeding at more
than 10 km over the posted limit fell from 19% to 11% by Week 3 (Oct 22/23).
(See Figure 5.8)

v At Roblin and Community Row, declines in speeding more than 10km over
the posted limit were minimal, finally settling after Week 7 (See Figure 5.9).
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Figure 5.8 - Percent of Vehicles Over Speed Limit: Roblin-Shaftesbury
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Figure 5.9 - Percent of Vehicles Over Speed Limit: Roblin-Community Row

(weekends, eastbound, all hours)
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5.5 Collision Results

A count of deer-vehicle collisions along the pilot corridors was tabulated fo look
for any sign of collision reduction when comparing collisions during October and
November 2011 (the study period) to the same two months in prior years. 2010 is
presented separately, due to exceptional weather which may have been an
external influence on the deer population potentially skewing the numbers of
collisions.

The results demonstrate the combined number of collisions with deer along the
study corridors was only slightly lower in 2011 compared to the average for 2006-
09 (29 vs. 35), and slightly higher than the 2010 number (29 vs. 25). This
equated to a 17.1% reduction in total collision ¢laims in 2011 compared to the
2006-2009 average and a 16% increase compared to 2010.

By corridor, comparing 2011 collisions to the 2006-09 averages, collisions were
lower along Wilkes (30%) with no reductions noted on Roblin.

Figure 5.10 Reported Deer-Vehicle Collisions

40 - # Oct .+ Nov. 2006-09 (Avg)
35 30% decline * Oct. + Nov. 2010
30 A vs, 2006-09 8 Oct. + Nov. 2011
25 A 20 {}
20 - —

15 15
15 e 1 L4 :
10 - 0%
5 decline
0 () i : Y :

Wilkes Ave. Rablin Blvd.

A profile of collisions along the pilot corridors was assembled to search for any
change in pattern from previous years. (See Table 5.4)

v" By Weekday vs. Weekend: As with previous years, the proportion of
collisions in 2011 occurring during the week about similar to 2006-09.
Presence of enforcement during weekdays did not change the proportion.

v By Time of Day: In 2011 the distribution of collisions by time of day was not
much different from 2006-09. Presence of enforcement during mid-morning
and early evening did little to change the proportion.

PUB (MPI) 1-87({a} Attachment
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¥v" By Month: Collisions are normally higher in November than in October. In

2011 however, there were fewer collisions in November than in October. This
was the case for both Roblin Blvd. and Wilkes Ave. This may be due to
external influences such as normal fluctuations in deer population and/or
deer movement, or exceptional weather in November 2011. Conversely, it is
possible that enhanced driver awareness over the course of the pilot, may
have helped to stave off the normally higher number of collisions in
November. This hypothesis however, would not explain the increase in total
collisions during October (first month of pilot) compared to prior years. (See
Figure 5.11).

Figure 5.11 Collisions with Deer in the Pilot Area

October vs. November Ot

g Nov

2 18

2006-09 2010 2011

By Injury: In previous years, only 2 collisions resulted in an injury in October
or November. In 2011, results were similar with one of the reported 29
collisions resulting in an injury.

By Cost of Collision {vehicle and injury claims): In 2010, the average cost of
collision was $4,640. In 2011 the cost of collision was marginally less on
average at slightly less at $3,712. Once “development factors” are applied to
the one injury, the average will likely be closer to $3,900.

(Note: Previous years are not as comparable on costs, due to changes in repair
costs)

By Driver Address: In 2010, about half (11 out of 25} of the drivers involved
in an October or November collision along Roblin Blvd or Wilkes Ave. resided
in nearby FSAs. Likewise, in 2011, about half (18 out of 29) of the drivers
involved in October or November collisions resided in the FSAs targeted for
the brochure mail-out.
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( Pllot Corrldor Colllslons

Cctober
October - Roblln Blvd 5 8 11

_Qctober — Wilkes Ave. 9 3 7
November - Roblm Blvd 9 6 4
November—WIkes Ave 7 ] 1 | 1~Q _ - 7
Weekday (Monday to Fnday) 71% 4% 76%
Weekends and 2 Statutory Holldays R 29% 16% ‘ _24%
Mldnlght - 6 TSam 3 - -
8:15 - 7:25am 4 5 7
7.30am - 8:45am (enforcement) 4 (11%) (8%) 6 (20%})
9:00am - 10:00am 1 - -
11:00am - 4:50pm 4 3 2
5:00pm — 7:45pm (enforcement) 12 {(34%) 4 (16%) 8 (28%)
8 OOpm 11 30pm 7 (20%) 1’1 (44%) 6 (20%)
Colllswns with injury 2 (both roads)- 2 (Roblm) 1 (Roblm)
k_CoIilsmns W|th no |njury - ) 33 7 23 . 28
Driver Ilves in the mall out (FSA) area n/a 11 18
Driver lives outside of mail-outrange | na | 14 M

'Average cost of colllslon (excl $O mcurred) $3185 I_ | __ $4640 $3 71 2*
TOTAL REPORTED COLLISIONS” 35 25 29
TOTAL COST OF COLLISIONS $108,299 $111,363 $100,231

* Note: Total collisions include some with $0 incurred claims.

Development factors have not yet been applied to 2011 collisions
therefore average cost could be higher than identified.

5.6 Return on Investment

This project was undertaken to test what outcomes (awareness, changes in

driver behaviour, and reduction in deer collisions) may result from the

inferventions piloted along two different types of roads, given full resources and

use of tested best practices from other jurisdictions.

(
27

il

Table 5.5 - Reported Colllsmns W|th Deer by Month Day and Tlme
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The study demonstrated the following positive outcomes:

v" Increased awareness of the message to “Slow Down” to avoid or decrease
the severity of a deer collision within the target area.

v" Reduced speeds most prominent while visible enforcement was present.

From a financial cost/benefit perspective however, the pilot study failed to yield a
positive outcome.

v" The total number of deer-vehicle collision claims reported across both study
sites was reduced in 2011 by approximately 17% over the average number
of claims reported during the same periods from 2006-2009 (reduction in 6
claims overall).

v" Total associated claims costs in 2011 were reduced by approximately 8%
from $108,299 in 2006-09 to $100,231 in 2011,

v" Total estimated claims costs savings of $8,000 represented less than 10% of
the cost of the pilot study ($88,131).
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Conclusions

The 2011 Wildlife Collision Reduction Study successfully met the following
objectives:

v' Create awareness of risk of collision with deer within the targeted study
areas;

v" Educate drivers on how to reduce their risk (primarily be being alert and
slowing down);

These successes can be attributed to media coverage of the study pilot, targeted
distribution of informational material to households in the target areas and by
police during speed enforcement activities, and the presence of highly visible
variable message boards positioned strategically along the two corridors from
Shaftsbury Blvd to the Perimeter highway.

The objective to reduce free mean speeds along the pilot corridors was partially
met. The evaluation clearly demonstrated that the incidence of speeding was
reduced when there was active and visible police enforcement. This was less
apparent however, when police were not actively conducting speed enforcement
activities such as on weekends or during periods of the day when police patrols
were not active.

The objective to reduce the frequency and/or severity of deer-vehicle collisions
was met only marginally with an overall reduction 6 collision claims reported
(17% decrease) compared to the same period in previous years, and an
estimated reduction of approximately 8% in claims costs. Based on the variability
of collisions from year-to-year it is questionable whether this reduction in claims
and claims costs can be attributed specifically to the intervention strategies
deployed.

