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Measuring Delay and Congestion:

Moving Washington

WSDOT’s balanced strategies to fi ght congestion

Other Moving Washington corridors: selected congestion relief projects to improve performance

 Vancouver Corridors: I-5/I-205 North-South, SR 500, and SR 14

Add Capacity Strategically
• Columbia River Crossing.

• SR 500/St. Johns Blvd.–Interchange.

Operate Effi ciently
•Clark Co. and Vancouver signal optimization.

Manage Demand
• Advanced Traffi c Information System infi ll.

 Cross-State Corridors: I-90, US 2, and SR 97

Add Capacity Strategically
• I-90 Snoqualmie Pass East Project.

• US 2/US 97 Peshastin East Interchange.

• US 97 Blewett Pass add passing lanes.

Operate Effi ciently
• TMC improvements for Yakima and Wenatchee. 

• I-90 IRT from North Bend to Spokane.

• US 2 Variable Speed Limit System.

Manage Demand
• Traveler information including fl ow maps, 

VMS and web messaging on I-90 and US 2.

• I-90/SR 17 Park & Ride.

 Connecting Communities Program

Add Capacity Strategically
• I-82/Valley Mall Blvd - interchange.

• SR 240 Columbia Ctr Blvd to US 395-construct 

interchange.

• Additional lanes on SR 28 at Sunset Highway.

Operate Effi ciently
• SR 17 signal retiming.

• I-5 Lewis County ITS Infi ll.

• Add Tri-Cities Incident Response Teams.

• SR 21 Ferry Boat replacement.

Manage Demand
• Chuckanut Park & Ride.

• Tri-Cities traveller information enhancements.

• New Park & Ride lots for US 97/SR 970, 

Alger and Conway.

Spokane: I-90 and North Spokane Corridors

Selected congestion relief projects programmed to 
improve corridor performance:
Add Capacity Strategically

• US 395 North-South Freeway

• I-90/US 2 interchange eastbound off-ramp and 

terminal improvements

Corridor performance highlights

2005 2007 %Δ

Average Travel Times (min : sec)

I-90 Argonne-Division (AM) 7:44 8:20 +8%

I-90 Division-Argonne (PM) 8:24 8:10 -3%

Before and After Case Study: Adding lanes on I-90/

Argonne Rd to Sullivan Rd improved travelers’ speeds 

by 22% and travel times by 11% (pp. 42-43).

Operate Effi ciently
• Intelligent transportation systems 

upgrades. 

• TMC expansion and security enhance-

ments

• I-90 Sullivan interchange to 

Idaho state line- enhanced incident 

response.

• I-90 / Spokane port of entry weigh 

station relocation.

Manage Demand
• US 195 Hatch Road to I-90 – park 

and ride facilities.

• North Spokane Corridor–new Park & 

Ride and pedestrian/bike paths.

Moving Washington:

Spokane Corridors
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Puget Sound Eastside Corridor: I-405, SR 167, and SR 512
Selected congestion relief projects 
programmed to improve corridor perfor-
mance:
Add Capacity Strategically

• Improve ramp connections on SR 512 at 

SR 7 and at Canyon Road.

• Extend the SR 167 HOV/HOT Lanes.

• I-405 Corridor Express Lanes.

• Additional Lanes on I-405 in Renton 

and Bellevue vicinities.

• Build a new freeway connection 

from the Port of Tacoma to Puyallup.

• New bridge over NE 10th Street in 

downtown Bellevue.

Operate Effi ciently
• I-405/SR 167 Active Traffi c Management.

• Use SR 512 shoulders during peak 

commuting periods as additional lanes.

• Construct an HOV Bypass and signal 

improvements on SR 169 at I-405.

Manage Demand
• Support the implementation of bus rapid 

transit service on the I-405 corridor.

• Help identify new GTECs along the SR 

167 and I-405 corridors.

• Expand Park and Ride lot capacity.

• Better manage existing Park and Ride lot 

space.

Corridor performance highlights

2005 2007 %Δ

Average Travel Times (minutes)

I-405 Tukwilla-Bellevue (AM) 38 42 +11%

I-405 Bellevue-Tukwilla (PM) 31 34 +10%

SR-167 Auburn-Renton (AM) 17 18 +6%

SR-167 Renton-Auburn (PM) 18 19 +6%

Delay*                                        I-405 13,108 14,421 +10%

                                                SR 167 2,660 2,916 +10%

Before and After Case Study: SR-167 HOT lanes users save 

10 minutes in travel times on average compared to commut-

ers using GP lanes during the peak period (pp. 45-47).

