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Introduction 
 

Every year, Manitoba Public Insurance is required to file an application to the Public Utilities Board for 

insurance premiums to be charged under the Basic compulsory automobile insurance program in 

Manitoba. During these hearings, the Corporation’s road safety efforts consistently generate significant 

interest from the Board and registered interveners on the basis that successful road safety efforts 

ultimately impact claims, claims costs, and the premiums required to fund the Basic compulsory 

program.  

The Public Utilities Board has recognized that road safety and loss prevention are complex, multi-

faceted issues that involve multiple stakeholders, with challenging and emerging issues that ultimately 

impact both direct insurance and societal costs.  

As such, in its Order 130/17 dated December 4, 2017, the Board directed that a technical conference be 

held in 2019 to address the many issues involved in reviewing road safety and loss prevention efforts in 

Manitoba. The Board expected that addressing road safety and loss prevention matters in this venue 

would invite productive discussion and collaboration, such that significant progress would be 

demonstrated in the 2020 General Rate Application. Specific topics that the Board requested be 

addressed and reviewed through the technical conference included the following: 

 Progress on implementation of MPI’s Loss Prevention Strategy and Framework; 

 Reports on the activities of the External Stakeholder Committee on Loss Prevention and the 

Provincial Road Safety Committee; 

 Progress on MPI’s 2017-2020 Road Safety Operational Plan; 

 Progress on the Provincial Road Safety Plan – Road to Zero; 

 Reports on MPI’s priorities for road safety and loss prevention; 

 Reports on the success of the Drug Impaired Driving Communication Strategy and any other 

efforts undertaken by MPI to address drug-impaired driving; 

 Reports on MPI’s efforts to address speed and distracted driving; 

 Progress on the High School Driver Education Program Redevelopment; 

 An update on MPI’s rural road safety strategy; 

 A discussion/review of the incorporation of social costs of collisions in MPI’s road safety efforts; 

 An effort to obtain feedback from members of the External Stakeholder Committee on Loss 

Prevention on the effectiveness of that committee; and 

 A jurisdictional scan conducted by the Corporation of road safety measures, including wildlife 

collision prevention initiatives. 

 A review of safety considerations for drivers and clients of vehicles-for-hire, safety and training 

standards for vehicle-for-hire drivers, and safety issues relating to persons with disabilities and 

vehicles-for-hire pursuant to Board Order 11/18.  

The technical conference was held on April 4-5, 2019 at the Public Utilities Board offices in Winnipeg. 

The conference was facilitated by Mr. Ward Keith who was contracted directly by the Board for this 

purpose.  
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Mr. Keith was formerly the Vice President of Business Development and Communications, and vice 

president responsible for road safety and loss prevention activities at Manitoba Public Insurance. 

However in this forum, Mr. Keith was retained by the Board as an objective and impartial facilitator with 

primary responsibility to facilitate the discussion between conference participants; and to prepare a 

written report summarizing key discussion topics, current MPI priorities and initiatives, and stakeholder 

input for consideration by the Board during MPI’s 2020 General Rate Application.  
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Conference Participants and Pre-Conference Materials 
 

Conference Participants 
In keeping with the Board’s desire for a comprehensive discussion about the state of road safety in 

Manitoba, invitations were extended to a broad range of road safety stakeholders. A total of twelve 

national and provincial stakeholder organizations ultimately participated in the conference: 

Manitoba Public Insurance Safety Services Manitoba  

Mr. Curtis Wennberg Ms. Judy Murphy 

Ms. Shannon Bunkowsky 

Mr. Clif Eden Cdn. Council of Motor Transport Administrators 

Mr. Adam Cheadle Ms. Alison Fradette 

Ms. Susan Ekdahl  

Mr. Anthony Lokke MADD Canada 

Ms. Tracy Groenewegen Mr. Eric Dumschat 

Mr. Oscar Mwanza 

Mr. Gary Matson Manitoba Association of Chiefs of Police   

Ms. Marnie Kacher Insp. Gord Spado 

 

Consumers Association of Canada (Manitoba) Manitoba Trucking Association 

Ms. Gloria Desorcy Mr. Terry Shaw 

Ms. Katrine Dilay 

                                                                                            Manitoba Infrastructure 

Coalition of Manitoba Motorcycle Groups Mr. Warren Borgford 

Mr. Doug Houghton   

Mr. Ray Oakes City of Winnipeg Transportation and Public Works 

                                                                                            Ms. Rebecca Peterniak 

Bike Winnipeg                                                                  Mr. David Patman 

Mr. Mark Cohoe   

Mr. Charles Feaver 

 

CAA Manitoba 

Ms. Teresa di Felice 

 