As a return on investment, less than 10% of the cost of the wildlife study was
recovered through claims costs savings. Claims costs in 2011 were estimated at
$100,231 which represented a savings of approximately $8,000 compared to
average claims costs from 2008-2009, opposite the total cost of the Wildlife
Collision Reduction Study at $88,131.

These results suggest no net savings to the Corporation and its ratepayers as a
result of the Wildlife Collision Reduction Study undertaken in 2011, despite the
fact that the study used three complementary intervention strategies considered

70~
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to be both effective and cost-reasonable based on experiences in other
jurisdictions.

Note:

The wildlife collision reduction study and subsequent evaluation could not control
for external influences that may have affected study outcomes such as potential
growth of the deer population, greater settling of herds near residential areas,
and weather conditions which may influence deer mobility and subsequent deer-
vehicle interactions.
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July 30, 2008 Information Requests ~ Round 1

CAC/MSOS (MPI) 1-25 Reference: SM.8.8, Planned Expert

(a)

(b)

(c)

(d)

(e)

()

(9)

Independent review of Driver Ed and
training

Please indicate how Northport Associates was chosen for the formative evaluation
project, e.qg., by competitive tender?

Please indicate whether or not Northport Associates has provided any final reports to
MPIL in the past. If so, please indicate any recommendations that Northport may
have made to MPI, and provide a copy of the material(s).

Please provide the current status of the formative evaluation project along with an
outline of “the short and longer term work plans against which evaluation work is
now being executed.

Please indicate where the costs to MPI of the formative evaluation project are
included in this application.

Regarding the "Summative Evaluation,” please confirm that the expected total cost
to MPI of participating in this exercise is approximately $129.5K ($342.0K -
$212.5K). If unable to so confirm, please provide the total estimated cost to MPI
and indicate whether any capital expenditures are involved.

Regarding the “Summative Evaluation,” please elaborate on the statement that ...
MPI project resources have been secured, and the evaluation study design and
evaluation tools for use in Manitoba are under development.”

On page 7 the statement is made that “both of these organizations [TIRF and
Northport Associates] have had previous successful research experience involving
Manitoba driver programs.” Please provide support or documentation for this
statement.

CAC/MS0S (MPI) 1-25

Manitoba
Public Insurance
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July 30, 2008 Information Requests — Round 1
RESPONSE:;
{a) Northport Associates was directly appointed because of their previous involvement in

(b)

evaluating MPI’s Driver Education Program.

Northport has provided the following final reports to MPI in the past:

. A Longitudinal Analysis of Manitoba Public Insurance Driver Education Program (July

17, 2001)

. Literature Review: Driver Education Evaluations (November 3, 2005)
. Policy Discussion Paper 2005 (December 19, 2005)
4. Manitoba Public Insurance Driver Education Program Evaluation Framework (June 5,

2007)

Recommendations and conclusions are contained in the reports where applicable.

(c)

(d)

(e)

(f)

(9)

The attached work plans are being implemented as indicated.

These costs are included in the Safety/Loss Prevention Programs line on TL.7A and
TI.7B.

The total consulting cost to MPI regarding the “Summative Evaluation” is $130,000
us.

The MPI staff required to work on the Summative Evaluation Project have been
determined and assigned. The financial resources and budget have been determined
and allocated to the project. MPI has begun working on the study design and survey
instrument with Northport Associates and TIRF.

TIRF is currently involved in a comprehensive evaluation of Manitoba’s Graduated
Driver License Program.,

Please refer to our response to (b) for information on Northport Associates’ previous

research experience involving Manitoba driver programs.

CAC/MSOS (MPI) 1-25

Manitoba
Public nsurance
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CAC/MSOS (MPI) 1-25 (b) (i)

A LONGITUDINAL ANALYSIS OF
MANITOBA PUBLIC INSURANCE

DRIVER EDUCATION PROGRAM

FINAL REPORT
July 17, 2001

Submitted to: Corporate Marketing and Strategic Relations
Public Affairs Division
Manitoba Public Insurance

Submitted by: L. P. Lonero, Northport Associates

K. M. Clinton, Northport Associates

B. N. Persaud, Ryerson Polytechnic University
M. .. Chipman, University of Toronto

A. M.

Smiley, Human Factors North
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EXECUTIVE SUMMARY

Young novice drivers everywhere contribute to serious crash losses well beyond their
representation in the driving population and the distance that they drive. Economic and
demaographic trends threaten to produce increasing casualties, because the numbers of
young drivers are again increasing after many years of decline. On average, new drivers
seem to need between five and seven years to reach mature risk levels, and driver
education hopes to speed up this process.

The urgent need for renewal and better support of driver education is widely recognized.
Driver education may only reach its full potential when it is appropriately targeted to
students’ needs and to their still-developing underlying capabilities. There has been
concern in the field that not all the skills needed for safe driving can necessarily be learned
at the very beginning of a driver’s career, due to consideration of the student's readiness fo
learn. This concern has led to a trend of graduated approaches that stretch out the learing
and licensing process for new drivers.

The critical importance of evaluation in driver education is recognized internationally, but
relatively little work has been done in the last two decades. Past evaluations were typically
of the summative type, which tried to prove that a program produced graduates who had
measurably better subsequent driving records. Most such evaluations failed to look at what
the students had or had not learned, so that directions for improvement of the programs
were unclear. This is unfortunate, since a successful course for the future requires a good
measure of the current position and knowing what a program achieves and fails to achieve
in some detail. Generating this knowledge requires current survey and driver record data.

Manitoba’s driver education situation is unusual compared to most other North American
jurisdictions. It has a strong, centrally organized and well-managed High School Driver
Education Program (DEP). Manitoba's DEP program has directions and goals for
development, and it has development resources and staff available to it. The program was
revised in the mid 1990s. This program base can be a foundation for future growth, allowing
the program to take advantage of the best ideas and methods as they develop. The present
project is intended to assess the recent impacts of the program on students and to serve as
part of the springboard for future development.

Scope and Methodology

The scope and objectives of the present project were to provide sound measures and
recommendations with respect to: 1) opportunities for improvement in content, emphasis
and methods; 2) safety performance of DEP graduates relative to those without it; 3)
differences between the groups in perceptions, attitudes, knowledge, awareness and

Manitoba Public Insurance DEP STUDY - FINAL DRAFT
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reported actions; 4) the perceptions and attitudes with respect to DEP; and 5) parents’
perception of value added to novice drivers’ safety by DEP.

The newly licensed drivers for study were a DEP group (4000), and a comparison group of
drivers from the general population of young drivers drawn from insurance records
{NonDEP group, also 4000). Two thousand parents of DEP graduates were also surveyed,
as were 2000 members of the general public, drawn at random from adults over 25 years of
age. Malil surveys were used because they are more cost effective than telephone or in-
person interviews and because of the difficulty of locating phone numbers for young driver
subjects. Mail survey procedures were conducted to maximize participation and maintain
accepted professional standards. Usable questionnaire completions ranged from 26% for
the general public to 39% for DEP graduates.

Survey Results

The principal personal differences found in the survey data were that the DEP group was
younger, licensed younger, drove less, and was more highly favourable to DEP. The DEPs
reported a higher rate of crashes (0.390 per person-year) than the NonDEPs (0.264 per
person-year). DEPs also reported a slightly higher rate of convictions. However, when age
was accounted for statistically, no significant difference in self-reported crash rates between
the DEP and NonDEP groups was apparent, regardless of whether the NonDEPs had any
formal driver training. Interestingly, nearly 20% of the young drivers indicated that they had
at least one unreported accident. |

In attitudes, DEPs appeared slightly more favourable on health conscious items and
accident avoidance confidence. The NonDEPs appeared more accepting of authority, risk
averse, resistant to peer pressure, and confident in their grasp of the rules. In self-reported
driving errors, DEPs showed better avoidance of a number of errors, mainly of the nature of
relatively deliberate violations. The DEPs’ greater seat belt use showed the greatest
difference of any of the self-report items.