*Daily hours of delay (in thousands) relative to posted speeds. For more information on the I-405 congestion relief project please see p. 112.
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Measuring Delay and Congestion:

Annual Update

Summary of WSDOT’s congestion performance measures

WSDOT’s congestion measurement principles

Use real-time measurements (rather than computer models) • 

whenever and wherever possible.

Use maximum throughput as the basis for congestion measures.• 

Measure congestion due to incidents (non-recurrent) as distinct • 

from congestion due to inadequate capacity (recurrent).

Show how reducing non-recurrent congestion from incidents will • 

improve the travel time reliability.

Demonstrate both long-term trends and short-to-intermediate-term results.• 

Communicate about possible congestion fi xes using an “apples-• 

to-apples” comparison with the current situation (for example, if 

the trip takes 20 minutes today, how many minutes less will it be if 

WSDOT improves the interchange?

Use “Plain-English” to describe measurements and results. • 

WSDOT collects real-time data for  commute routes in the 
Puget Sound region and two in Spokane. In the central Puget 
Sound, data are collected from over , loop detectors 
embedded in the pavement of the  centerline miles. Using 
this quality controlled data, WSDOT analyzes system perfor-
mance by using a variety of performance measures. In tracking 
and communicating performance results, WSDOT adheres to 
the congestion measurement principles the agency established. 
Th ese principles call for the use of accurate, real-time data rather 
than modeled data in order to better communicate with the 
public, and using language and terminology that is meaningful 
to the public (“Plain English”). 

Measuring speed, travel times, and reliability 
Travel times and reliable travel times are important measures to 
commuters and businesses in Washington State. In addition to 
reporting on the  key Puget Sound commute routes and the two 
Spokane commutes, this year’s congestion annual update looks at 
travel times for the “other ” commutes (of the  tracked Puget 
Sound commutes) and for HOV lanes. Th e metrics used in travel 
time analysis include the average travel time, % reliable travel 
time, the duration of peak period congestion, and the percent 
of weekdays when average travel speeds fell below  mph. Th e 
performance of an individual route is compared to data from 
previous years. 

Real-time travel times for key commutes around Puget Sound, 
Spokane, and Vancouver are available to the public and 
updated every fi ve minutes on the WSDOT web site at http://
www.wsdot.wa.gov/traffi  c/seattle/traveltimes/.

Measuring traffi c volumes and vehicle miles traveled
WSDOT examines two volume metrics for each commute route: 
volume during peak hours and the total daily volume. WSDOT 
continues to analyze factors such as the use of public transportation, 

population change, job growth, and fuel prices as they relate to 
volume and travel time changes. 

Traffi  c volume is a vehicle count at a given roadway location. It 
is measured by a detector in each lane at the location. WSDOT 
has loop detectors spaced at approximately half-mile intervals 
throughout the Puget Sound freeway network.

Vehicle miles traveled (VMT) is a metric WSDOT uses to 
quantify travel along a route. It is simply the vehicle count 
multiplied by a length of roadway. Because traffi  c volumes vary 
along a route, each location’s traffi  c volume is multiplied by the 
representative length of the route, and these values are added 
up to obtain a route’s VMT. WSDOT uses this measure to better 
understand the number of trips taken for certain commute routes, 
as well as total miles traveled on state highways to predict future 
demands and establish needs.

In , the Legislature established per capita VMT as the primary 
measure connecting congestion and greenhouse gas emissions. 

Key congestion performance measures

Measure Defi nition

Average Peak Travel Time The average travel time on a route during the peak travel period.

95% Reliable Travel Time Travel time with 95% certainty (i.e. on-time 19 out of 20 work days).

Maximum Throughput Travel Time Index (MT³I) The ratio of peak commute period travel time compared to maximum throughput speed travel time

Percent of Days When Speeds Fall

Below 35 mph

Percentage of days annually that observed speeds fall below 35 mph (severe congestion) on key 

highway segments.

Vehicle Throughput Measures how many vehicles move through a highway segment in an hour.

Lost Throughput Productivity Percentage of a highway’s lost vehicle throughput due to congestion.

Delay The average total daily hours of delay per mile based on the maximum throughput speed of 51 mph 

measured annually as cumulative (total) delay.

Duration of Congestion The period when speeds fall below 70% of the posted limits (41 mph and less).

HOV Lane Reliability An HOV lane is deemed “reliable” so long as it maintains an average speed of 45 mph for 90% of the peak period.