Additional conference participants and observers included: 

Mr. Darren Christle Board Secretary Mr. Steve Scarfone MPI Counsel 

Ms. Kathleen Mc Candless Board Counsel Mr. Jeff Crozier  MPI  

Mr. Robert Watchman Board Counsel Mr. Ted Meira  MPI 

Mr. Roger Cathcart Board Advisor Mr. Peter Hope  MPI 

 

An invitation was extended to Mr. Jim Evanchuk representing Active Aging in Manitoba. Unfortunately, 

Mr. Evanchuk was unable to participate due to illness and sent his regrets. 
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Pre-Conference Materials 
Prior to the technical conference, a detailed discussion outline was developed in consultation with MPI. 

The discussion was organized into five broad topics as follows: 

1. The current state of road safety in Manitoba; 

2. The current state of road safety governance; 

3. Review and evolution of MPI road safety priority setting, program development, and program 

evaluation frameworks; 

4. Review of MPI road safety priorities, programs, and initiatives; and 

5. Additional provincial road safety efforts and initiatives 

The discussion outline was circulated in advance to all participants, along with a conference agenda. 

Both documents are included as Appendix 1 and Appendix 2 to this report.    

In addition, the following pre-conference reading materials were circulated to all conference 

participants two weeks prior to the conference: 

 Canada’s Road Safety Strategy 2025 (Appendix 3); 

 Manitoba’s Road Safety Action Plan – Road to Zero (Appendix 4); 

 MPI’s Road Safety Operational Plan 2017-2020 (Appendix 5); 

 MPI’s Priority Setting Framework (Appendix 5); 

 MPI’s Program Development Framework (Appendix 5); and 

 MPI’s Program Evaluation Framework (Appendix 5) 

A link to Canada’s Road Safety Strategy inventory of proven and promising road safety measures was 

also provided: http://roadsafetystrategy.ca/en/road-safety-measures. 

MPI presentation materials for Parts 1-4 of the discussion outline were circulated to all participants one 

week prior to the conference. Presentation material for Part 5 of the discussion outline was received 

from MPI and circulated two days before the conference. All MPI presentation materials are included as 

Appendix 6 to this report.  

Counsel for CAC subsequently circulated a number of additional news articles and road safety 

reports/publications that they intended to reference in CAC questioning and commentary. Links to these 

documents are as follows: 

 Winnipeg Free Press, April 3, 2019, “As fatalities mount, city's road-safety strategy has stalled”, 
online: https://www.winnipegfreepress.com/local/nothing-done-on-road-safety-strategy-
ordered-in-2017-councillors-told-508027062.html  
 

 "Edmonton and Area Traffic Safety Culture Survey: Summary of Key Findings 2014", July 2015, 
online: https://www.edmonton.ca/transportation/24627_OTS_SurveyResults_26062015.pdf 
 

 Traffic Injury Research Foundation (Robyn D Robertson and Charlotte R Pashley), "Road Safety 
Campaigns: What the research tells us": http://tirf.ca/wp-
content/uploads/2017/01/TIRF_Toolkit_Factsheets_RoadSafetyCampaignEffectiveness.pdf 
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 ICBC, "Distracted driving technology pilots for British Columbians", November 28, 2017: 
https://www.icbc.com/about-icbc/newsroom/Pages/2017-Nov28.aspx  
 

 CBC News, October 2, 2018, "Why slamming on the brakes won't stop a new kind of speed 
camera that could end up on Alberta roads": 
https://www.cbc.ca/news/canada/calgary/average-speed-cameras-point-to-point-alberta-
canada-1.4839623 
 

 “Highway 3: Transportation Mitigation for Wildlife and Connectivity”, May 2010: 
https://www.rockies.ca/files/reports/H3%20Final%20Report%200607_June8.pdf 
 

 Traffic Injury Research Foundation, "A New GDL Framework: Planning for the Future": 
http://tirf.ca/projects/new-gdl-framework-planning-future/ 
 

 Victoria Transport Policy Institute (Todd Litman), "A New Traffic Safety Paradigm", 27 November 
2018: http://www.vtpi.org/ntsp.pdf 
 

 Insurance Bureau of Canada, "Telematics": http://www.ibc.ca/sk/auto/buying-auto-
insurance/how-auto-insurance-premiums/telematics 
 

 "ICBC launches telematics pilot for new drivers", 29 November 2018: 
https://www.icbc.com/about-icbc/newsroom/Pages/2018-Nov29.aspx 

During the conference, Bike Winnipeg representatives referenced a number of additional reports on 

pedestrian and cycling safety while offering input and commentary. This information was not provided 

in advance of the conference; but was subsequently distributed by Bike Winnipeg representatives 

following the conference. The Bike Winnipeg reference materials are summarized in Appendix 7 to this 

report.  
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The Current State of Road Safety in Manitoba 
 

Part one of the conference focused on the current state of road safety in Manitoba through a review of 

collision statistics and crash trends on Manitoba roadways. MPI provided a ten-year history of traffic 

collisions from its traffic collision statistics database from 2008 to 2017 as well as a summary of collision 

claims for the same ten-year period; and spoke to the differences in data definitions between traffic 

collisions and collision claims.   