The DEP program enjoys remarkably high levels of approval from both parents of
graduates and adult members of the general public. Nearly all of the respondents agreed
(and most strongly agreed) that the program is valuable, produces better drivers, and that
they would recommend it. Among the NonDEPs, the most frequent reasons for not
choosing to take the DEP were cost in time and money, lack of availability, competition from
private training, and inconvenience. When DEP graduates were asked what areas needed
increased emphasis, the leading responses were advanced skills, including winter driving,
emergency car handling, and driving in heavy traffic.

Manitoba Public Insurance DEP STUDY - FINAL DRAFT
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Driver Record Analysis Results

As well as self-reported survey information, the driver or population records were provided
by Manitoba Public Insurance. Accident rates based on record data were much lower than
the self-reported rates. Statistical modeling showed that the effects of age, months of
experience and gender were all statistically significant factors in crash rate. For example,
males had 1.45 times as many accidents per year as females with the same values of all
the other factors. Drivers in Brandon and Winnipeg were less likely overall to experience
accidents than others. When all of these other variables are controlled for, there was no ¢
statistically significant difference between DEPs and NonDEPs in terms of overall accident
incidence.

In convictions, there were statistically significant differences between the DEPs and
NonDEPs, but the findings were contradictory. When the whole populations were modele
the DEPs had more convictions in a given year, but when survey samples were modeled,
the NonDEPs had more. The DEPs showed a moderate (15%) but statistically significant
excess of insurance claims over NonDEPs, as well as higher claims dollar value (14%).
There were no significant differences in injury versus property damage claims between the
training groups.

Summary and Recommendations

Manitoba's DEP shows promising effects on the attitudes and driving of its graduates, but
there does not appear to be a difference in accident risk in favour of the DEP graduates.
Further measurement of intermediate outcomes (e.g., skills, knowledge, and attitudes) and
final outcomes (crash rates and costs) are warranted in support of concerted and

continuous program improvement. Students, parents, and the general public are
overwhelmingly favourable to the program. While this suggests that it operates well most of
the time, the current study does not address details of program content, operations, or any
specific weaknesses and inconsistencies that might exist within the overall program.

Product and process evaluation should also be undertaken to ensure that the program is
being delivered as effectively, efficiently, and consistently as possible.

Recommended program development actions are related to both the structure of driver
education and the overall context of young driver safety, as the two apparently must be

' linked if a measurable impact on crashes is to be created. Strengths, weaknesses, and

specific opportunities for improvement are addressed throughout the report, but the

following recommended actions are considered necessary and effective for achieving more

specific and incremental program improvements.

Manitoba Public Insurance DEP STUDY — FINAL DRAFT
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Manitoba
Public Insurance

An Agreement for Services dated the 1% day of January, 2013.

BETWEEN:

THE MANITOBA PUBLIC INSURANGE CORPORATION
(called "Manlitoba Public Insurance”)

~an,d-'

AMERICAN DRIVER AND TRAFFIC SAFETY EDUCATION ASSOCIATION
: (called the “Vendor"}

WHEREAS:

(@) Manitoba Public Insurance Is seaking to ¢reale an i.ndproved High School
Driver Education ("HSDE") program and has selected the Vendor to assist in
this project as more particularly described in Article 2,00 (the "Services”);
and,

(k) Manitoba Public Insurance wishes to engage the Vendor and the Vendor
wishes to be engaged by Manitoba Public insurance to provide the Services
in accardance with the terms and conditions of this Agreement.

NOW THEREFORE, In consideration of the fareg]oiﬂg" recltals, terms, conditions and
covenants contained herein, it Is hereby agreed as foliows:

1.00 TERM OF AGREEMENT

1.0% This Agreement is far a period of five (8) months and comes into effect
as of January 1, 2013, and shall continue until May 31, 2013 (the
"Term"), unless otharwise temminated, suspended or extended in
accordance with the terms and conditions of this Agreement,

2.00 SERVICES TO BE PROVIDED

2,01 Manitoba Public Insurance agress to retain the Vendor to perform the
Services, which are further detallad in this Arlicle 2.00. The Vendor
agress fo perform such Services during the Term, on the terms and
conditions set out In this Agresment and as directed by Manitoba
Public Insurance, to its reasonable satisfaction.

2.02 The Vendor agrees to he bound solely by this Agreement. For greater
cartalnty, "Agreement” means this agreement, any schedules attachad
 hereto, and any statement of work andfor other document

1
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Schedule C

2.03

2.04

incorparating or made pursuant to this agreement. If the Vendar begins
the Services before the start of this Agkaement's Term, all Services
provided by the Vendor before the start of this Agreement's Tarm will

be considered to have been provided undér all of the terms’and

conditions of this Agreement.
Background

Young drivers fn Manktoba, as In gther jurisdictions, are over-
represented iri collisions, fatalities and seriaus injuriés when compared
to other “aged “drivers.” The HSDE program provides a unigue
oppartunity to shape the long-term driving behaviors of approximately
twelve thousand (12,000} new fsen drivers annually and as Manitoba's
compulsary automobile insurance previder, Manitoba Public Insurance
s uniquely paositiongd 16 establish and achievé & rieasurable retirn. on
its investment in crealing an improved HSDE program for new teen
drivers. Enhancements to the HSDE program are expected to
strengthen driver knowledge, improve driving skills, and create greater
appreciation for the risks and consequences of illegal or unsafe driving
behaviors. Doing so js expectad to have a positive mpact o collisions
and claims costs involving young and new drivers,

A,

Vendor Obligations
The Vendor shall:

(@) Perform a comprehensive global jurlsdictional scan of dilver
education programs and the strategies contained within the
programs, This will be achieved through & literature review and
through * contacting various driver education organizations
throughout the world;

(b)  The scan will include, but is not limited to, a review of the
following new and emerging approaches:

(1Y  on-line and computer-based Instruction;

{2} Integration of on-ing, In-class and practical in-vehicie
instruction and supervised driving practice,

(3)  cognitve and percaption-based training, including
assessment of existing web-baged programs such as |-
Drive, Teen-Smart, Adept Driver;

(4)  driving simulatlon tools;

(8)  vehicle telematics; ‘ '

(6) advanced in-véhicle hazard perception and avoidance
trgjjr_)irig, including advanced driving skills for adverse
Wwaather and road conditions in Manitoba,

(7)  Instrugtor training, support and ongolng professional
development,”

(8)  strong parent/guardlan participation and support; and,

CAC (MPI} 1-54 Attachment A QQ\
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ASSOCIATES ™

MANITOBA PUBLIC INSURANCE

HIGH SCHOOL DRIVER EDUCATION (HSDE)
PROGRAM

FORMATIVE EVALUATION PROJECT

FINAL REPORT
YEARS 1-5 o
MARCH, 2008- AUGUST, 2012

REVISION
January 18, 2013
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MPI HIGH SCHOOL DRIVER EDUCATION FORMATIVE
EVALUATION PROJECT

FINAL REPORT - YEARS 1-5
MARCH, 2008 - AUGUST, 2012

The purpose of this Final Report is to provide a summary of the High Schaol
Driver Education (HSDE) Formative Evaluation Project over the five years of its
contracted work. The report summarizes the activities and outcomes over the five
years in several key areas and outlines the recommendations that were based on
these findings. It also describes the HSDE Program, identifying strengths and
weaknesses, and outlines the HSDE New Model and related Development Plan,
which were produced to address program weaknesses and create a leading
edge Driver Education Program in Manitoba.