Person Throughput Measures how many people, on average, move through a highway segment during peak periods.

Before and After Analysis Before and after performance analysis of selected highway congestion relief projects and strategies.
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Maximum throughput and evaluating vehicle 
throughput productivity
WSDOT’s goal is to achieve maximum throughput whenever 
possible. Highways are engineered to move specifi c volumes of 
vehicles based on the number of lanes and other design aspects. 
Many people are surprised to learn that highways do not operate 
at their maximum effi  ciency when vehicles are moving at  
mph (the typical urban highway posted speed limit in Washing-
ton State). Maximum throughput, where the greatest number of 
cars pass through an individual lane every hour, actually occurs 
at roughly between - mph (% and % of posted speeds). 
As congestion increases, speeds decrease and fewer vehicles pass 
through a corridor. Th roughput productivity may decline from 
a maximum of roughly , vehicles per lane per hour travel-
ing at speeds between - mph (% effi  ciency) to as low as 
 vehicles/lane/hr (% effi  ciency) when traveling at speeds less 
than  mph. For a more detailed discussion of why WSDOT uses 
maximum throughput as a basis for measuring congestion see the 
September , , Gray Notebook, p. . 

In the  Congestion Report, WSDOT uses maximum through-
put as a basis of measurement for the following measures:

Lost throughput productivity;• 
Maximum Th roughput Travel Time Index—MT• I (For a 
more detailed discussion of this measure, please see p. );
Duration of Congestion;• 
Delay (both statewide and for individual corridors• ).

Measuring delay
Typically, delay has been calculated based on the diff er-
ence between actual travel times and posted speed travel 
times. WSDOT uses maximum throughput standards as 
the measurement basis, rather than posted speeds, to assess 
relative delay against the highway’s most effi  cient condition. 
WSDOT measures delay on the  key Puget Sound commute 
routes, and produces regional calculations of average delay. 

Measuring HOV lane performance
WSDOT utilizes two measures to evaluate HOV lane perfor-
mance. WSDOT and the Puget Sound Regional Council adopted 
a reliability standard for HOV lanes which states that for % 
of the time, HOV lanes should maintain an average speed of  
mph. Th is is the basis for WSDOT’s HOV reliability measure. 
WSDOT also measures person throughput to gauge the eff ec-
tiveness of HOV lanes in carrying more people compared to 
general purpose lanes. New to this year’s congestion annual 
update, HOV lane travel times are being reported.

Before and after analysis of congestion relief projects
Th e  Nickel and the  Transportation Partnership Account 
funding packages provide over $ billion in funding for  conges-
tion relief projects statewide. To measure the extent to which these 
investments are mitigating congestion, WSDOT is implementing 
before and aft er project studies to analyze impacts on travel times 
and delay. On highway segments without in-pavement loop detec-
tors, data will be collected through the use of automated license 
plate recognition cameras. Where real-time data are unavailable, 
modelled data are used. Before and aft er analysis will be expanded 
to all congestion relief capacity projects in the coming years.

Summary of WSDOT’s congestion performance measures, continued

Measuring Delay and Congestion:

Annual Update

WSDOT congestion measurement speed thresholds*

Posted 
speed

Approx. 60 mph Vehicles are moving through a highway segment at approximately the posted speed. However since there 
are fewer vehicles on the highway, the highway segment is not reaching its maximum productivity under 
these conditions. 

Maximum 
throughput 
speeds

42-51 mph 
(70%-85% of 
posted speed)

Vehicles are moving slower than the posted speed and the number of vehicles moving through the highway 
segment is higher. These speed conditions enable the segment to reach its maximum productivity in terms 
of vehicle volume and throughput.

Duration of 
congestion 
speeds

Under 42 mph 
(less than 70% of 
posted speed)

Average vehicle speeds are below 42 mph (70% of the posted speed). Drivers have less-than-optimal 
spacing between cars, and the number of vehicles that can move through a highway segment is reduced. 
The highway begins to operate less effi ciently because fewer vehicles are moving through a highway 
segment under these conditions than they would at maximum throughput.

Severe 
congestion
speeds

35 mph or below 
(Less than 60% of 
posted speeds)

Speeds and spacing between vehicles continue to decline in a highway segment and highway effi ciency 
operates well below maximum productivity.

*Based on a posted speed limit of 60 MPH.

An Adaptation of the Speed/Volume Curve:
Relating Speed and Volume
I-405 Northbound at 24th NE, 6-11 AM Weekdays in May 2001
Hourly Volume/Lane
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As still more vehicles 
use a highway, all 
traffic slows down and 
capacity decreases.