1. INTRODUCTION
A. BACKGROUND

The purpose of evaluation is to identify ways to improve programs. Issues that
may seem to be problems or weaknesses can also be viewed as gpportunities
for improvement. In driver education, as in other realms, building upon strengths
and addressing weaknesses is the path to more effective and successful
programs,

There are two main types of program evaluation; formative evaluation, so-called \
because its function is to help form a program into a more effective operation,

and summative evaluation, which helps sum up program outcomes and impacts.
Both processes are importanf. Many evaluation experts insist that ongoing
formative evaluation of a program is essential to understanding the findings of

that prqgrém’s summative or outcome evaluation. If we don’t know how

effectively the program has been implemented and how well it is performing, it is
mposmble to know how to |mprove the program to achleve better outcomes \

The goal is not to snmply Iabei the program as good" or “bad” but to Iook at
specific aspects of the program, such as in-class and on-road instruction,
curriculum materials, and student and parent satisfaction. This pravides a more
objective understanding of the program and helps identify ways to improve it.
After the first evaluation is completed and improvements are made, ongoing
evaluation determines what has been improved and what more can be done.

Enrmaiisa Eval istinn nfF M2 Hink Qrhinad Drivar Eoninatinn Draoram 4
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-b. User Needs and Perceptions and Monitoring — It was important to
understand the needs and perceptions of program users (driver education («‘”
students and parents) on an ongoing basis and monitor related research. -
Reports on research, literature and industry monitoring were prepated.

c. Program Logic — A logic model is a graphic representation, such as a
flowchart, table, or block diagram, of the relationships between program
goals, objectives, assumptions, activities, target and stakeho[der groups,
and outcomes. At the outset of the Forma’uve Evaluatlon Pro;ect a
program Logic Model was developed in order to assess program linkages,
monitor progress, and document program change aslt occurred It was
rewewed and updated annually '

2. Program Context:

a. High School Support — It was important to understand opportunities and
limitations regarding the operation and promotion of HSDE Program
activities at the school fevel. Willingness to cooperate, geographical
sefting, and social and economic conditions all play a role. Key issues
included equipment use, scheduling, and feasibility of additional
partnershlp opportunities. Schools were also lmportent as they contribute
to communlty support for the program. . e

b. Stakeholder Expectations and Perceptlons Proposed program ( L
improvements or changes may be advantageous for and supported by
stakeholders, while others may not. Understanding and: anticipating
stakeholder views and concerns facilitated change and/or minimized -
challenges. Stakeholders included users, those involved in implementing
the program and those served by and/or affected by the program.

¢. Community Support — Community support and media relations enabled
MPI to achieve public backing for the HSDE program, thereby promotmg
sustainability. These included: civic clubs, government agencies,
community [eaders, and news media professionals. Public polling provided
an indication of program support.

d. Regulatory Environment — Provincial regulations for the most part concern
licensing and not the HSDE Program itself, Of those relating to the
program itself, MP! thust ensure that its driving instructors comply with
HTA & DVA regulations, and compliance may apply to the Formative
Evaluation Project.

3. Business Processes: o
a. Instructor Support — It is important to suppott instructors to a level where o

they are as effective as possible, as well as safisfied with their jobs. This ,

&

is critical to maintaining their participation (in short supply in certain rural

Formative Evaluation of MPI High Schaool Driver Education Program 6
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. Supportmg Polrcres and Procedures Similarly, effectwe tools (i.e
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areas), their respect, and their willingness to act as positive ambassadors
for the program in the community. The HSDE Evaluation Framework
identified this area as needing particular attention including: updated
teaching tools; support from schools; administrative support; proféssional
support; and systematic upgrading of instructors’ knowledge and skills.

. Customer Service — The principal customers of the program are the

students and their parents/guardians. Unhappy customers can threaten
the existence of an MP| managed HSDE program. Customer servrce for
Driver Education (DE) included: '

* MPI communication and actions in response to requests and
complaints;

» MPI’s provision of information on rmportant' aspects of DE; and

» Certain performance aspects of the instructors, as experienced by
the customer, or observed by a Liaison Officer.
At this time, the only individuals rated on customer service on a regular
basis are instructors.

. Program Development — Opportunltlesfor program development must be

encouraged and implemented, otherwrse the re levancy of the HSDE
Program risks being criticized by s_takeholders. Turning evaluation
findings into program improvements requires program development
expertise and significant resources.

. Operatlons Management — Operatrons management impacts program

susfainability. Important elements included: avallabllliy/recrustment of
Instructors; instructor retention and compensat[on staff quality and quantity;
and new partners (brokers and customer service centre). Recruiting
qualified instructor applicants has been a major cha!lenge for the HSDE
Prograrn

policies and procedures) enhance overall program productivity.
Supportrng policies are |mportant to an evolving and improving program.
The success of the HSDE' Program is easily linked to the extent of and
careful development ofits poholes and other pollcy areas, such as
graduated driver Ircensmg

Marketmg Pubhc awareness of MPI s primary role in subsidizing and
delivering HSDE is critical to maintaining support for the program.
Marksting also exists to support and drive interest in specific elements of
HSDE such as the Driver Ed Challenge, or to encourage parents in
coaching novice drivers or as a support for updating instructors on
newsworthy items. Marketing also includes pricing. In the case of the
HSDE Program, the overall pricing strategy is designed to allow access to

Formative Evaluation of MRl Hiah Schoaol Drivar Feliination Bracram =z
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%9 . - a maximum number of students, while malntammg some level of -
. commitment to dlsoourage dropouts. o Q

e

4, Program Standards*

T a. Benchmarking and Certification — Overat the HSDE Prog ram is WIdely
viewed as g superior program to most existing public programs & and

- represente a benchmark in its own right However, comparing program
e glements to ether 1unsd|ot|onal standarde assjsted in ldentltylng high-
prlorlty areas for' HSDE prograrm improvement and expansron Particular
attention has been paid to the recent standards ‘developed by the
Canadian Standafds Association for Province of Or;tano aqd by the
Natlonal nghway Trafflc Safety Administration for (NHTSA) U.S. states.

5. Instructional Produpts:: . ,

a. Curriculum Materials — Instructional products are crucial. MP!
implemented a pew eurriculug and textbook in 2006 and has continually
sought to update these and other instructional resources. Resources
:ncluded videos, slides; impaired driving goggles, magnetic mini-cars;
group exerotses and other mteractwe actm’ues (gamee CDS) suitable;
handouts and warksheets; and mstructor aljowances to oéfrchase items
nthey Ilke to work WIth Aleo mcluded was the Go-Pllots Manual for parents.

b. Tests and meaeurements -Tests of etudeht achlevement and-skilt
mastery serve as basm infrastructure for the ed ucatlonai process, and
wh|le they were not a priority for the, Formatlve Evaluation Project, they
are an lmportant area for future technology development

*

6. Instructronal Processes . -

o %

a. In-Class Curr:culum Dellvery Ensurmg uniform and qualtty dehvery of the
curriculum as intended by the curriculum developera and program
managers has heen both crmcal operetlonal and pedagogrcal issues.
SeveraI lmhatlves were ldentlf' ed as requ:nng attentlon in this erea

g, .en,

7

Bl -

wT

b. In- Car_ Currtcutum Dellvery Slmt!arly, in- car»ourraculum delwery was an
lmpertant program evaluatlon area, F For example lnstructors simply driving
: -ja stralght hlghway for their rural in-car lessons, ar shotteomg driwng
e sons with breake wou!d be important ftems to be aware of and address.

™ w‘,'“-*‘;x-&' E,

5

¥ .

stru or'“ reparahon - lnstructor _preparation | is critical, and lesues

3

ed oontent and, quantity of preparatlon While efforts have been
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d. Professional Development — Professional development is important to all
teaching occupations, and more so in remote regions where candidates
may have less access to relajed experience. This was also an area i
identified for evaluation and improvement.

e. Instructor Facilities — Classroom facilities are dependent on what is made
available by the schools, and where these may be less than ideal, they
- may reduce student attention and instructor performance. It was
anticipated that the facilities component would be assessed for quality in
the future. «

f. Instructional Techhologies ~ Instructional technologies have been
developing rapidly in the DE field for some time, and they warranted
consideration as an evaluation target. Included were driving simulators,
and even in-car tracking devices; remote on-line —video transmission, and
DVDs and CDs. ,

Each of the above program. target areas was assigned a priority level based on
time during the develo:pment dfthe Formative Evaluation Strategy document ~
Near (2008-09), Medium (2@10—*11) or Long Term (2012} Priority. Due to evelving
corporate priorities, some program areas were either addressed minimally or not
included in the Project. Several of these fell into the category of long term priority
(see those identified with an asterisk*): Community Support; Regulatory
Environment*; Supporting Policies and Procedures; Operations Management®;
Marketing®; Tests and Measurement; Instructor Qualifications; Instructional '
Facilities; and Instructional Technologies™, An HSDE Development Plan,
prepared in 2011, recommended addressing these areas at appropriate stages of
new program development.

MANAGING THE PROJECT

The following diagram identifies the annual management processes that took
place to ensure the evaluation was planned and 1mplemented effectively and in a
timely manner.

Earmativa Evaliafing of MR Hivh S@ahinnd Drivar Eanieatinm Deanroam Q
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E. HSDE PROGRAM DESCRIPTION AND CHANGES OVER TIME

The Manitoba HSDE Program was started in 1966 under the Department of
Public Works and later operated under the Division of Driver and Vehicle
Licensing. Manitoba Public Insurance assumed responsibility for the HSDE in
1987, Under MP/I's leadership, the program has achieved a wide acceptance
within the province, and strong respect among experts internationally. MP!
developed its own driver education curriculum and text book, faunched in 2006.

The HSDE Program is delivered through approximately 225 instructors. These
instructors are independent contractors, mostly part-time, who are supervised
and monitored by MPI, The program is available to high school students in nearly
alt areas of the province, with the exception of some remote areas. The majority
of eligible teens take advantage of the course (~11,000 per year — about 67% of
all grade 10 students). The fee to students is $50, and total program costs are
approximately $4 million, with a substantial subsidy borne by MP!I. At a cost of
about $350 per student, it is a very inexpensive program relative to comparable
programs elsewhere. .

At present, the HSDE Program consists of an in-class component and an.in-car
component, as well as required home-based practice. The in-class companent
consists of 34 one-hour units, typically delivered in 2-hour sessions held twice a
week. The classroom component is delivered in a traditional high school manner
(i.e. lecture, classroom activities, class discussion, and guest speakers) entirely
in the classroom environment. Instructors have access to slides in DVD and
transparency sheet formats (also available in Powerpoint), and the curriculum
calls for use of these resources in each unit. The first four sessions are devoted
almost entirely to the Driver's Handbook content and the basic rules of the road,
in preparation for the Class 5 written knowledge test in the fifth lesson.
Classroom lnstructors also administer the vision screenlng test. These tests
require two one-hour classroom units.

The in-car component usually starts after the 5 or 6" classroom session and
continues with one lesson per week for 8 weeks. It consists of eight hours of
driving and 8 hours of abservational leaming. In addition, the students and their
parents/guardians are expected to complete 24 haurs of home-based driving
practice between the start of the in-car driving lessons and the Class 5 road test,
The bulk of this home-based driving practice occurs after the student has
completed the driving lessons with the in-car instructor. Students and
parents/guardians are expected to practise on their own for the next 6-7 months
prior to taking the licensing test.

Around the time that students are taking their 2™ or 3" classroom session,
parents/guardians attend a two-hour session (the Parent Night Meeting) that
includes information on: the course content, expectations of parents/guardians
and students, teaching tips, driving tipé, and parents’ resources. Apart from the

Formative Evaluation of MP! High Schoof Driver Education Proaram 14
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User Needs & Perceptions &
Standards Benchmarking.

the Parent Night Meeting.

The Feedback Form was not

© used.

Program Logic

+ Drafted a Logic Model.

» Conducted jurisdiction survey
to assist with revision of
program mission statement,
goals & objectives.

Reviewed & updated the
Logic Model to identify
changes that had been
identified in sither external or
intemmal environments arin
program mandates &
activities over the past,year
that should be reflected in the
Model.

Reviewed & updated the
Logic Model to identify
changes that had been
identified in either external or
internal environments orin
program mandates &
aclivities over the past year
that should be reflected in the
Madel.

« Reviewed & updated the
Logic Model to identify
changes that had been
identified in either external or
internal environments or in
program mandates &
activities over the past year
that should be reflected in the
Model.

PROGRAM CONTEXT

High School Suppert

= Rescheduled for Year 2.

Hosted 2 Principals &
Superintendents Commitiee
mesiings.

Documented discussion &
outcomes with attention to
Formative Evaldation issues.

Hosted 2 Principals &
Superintendents Gommiftee
meetings.

Documented discussion &
outcomes with attention io
Formative Evajuation issues.

« Hosted 1 Principals &
Superintendents Committee
meeting.

« Documented discussion &
outcomes with attention to
Formative Evaluation issues.

Stakeholder Percep-
tions & Expectations

« Prepared & reviewed
stakeholder list.

Reviewed & updated
stakeholder list,

i

Reviewed & updated
stakehoider list.
Doecumented relevant
information from 2 meetings
of the DE Revitaiization
Committes,

Documented relevant
information from 2 meetings
of the Instructor Advisory
Committes.

Determined that the French
Currictlum Commities would
act as an ad hoc committes.

» Reviewed & updated
stakeholder list.

Gommunity Support

« Reviewed MPI Omnibus,
Rolling Palt & Youth surveys.

+ Added new DE questions to
Cmnibus & Youth Surveys.

Repeated new DE questions
in engoing MPI surveys.
Developed a tracking file of
results for relevant DE
questions.

Repeated new DE questions
in ongoing MP1 surveys.
Updated the tracking file of
results for relevant DE
questiions.

« Repeated new DE questions,
in the Omnibus Survey. The
Youth Survey was not
conducted during Year 4.

» Updated the tracking file of
results for relevant DE
guestions.

Regulatory Environment

» No action — Long term priority.

No action — Long fenm priority.

No attion — Long tefm priority.

= No action ~ Long term priority.