If too many vehicles use a highway, congestion 
greatly reduces capacity.

When only a few vehicles use a highway, 
they can all travel at the speed limit.

If more vehicles use a 
highway, traffic slows down 
but capacity remains high.

An adaptation of the speed/volume curve:

relating speed and volume
I-405 northbound at 24TH NE, 6-11 AM weekdays in May 2001
Hourly volume/lane
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Th e mission of WSDOT’s Incident Response (IR) program is 
to safely and quickly clear traffi  c incidents on state highways. 
Quick clearance minimizes congestion and dangerous traffi  c 
blockages that can lead to secondary collisions. IR roving units, 
which operate during peak traffi  c periods, also off er a variety 
of free assistance that reduces motorists’ exposure to risk, such 
as providing fuel and jump starts, changing fl at tires, and 
moving blocking vehicles safely off  the roadway. Additionally, 
IR units are trained and equipped to assist Washington State 
Patrol (WSP) troopers at collisions and other traffi  c emergen-
cies. Available for call out  hours a day, seven days a week, IR 
units assist WSP with traffi  c control, mobile communications, 
clean-up, and other incident clearance functions as needed 
during major incidents. 

More information on the IR program can be found at www.
wsdot.wa.gov/Operations/IncidentResponse/.

Statewide average clearance times: 12.6 minutes 

for Quarter 3, 2008, up 6.8% from last quarter

In Quarter  of , the average clearance time for all incidents 
statewide was . minutes, up .% from last quarter’s historic 
low of . minutes, but this is lower than the range of clear-
ance times for the past three years: .-. minutes. Th is 
is especially signifi cant for Quarter , which typically has 
longer clearance times due  to the higher traffi  c demand of the 
summer months. 

Once again, quicker clearance by IR drivers and lower collision 
rates contributed to this lower clearance time. WSDOT believes 
that concerted eff orts to quickly clear incidents are beginning to 
be refl ected in the clearance time numbers. Meanwhile, the rate 
of collisions in the state, including fatal and severe collisions, is 

Incident Response 

Quarterly Update

Statewide Incident Response

dropping, as can be seen in the table on p. . 

Again this quarter, the proportion of statewide over--minute 
incidents that WSDOT responded to in Quarter  of  is 
relatively low. Fewer long-duration incidents in the data results 
in a lower average clearance time, because those incidents are 
not pulling the average up. Over the past two years, over--
minute incidents represented .% to .% of all quarterly 
responses. In Quarter  of , over--minute incidents 
represented only .% of all incidents that WSDOT responded 
to. Th is was up slightly from the .% proportion reported last 
quarter but again lower than the range for the past two years. 

WSDOT responds to 23% fewer fatality collisions 
statewide compared to the same quarter last year
During Quarter  of , WSDOT’s Incident Responders 
attended  fatality collisions statewide. Th is is a % increase 
from last quarter’s historic low of  responses to fatality colli-
sions, but a % drop from the  fatality collision responded 
to in Quarter  of last year. Th is may be attributable to the 
lower number of fatality incidents that appears to be a recent 
statewide trend, or it may indicate that IR assistance was not 
necessary at all fatality incidents. 

Incidents Lasting 

15 to 90 Minutes,

(2,746)

Fatality and Police Activity were less 
than 1% (not shown). There were 
8 Hazardous Materials and 72 Fire 
involved incidents in addition to or 
as a result of above incidents. 
48 incidents involved WSDOT 
property damage, and 98 were 
located in work zones.

Other 5%
Abandoned vehicles 8%
Debris 8%
Injury collisions 11%

Non-injury
collisions

20%

Disabled
vehicles

48%

Incidents Lasting 

90 Minutes and 

Longer (148) 

Data Source: WSDOT Washington Incident Response Tracking System

There were 10 Hazardous Materials 
and 14 Fire involved incidents in 
addition to or as a result of above 
incidents. 20 incidents involved 
WSDOT property damage, and 14 
were located in work zones.

Police activity 2%
Abandoned vehicles 3%
Debris 5%
Other 9%
Disabled vehicles 9%

Fatality 
collisions 

18%

Injury
collisions

30%

Non-injury
collisions

24%

Incidents Lasting 

Less Than 15

Minutes (9,490)

Fatality, Injury and Police Activity 
were less than 1% (not shown). 
There were 16 Fires, 2 Hazardous 
Materials events involved incidents 
in addition to or as a result of above 
incidents. 4 incidents involved 
WSDOT property damage, and 302 
were located in work zones.