Formative Evaluation of MPI High Schoof Driver Education Frogram
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BUSINESS PROCESSES
instructor Support + No action. Held a series of Regional « Held 2 series of Regional « Held one set of Regional
Meetings with DE Instructors: Meefings. Meetings including a webinar;
* Administered shott survey = Administered meeting = Additional meetings were
on varfous aspecis of .evaluation survey ’ postponed due to staff
meslings & prepared (feedback form). changes, & insufficient
summary report, = Prepared Summary resourges/ time,
Hosted arnual In-Service Reparis to document = Adrninistered evaluation
meetings & workshops with resulfs of the meetings & survey. The feadback
Instructors: survey. questionnaire was emailed
= Administered feetiback « Hosted ahnual In-Service to webinar participants, fo
survey & prepared Meetings & Workshops. be returned by e-mail, fax,
Sumimary Report. x Administered evaluation or mail.
m¢~<®<,,m~.. w.uu.mﬁmm.ma = wuﬁm_um_‘mn_ mcsam_@‘ mmUO—ﬁ.
Summary Report with + Hosied annual in-Service
comparisons io Year 2 Meetings & Workshops.
where appropriate. a Administered evaluation
« Devsloped a Pariicipant survey & prepared
Feedhack Form & emailed to Summary Report with
instructors o obtain :.__u_.._.n on comparisons io previous
:@.S__v\ Q.@(...O.MOUQQ Webinars for years where vaﬂOUﬂmmﬁG.
specific purposes (eg., new
programiinitiatives),
=" Prepared Summary Report.
Customer Service » No action. Reviewed DE Customer + Reviewed the Student In- « Conducted student pre-test &

» Produced a quarterly report.

Senvite Standards (CSS)
forms to recongile overap
with formative evaluation
tools where possible.
Developed & refined a Call
Tracking Database.

‘

Class CSS8 guegtionnaire for
duplication with; the Student
Exit Survey questionnaire.

« Reviewed the former Student
In-Car CS8 questionnaire for
iterns o be included in the
Student Exit Survey ™ . *
questionnaire.. e

« Réviewed the in-class section
of the Exit Survey _
questionnaira for problems
with language & items with
very low ratings.

internal review of the Student
CSS in-class questionnaire
for problems with language &
items with very low ratitigs.

» Produced an updated Call
Tracking Database Summary
Report. '

For—ative Evaluation of MPI High School Driver Education ﬁamﬁmzm
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B. YEAR 5: SPECIAL PROJECTS

As explained earlier, the formative evaluation of Year 5 was divided between
activities related to the HSDE Development Plan and ongoing formative
evaluation tasks (special projects) to be completed by the end of the Project. The
farmative projects are described next.

STUDENT EXIT SURVEY

After several rounds of piloting and revising the Student Exit Survey
~questionnaire, it was finalized and approved for initial implementation in Year 5.
The questionnaire contained in-class and in-car sections and was distributed by
instructors to be completed by students in-class, and the completed
questionnaires were collected and sealed in an envelope by a student ta be ,
returned to MPI. The survey was conducted between March and June, 2012

Data entry and analysis was performed by an external vendor, accordlng to MPI
specifications. A preliminary set of files was submitted to HSDE staff and
Northport Associates for review in March 2012, and the final set of files was
submltted in August 2012.

The Final Report documentmg the survey. desngn methodology, questlonnalre
development and findings is found in Appendix 4.

An online version of the questionnaire was piloted during survey implementation
to investigate the feasibility of moving the survey exclusively onto an online
format in the future (see Appendix 5).

INSTRUCTOR ASSESSMENT FORMS

The Instructor Assessment Forms (formerly called Instructor Compliance and
Delivery Modules) were developed in detail in Year 5. Previous work on item
identification used MP!'s CSS in-class and in-car instructor evaluation forms, as
well as relevant forms from other jurisdictions, primarily Oregon, and Northport
expertise.

The preliminary list of items for both in-class and in-car assessment and
originally for two new assessment modules (Technical Performance and Scope
and Sequence) as well as the CSS Evaluation Forms was used to draft forms
that integrated all three sets of items separately for in-class and in-car instructor
assessment by Liaison Officers (LOs). The draft forms will be finalized once they
have been reviewed with LOs and revised as necessary. Their use will be piloted
before they become fully operational. The draft In-Class form is found in
Appendix 6. The In-Car form has not been drafted at this time.

DE INDUSTRY MONITORING REPORT

As iﬁ previous years ongoing monitoring of research and industry developments
was supplemented by safety and educational research database searches, with
a few key documents with particular relevance for HSDE being selected for

Enrmativva Evaliiafing of MP! Hinh Sebhon! Drivoar Educatinyn Prociram [T~
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beginner driver education programs in the world. The following are the principal
strengths of the prograrn:

PROGRAM WEAKNESSES OR CHALLENGES

Centralized organization within MP|

Reasonably well staffed with management, supervisory and operational
personnel compared to §ther public driver education programs

Qrganizational support within MPI
Student subsidization

A new curriculum, implemented in 2008, which addressed some of the
concerns of instructors and management re updating program content and
its delivery

Custom textbook for new curriculum

Control over instructor preparation and certification, in conjunction with
Red River College

Fairly high market penetration — 64% of new drivers

Strong public support —94% of general public would recommend HSE}E

A s
Mg s "

Good customer satisfaction ,
Class 5 written test administered in classroom
Coordination with publlc education and social marketing (e.g., “60 Second
Driver Tips” MP1 web site) e.;

Hrstory of R&D pa.rtlclpatlon and input S

» Longitudinal Study, Northport Associates

»" Large Scale Evafuatlon of Driver Education, AAA Foundation for Traffic
Safety

Modest’ program development capacity is good compared to other public
driver education programs .

f
{
é
!

.

Desp[te lts aoknowledged strengths, there are justified conecerns about the HSDE

Program. While the HSDE Program has many unique strengths compared to
public driver education programs in other jurisdictions, there are also identifiable
weaknesses. This'is particularly true if one considers the program,-not just
against other programs but against the rather difficult goal of effectively changing

new driver behaviour enough to create a measurablé safety benefit.

The program’s Formative Evaluation Project and quality management processes
found a number of specifi¢ issues with the current HSDE Program that require
improvement, including:

Staffing levels, R&D, and program development capability limited
compared to high-quality private driver education

Enrmative Fyaltiafion of MY MHicah Qeahanl Dirivver Ecrioatinn Peaciram 7
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+ The program completed early in the first graduated licensing phase

o Weak coordination with GDL (e.g., single stage program) q
No ongoing student and/or parent invalvement after the program

‘Limited parent/guardian contact during the prbgram :

Widely variable instructor capabilities b S

[nstructors have toa much flexibility i’n terhié of content and delivery

Lack of comprehensive instructor fraining and materials

»

L

Ongomg professional development and support for mstructors feed
significant improvemént

In-class material not interactive enough and too lecture- based

In-class material not well mtegrated with in-car tralmng

Supervised driving WIth the practice log not well mtegrated into tha.
program
Limited program availability in some remote areas

Large class sizes
o Limited ongoing R&D

. Low tech delivery compared to high-quality prlvate driver educatlon .
programs elsewhere ‘ =
Extreme price sensitivity on the behalf of stakeholders so that program is
ane of the least expensive-anywhere -

In contrast to MPI HSDE Program’s relatively unique strengths most of these
weaknesses are shared with the majority of public programs in otherg_iu risdictions.
These are mostly common areas of weakness, where only a few 1ur|sd|ct|ons or
private programs have a[ready faken acticn to méve ahead for exampte some
jurisdictions have multi-stage training requirements and exit tests urider GDL,
These (and other potential areas to be.identjfied through evaluation research) |
provide very substantial opportun:tles for MP! to make progress in its programs
and to advance its Ieadershm in drlver edication.

3. PROGRAM RECOMMENDATIONS AND ACTIONS

W By i

-

A. OVERALL PROGRAM RECGMMENDATIONS

In each annual report of the Project, both evaluation and program development
recommendations were put forth for all relevant program areas and targets. This
section presents program recommendaticns only. These recommendation_s were
based on each year’s s Formative Evalugtion findings and also program
development activities related to the Evaluatlon F’ro;ect Ma]or recommendatlons

e . - ,‘g
st

e e AW s G
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NEXT STEPS: ORGANIZATIONAL and POLICY ISSUES

During the Stage d plannrng for development of the nine Priority Modules

several key issues and deC|S|on requirements have been identified and are
presented here for MPI's consideration. The followmg fundamental organizational
and policy decisions are needed fo Guide further’ plannlng and work on the
Priority Modules and the rest of the l\lew Model.’

» Decision process: Oversll Gow—No Go decislon
. Fmancnal gommitment for HSDE program developmentand operatlons
. Incremental additions vs. comprehepswe overu. ul )

. Organlzaﬁon of development Eesources and structure
‘.

[ ]

Implementlng the new program struéture and operatlons ,
Planning for ongoing evaluatron and program development

With new advances in standards movrng ahead in the U, S and lnternat|onally, it
Is timely and opportune for MPI to initiate |ts own advance in Driver Education
through the HSDE Program New Model. Manitoba i is one of very few jurisdictions
in North America that has the capability {6 undertake such a comprehensrve
effor, '

D. EVOLVING ROLE FOR MPI DRIVER EDUCATION

Itis clear that MPI's HSDE program is better managed and organlzed and may
be stronger overall than public beginner driver education programe in most other
}unsdlctions -

Such broad comparisons notwnhstandlng, the Formative Evaluation Project and
the Summatwe Evaluation of student outcomes make it clear that there ; are great
opportunltles and substantial need for improverent in Mamtoba S, HSDE
Program. An .evolving role for MP Driver Education oan leverage’ MPl 8 natural
advantages as both the Driver Educatlon provider and Dnver Regulator for the
-province, to produce progress toward substanttal |mprovement and cost effectlve
safety impacts.

Within driver educatlon itself despite its acknowledged strengths there are

' sugnlflcant weaknesses. For example, relative to some private drlver education,

HSDE’s curriculum ‘materials and technologies are low-techand senously dated.
The proposed New Model would close this gap, permitting more . effectlve and
efficient training of key. driver skills"and i improvmg opportumtres for |nﬂuencmg
novice drivers’ attitudes and motlvatlon Such |mproved student outcomes are a
critical step towards making dnver educatlon effective in meetmg ltS u[trmate
goal, greater levels of safety for new “drivers. :

" Formative Evaluation of MPI High School Driver Education Program < -

G
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Relative to the stated goals of improving young driver safety, probably all public
programs are far from strong enough to have the desired impact. This relative
weakness of impact is, of course, also true of most other driver-oriented safety
programs, not just driver educstion. Since education and training are important
parts of all driver safety programs, more effective education and training methods
developed within driver education can also be leveraged to raise the
effectiveness of ather driver safety programs in the province, such as driver
improvement and maintaining safe mobility for seniors.

l

Formative Evaluation of MP! High Schaol Driver Education Program
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August 2, 2013 Information Requests ~ Round 1

b)

d)

f)

g)

h)

Examples of such risk groups inciude young drivers, motorcyclists, cyclists, and
pedestrians. Timing for execution of certain road safety campaigns is further informed
by analysis of collision data and input from other stakehalders including law enforcement

partners.
The Corporation has not developed such a report.

Please see the response to PUB (MPI) 1-102.

The auto theft suppression strategy is the only program that can be clearly categorized
as a loss prevention initiative. Since 2006, the Corporation has filed every evaluation of
claims cost savings that has been produced. No further reports or evaluations are
available.

Please see response to (d).
Please refer to CI.6.3 and the response to (d) above.

Copies of the Traffic Collision Statistics Report for the calendar years 2007-2011 have
heen provide electronically only. The 2012 Traffic Collision Statistics Repaort has not been

finalized.

While not intended to be an exhaustive list, other partners/agencies involved in road
safety and auto crime include:

- Addictions Foundation Manitoba
- Altona Police Service

- Alzheimers Soclety

- ATV Association of Manitoba

- Bike Winnipeg

- Brandon Fire Department

- Brandon Police Service

- CAA Manitoba

- Canadian Red Cross

- (Citizens on Patrol (COPP)

- City of Winnipeg

- Coalitlon of Manitoba Motorcycle Groups
-- CN Police Service.

CAC (MPI) 1-48
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August 2, 2013 . Inforrmation Requests - Round 1

- CP Police Service

e

- Dakota Ojibway Police Service

- Driving schools and driving instructors

- Government of Manitoba

- @Green Action Centre

- Keystone Agricultural Producers

- Manitoba Association of Automobile Clubs
- Manitoba Association of Chiefs of Paolice
-~ Manitoba Association of Senior Centres

- Manitoba Association of School Trustees
- Manitoba Brain Injury Association

- Manitoba Heavy Construction Association
- Liquor and Lotteries

- Manitoba School Boards Association

- Manitoba Trucking Association

- Mid-Canada Marine and Powersports Dealers Association
- Morden Police Service

- Mothers Against Drunk Driving

- North End Community Renewal Corporation
- Portage La Prairie Fire Department

- RCMP

- Rivers Police Service

- RM of Cornwallls Police Service

- RM of Whitehead Police Service

- St John Ambulance

- Safety Services Manitoba

- Scootering Manitoba

- Snoman Inc.

- Springfield Police Service

- §t. Anne Police Department

- Transportation Options Network

- Victoria Beach Police Service

- Winkler Police Service

- Winnipeg Fire Paramedic Service

- Winnipeg Police Service

- Winnipeg Regional Health Authority

CAC (MPI) 1-48 Manitoba
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Safer Roads: Saving lives and Preventing Injuries Results of Publlc Consultations Report

Executive summary

From May through July 2011, Manitobans were invited to share their views on Manitoba
Public Insurance’s role in the area of road safety.

The Corporation was aware through previous surveys that a large majority of people
believe Manitoba Public Insurance should be involved in efforts to make driving safer,

Prior to developing a new road safety plan, the Corporation advanced a public
consultation process, where we hopead to obtain a better sense of the areas of greatest
inmra&ind to determine what strategies would be broadly supported.

"There is clear support for a broader role for Manitoba Public Insurance. Road safety is an
issue that matters a great deal to the public, and to the many stakeholders and expert
roups In the province —who all have important mandates and strong viewpoints,

Support from citizens for Manitoba Public Insurance's actions seem grounded in clear
understanding of the linkages between claims costs and rates. It has been and remains
important to us to align our activities and programs with public expectations and to build
public awareness and understanding for emerging approaches that can reduce risk on the
road,

An important consideration for the Corporation, as it works to answer the call for a new
and perhaps broader role in the Manitoba road safety area will be how best to fund new
inftiatives that will not immediately result in lower claims costs.

For many years the Public Utilities Board of Manitoba [PUB), with the legislated mandate
to review and approve basic Autopac rates, has been supportive of the Corporation taking
an active role In road safety and in Order 122/10 at page 52, the PUB recornmended that
the Corporation establish a Road Safety Fund out of the Rate Stabilization Reserve, with
the funds to be used for enhanced and new road safety research and initiatives. The
Corporation takes the view that such a fund would be particularly appropriate where
there are identified initiatives that have an expected measurabie impact on claims costs,
or that have a specific defined ubjective, so that as the funds are used, there is a
decreasing need for further funding. The immobilizer fund Is an example of where this
approach worked well. However, many road safety initiatives do not have such a clear
payhack, although there may be consensus that the initiatives are worthwhile. In that
case, it may be better to build the cost of the initiative into revenue requirements so the
initiatives are sustainable.