Non-Injury collisions 2%
Unable to locate 6%
Other 9%
Debris 11%

Abandoned
vehicles

19%

Disabled
vehicles

53%

IR responses to incidents statewide broken out by 

duration and type of incident
Quarter 3, 2008

Number of responses and overall average 
clearance time
January 2005 - September 2008
Number in thousands, clearance time in minutes
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Data Source: Washington Incident Response Tracking System, WSDOT Traffic Office.

Note: Program-wide data is available since January 2002. Prior to Q3 of 2003, the number of 
responses by IRT are shown. From Q3 2003 to Q2 2007, responses by Registered Tow Truck 
Operators and WSP Cadets have been reported in the total. From Q1 2002 to Q4 2007, Average 
Clearance Time do not include “Unable-to-Locate” (UTL) responses into calculation. Average 
number of responses does include UTLs, because this represents work performed on behalf of 
the Incident Response Program. In Q1 2008, WSDOT’s Incident Response Program moved to a 
new database system and began calculating average clearance time in a different way. This 
accounts for the apparent decrease in the average clearance time value.

0

12.6 
min.

12,383

Time in
minutes

1
Quarter

2005

2 3 4 1
Quarter

2006

2 3 4 1
Quarter

2007
Quarter

2008

2 1 2 33 4

Average 
Clearance
Time

Number of
Responses

New data tracking 
and response time 
definitions 
established (2008)

Number of responses & overall average clearance time
January 2005 - September 2008
Number in thousands, clearance time in minutes



58   |   GNB Edition 31 –  September 30, 2008 Strategic goal: Mobility – Incident Response

Incident Response

Quarterly Update

The Nine Key Congested Corridors

Annualized average duration of over-90-minute 

incidents on 9 key routes drops below new 

target during Quarter 3, 2008 

In Quarter  of , the average duration of the  over--
minute lane-blocking incidents was  minutes. Th is is a drop 
of % from last quarter, and a drop of .% from the same 
quarter last year. Th e annualized average for the three quarters 
of  to date is  minutes, just below the Governor’s target 
of  minutes.

Two extraordinary incidents during Quarter 3, 2008
Th is quarter saw two extraordinary (+ hour) incidents. Th ese 
incidents exert a strong infl uence on the quarterly average so 
WSDOT and WSP generally highlight them to explain why 
they were so time-consuming. Both involved semi diesel leaks 
that resulted in investigations by the Department of Ecology. 
Without these incidents in the data set, the average duration 
for Quarter  of  would have fall from  minutes to  
minutes.
Progress towards GMAP goal of reducing average clearance time for over 90 minute incidents on 
the nine key highway segments
July 2005 - June 2008
Average duration in minutes
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115
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190

Q1 Q2 Q3 Q4Q3 Q4
# of
Incidents 86 67 84 104 109 129 95 89 128 101 106 63 74

2006
Q1 Q2 Q3 Q4

2007
Q1 Q2 Q3

20082005

Data Source: Washington State Patrol and WSDOT Traffic Office.

Old target = 165 minutes
Annualized average = 161 minutes

Original Baseline Data Current Performance PeriodPrevious Performance Period

Current annualized
average = 154 minutes

New average duration 
target = 155 minutes

Duration of blocking incident by type and percentage
Quarter 3, 2005 - Quarter 3, 2008
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 Data Source: WSDOT Traffic Office and WSP.

Number of responses and average
clearance time of fatality collisions
January 2005 - September 2008, clearance time in minutes
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Data Source: Washington Incident Tracking System, WSDOT Traffic Office.

Note: In Q1 2008, WSDOT’s Incident Response Program moved to a new database system and 
began calculating average clearance time in a different way. This accounts for the apparent 
decrease in the average clearance time value.
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time of fatality collisions
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Duration of blocking incident by type and percentage
Quarter 3, 2005 - Quarter 3, 2008

Progress towards GMAP goal or reducing average clearance time for over-90-minute incidents on the nine key 

highway segments
July 2005 - June 2008; Average duration in minutes

Extraordinary (6+ Hour) incidents on the GMAP routes 
Quarter 3, 2008; Duration in minutes
Date Location Duration Brief Description

Aug 1 NB I-5, 

Tumwater

462 min. Three-car injury collision. Fully 

loaded semi involved, spilled 

drywall across two lanes. DOE 

came to scene for 40 gallon diesel 

spill. Semi required two class C 

and one class S tow for removal.

Aug 20 NB I-5, 

41st St.

403 min. Semi went over embankment. DOE 

came to scene for 40-gallon diesel 

spill. Vehicle required class C tow.

Source: WSP and WSDOT Traffi c Offi ce

Extraordinary (6+ Hour) incidents on the GMAP routes
Quarter 3, 2008; Duration in minute
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Incident Response

Quarterly Update

The Nine Key Congested Corridors

Property damage collisions make up 26% of over-90-
minute blocking incidents on the 9 key corridors
Since WSDOT and WSP began tracking over--minute 
blocking collisions on the  key routes,  (.%) of the  
total incidents have been incidents which involved non-injury, 
property-damage-only collisions. 

In order to determine the contributing factors causing these 
incidents to last + minutes, the agencies reviewed the  
property damage collision incidents that occurred between 
September  and August ; these make up .% of the 
 incidents that occurred during that time period. 
Commercial Motor Vehicle (CMV) Involvement – 55%
Th ese collisions had a Commercial Motor Vehicle involved in 
the incidents. Oft en these incidents involved rollovers, damage 
to the trailer or cab, spilled loads, or diesel spills (see below). 
Oft en these vehicles required specialized tow trucks that were 
capable of up righting overturned trailers and hauling away 
these heavy vehicles. WSDOT and WSP began the Major 
Incident Tow program in July  in order to expedite the 
clearance of these common blocking incidents. 
Hazardous Material and Fuel Spills – 20%
In most instances, these events involved a CMV; either diesel 
fuel is leaking from the CMV’s gas tanks, or liquids being 
hauled in the trailers were spilled in the course of a collision. 
When spills occur near waterways, responders take extra 
precautions in order to prevent or limit contamination. If 
the Department of Ecology is called to the scene, extra time 
is spent waiting for their arrival and review of the situation. 
Sometimes, contractors and special equipment are required to 
clean up the spill. 
Pickup/SUV hauling trailers or other items – 13%
Th e events involved passenger vehicles that were hauling items 
lost them or became too damaged to continue hauling them. 
Th ese items included U-Hauls, heavy equipment, trailers, 
campers, and boats. Removal of the oft en-damaged hauled 
item took special accommodations and therefore extra time. 
Almost all of these events took place between April and 
September. 
Alcohol or Drugs – 11%
Property damage incidents involving alcohol or drug use 
required extra time for WSP to conduct investigations and 
make any necessary arrests.

Factors involved with over-90-minute property-
damage collisions on 9 key routes
September 2007 - August 2008
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0%
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cial motor 
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Weather-
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hauling 
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DUI or 
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Hit and 
run

Secondary 
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Other 
contribut-
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Out of 85 incidents from September 2007 - August 2008

Number will not add up to 100% because many incidents involve more than one variable

“Other” includes: DOT property damage; WSP trooper involved in collision; non-DUI/drug 

criminal activity; involved parties fleeing scene on foot; uninjured driver trapped in vehicle; 

leakage of non-hazardous cargo; and construction zone preventing timely arrival of responders.

Vehicle stuck in barrier – 9%
In these incidents, vehicles became wedged in guardrails, 
tangled in cable median barriers, or high-centered on jersey 
barriers, and required extra time for removal. 
Weather-related – 7%
All of these events occurred between December and March. 
In some instances, snow and/or ice caused a property damage 
collision, and responders closed the roadway for de-icing as a 
safety precaution. Also, the weather sometimes hindered the 
response eff ort, making it diffi  cult for responders to arrive at 
the scene or for damaged-but-drivable vehicles to leave it. 
Secondary collision – 6%
Initial incident caused another (secondary) event or collision. 
Th is might be under-reported in the data because incidents are 
not coded for this. It is voluntary information off ered by the 
WSP troopers.
Hit & Run – 5%
In these events, when a vehicle left  the scene, the incident 
became a criminal investigation and this required extra time 
to secure the scene and investigate.
Other Contributing Factors – 22%
“Other” incidents included: DOT property damage, such as 
guardrail, cable median barrier, signs, and bridges, which must 
be fi xed before reopening in order to protect public safety; 
a law-enforcement offi  cer involved in the collision; criminal 
behavior by involved parties or outstanding warrants against 
them; involved parties fl eeing the scene on foot; uninjured 
drivers trapped in vehicles and needing to be cut out; leaking 
cargo that is not hazardous; and barriers in the construction 
zone preventing responders from reaching the scene.
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