The Corporation is committed to work with its stakeholders and consult with government
to establish a clear road safety role and mandate,

Page 1
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Safer Roads: Saving lives and Preventing injuries Results of Public Consultations Report

Emerging themes
Through this three-month consultation process, some common themes have emerged:
Existing road safety programs

Manitobans are extremely supportive of the Corporation’s existing prograrms that foous on
creating awareness and educating the public about road safety risks. The consultation
showed there is wide support, from all sources, for Manitoba Public Insurance continuing
to be active in the area of road safety. Manitobans recognize that wise investments in
road safety can reduce collisions, which In turn reduce claims, claims costs and, ultimately,
Autopac premiums. In fact, the online survey suggests nine out of 10 people believe the
Corporation should be involved in promoting road safety in Manitoba, This strong support
is consistent with previous surveys.

fety leadership

Stakeheolders and the public alike view Manitoba Publc Insurance as a leader in road

safety and believe the Corporation shpuld be more agtive in this area, Eight out of 10

respondents to the online survey said the Corperafion should play a lead role in road f
safaty, In particular, many stakeholders remgnized and cailed upon Manitoba Publie

Insurance as the adrministrator of Manitoba's universally available and compulsory auto

insurance program, to provide strategic leadership, vision and direction in the areass of

afety—

——
T——

Two organizations that work in the road safety field across North America {Trafm]‘ury \
Research Foundation {TIRF} and Northport Associates) provided evidence that thereisa
substantial body of knowledge across the world on all aspects of road safaty {education,
engineering, enforcement, human behaviour, etc.) that, in general, is not being used

effectively In any jurisdiction. They indicated that, in their view, this is largely because in
most jurisdictions, government funding Is constrained and many individual groups
undertake their own road safety initiatives without the benefit of multi-disciplinary
consultation and collaboration. Another issue is that, in competitive auto insurance
arenas, the cost/benefit of road safety investments cannot be directly associated to any
@ insurer, as funder ofthe investment—

hus effective road safety strategles are often difficult to fund and execute. As a result,
bast practices are rarely followed and in sorme ¢ases, there is no reaciily identifiable “best
oractice.”

Page 3
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Safer Roads: Saving lives and Preventing Injuries Resutts of Public Consultations Report

Manitoba Public Insurance Is an active participant on the Canadian Council of Motor
Transport Administrators {CCMTA), the Canadian Association of Road Safety Professionals
{CARSP}, and the American Association of Motor Vehicle Administrators (AAMVA) We are
proud contributors to the positive work being done to improve road safety across Canada
and North America and believe there maywell be opportunities to leverage the leadership

fthese groupsglven our unigue role here in Manitoba.

From virtually all stakeholders, there was recognition that the Corporation has unique
insight Into road safety issues given our experience and knowledge of drivers and their
related claims and road safety behaviour. 1t was aiso recognized that Manitoba Public
insurance pays a substantial portion of the cost of roadway crashes through auto
insurance claims. Not only might it be easier to implement best practices, but Manitoba
Public Insurance may be in an ideal position to invest in the development of best practice
ere none clearly exist today. '

Partnerships

Thare are many groups, organizations and experts currently working in the arégofread

safety. Many of these groups and individuals toldus they could be much more effective if
ST all

they worked in a coordinated way, rather than hey said there is a compelling
need for a single agency to coordinate the effort the key players in the road safety
arena, They expressed strong interest in working collaboratively with Manitoba Public
Insurance and in jointly creating community-hased inltiatives to advance road safety In the
province. Stakeholders have been encouraged by the results they've seen of the programs
coordinated by Manitoba Public Insurance, such as the successful fight against-auto thefts

ettt

Data collection

Numerous organizations - including Manitoba Public Insurance, police departments and
others — cellect collision data and information. Data Is critical to informing decisions
about how road safety resources are used, and programs are implemented. We frequently
heard from stakeholders that these organizations should share information, data,
research, analysis and expertise to more effectively formulate coordinated road safety
policies and programs. Manitoba Public Insurance has the most complete repository of
road safety related data In the province. This could be augmented with data that is
compiled by other organizations to provide a holistic view of road safety information.
Some groups suggested that Manitoba Public Insurance should act as the central
repository to facilitate the sharing of data amongst stakeholders for research and making
informed decisions.

Page 4
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Safer Roads: Saving lives and Preventing Injuries Results of Public Consultations Report

Research and evaluation

Academic groups and others made a strong case for Manitoba Public Insurance to take a
much more active role in road safety research. They cited other jurisdictions that have
established university-based research centres for road safety, and pointed out that
Manitoba has the local expertise to facilitate research on road safety Issues specific to our
province, The Corporation’s road safety data would provide an invaluable resource, for
not only research but to obtain unique insights into Issues relevant to Manitoba for
development of made-in-Manltoba solutions 1o road safety,

Stakeholder groups frequently spoke about the importance of program evaluation and
requested greater clarity on how the Corporation measures the effectiveness of its road
safety programs and initiatives. They also requested that evaluation results be shared
arnongst organizations and experts working in the field of road safety. They suggested
Manitoba Public Insurance is well positioned to coordinate evaluation of programs with
researchers and share the information and Insights with key stakeholders,

Education, training and awareness

Manitobans strongly support Manitoba Public Insurance being involved in road safety
education, but suggested existing programming may not go far enough. In particular,
there (s broad support for the High School Driver Education program, but we frequently
heard the program should be more extensive and challenging. Suggestions Included more
challenging field tests, higher-level driving skills, online dellvery of programming, and
greater use of technology such as driving simulators,

Looking beyond the teen years, there is support for more and better training options for
drivers of all ages and levels of experience. There was also interest in customizing current
programis, or developing new ones, to meet the needs of unique audlences — particularly
high-risk drivers, First Nations peoples and new immigrants.

Manitobans strongly wpporéz the Corporation’s ongoing efforts to Influence driving
behaviour, and frequently suggested Manitoba Public Insurance should explore
opportunities to affect behavioural change through sodial marketing and the use of social media.

Enforcement

Manitoba Public Insurance currently funds enforcement programs such as RoadWatch
which, along with education and awareness efforts, intended to reduce the incidence of
impaired driving. Conversations with Manitobans suggested there is support for
enforcement activities that target very specific issues, such as Impaired driving and
distracted driving, While general public support for funding traffic-related enforcement
was mixed on topics other than impaired and distracted driving, support from stakeholder
groups was more consistent,

Page 5
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Safer Roads: Soving Hives and Preventing Injuries Results of Public Consultations Report

Infrastructure

Infrastructure initlatives that could improve road safety include intersection
reconfiguration, rumble strips, reflective signs, paved shoulders, guardrails, dedicated
lanes for cyclists and anti-skid road surface treatments. While some members of the
public questioned whether Manitoba Public Insurance should fund these types of
improvement initiatives, the majority said they would support funding road imgrovements
that enhance safety—particularly if there is a clear cost benefit i.e. if savings in reduced
claims exceed the cost of the improvement, Most stakeholder groups also said they would
support road improvements that would save more than they cost,

Aside from funding improvemants, some stakeholders identified opportunities for
Manitoba Public Insurance to participate in road safety audits and to use its collision data
to identify areas at high risk of collisions. This in turn could identify areas where
improvements could reduce collisions.

Page &
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