  

Total Collisions 
Traffic collisions are those that occur on public roadways in Manitoba with combined damages of $2,000 

or higher. In the case of fatal and serious injury collisions, reportable collisions include only fatalities that 

occur within 30 days of the collision date and serious injuries requiring victim hospitalization. Traffic 

collision statistics have historically been used by MPI for public reporting. Because the reporting 

definitions are applied consistently across Canada, Manitoba collision statistics can also be compared 

and contrasted to other Canadian jurisdictions.   

Analysis of reportable traffic collisions indicates a significant increase in traffic collisions (91.4%) from 

2008 to 2017. However based on MPI analysis, the significant growth in traffic collisions does not 

necessarily mean that total collisions have increased to this extent over the reporting period. Rather, the 

increase in reportable collisions is attributed primarily to two factors: 

1. While the combined damage reporting threshold for traffic collisions has remained 

unchanged at $2,000 since 2011, the average cost of collisions has steadily increased, 

resulting in more collision claims meeting the traffic collision reporting threshold.  

 

2. In 2011, MPI made a change to its claims reporting procedures and now collects traffic 

collision data for all qualifying claims reported. Prior to 2011, traffic collision statistics 

were based on police-reported collisions only. As a result, property damage-only claims 

and minor injury claims were consistently under-reported.  

To support this perspective, MPI pointed to its review of total collision claims reported to MPI over the 

same period which indicates that reported collision claims have remained relatively flat over the same 

ten-year reporting period from 2008 to 2017. Collision claims include collisions involving Manitoba-

registered vehicles operated outside of Manitoba, as well as collisions occurring in parking lots, on 

private roads and driveways, and in First Nations communities off the provincial trunk highway system.  

Stakeholder Input 
CAC questioned when 2018 collision data would be available for review. MPI reported that 2018 traffic 

collision data has not yet been finalized but is expected to be available by the fall of 2019, and can 

therefore be reported on during the 2020 GRA hearings. CAC also questioned the extent to which the 

reported increase in average cost per claim can be attributed to advances in vehicle technologies. MPI 

confirmed new vehicle design and construction, in addition to advances in vehicle technologies are two 

factors contributing to the growth in average claims costs.  
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Fatality and Injury Collisions 
MPI’s examination of fatal collisions and road deaths over the ten-year period from 2008 to 2017 

indicates that while there is variability in the total number of fatal crashes and fatalities from year-to-

year primarily based on Manitoba’s small population size, fatal crashes are on a long-term downward 

trend in Manitoba, having trended down by 3% over the ten-year reporting period. Manitoba’s fatal 

crash rate per 10,000 registered vehicles was 1.5% below the Canadian average in 2017. Similarly, the 

traffic fatality rate (road deaths) in Manitoba over the same ten-year period is trending down, from 7.6 

deaths per 100,000 population in 2008 to 5.4 deaths per 100,000 population in 2017. Unlike the fatal 

crash rate however, the fatality rate in Manitoba was slightly higher than the Canadian average of 5.0 

deaths per 100,000 population in 2017.  

In contrast to downward trending in fatal collisions and road deaths, collisions involving injury have 

trended upward by 3% from 2012 to 2017, following a period of steady declines in the preceding five 

years from 2007 to 2011. MPI attributes this trend primarily to the change in traffic collision reporting in 

2011 when MPI began supplementing police-reported collision data with its own collision claims 

reporting data. Prior to that point minor injury claims – as with property damage-only collisions – were 

historically under-reported to police.  

With respect to serious injury collisions more specifically, MPI data indicates the rate of serious injuries 

per 100,000 population has trended upward over the ten-year reporting period. These results are less 

affected by the reporting change in 2011. The upward trending is most pronounced since 2014, and is 

contrary to the downward trending reported for Canada overall. In discussion with Board Counsel, MPI 

was unable to offer any specific analysis to explain the upward trending, but noted there can be 

significant variability in serious injuries reported from year-to-year based on the frequency of multi-

vehicle occupant collisions; variability that would not impact long-term trending in larger jurisdictions to 

the same extent. The Board Secretary questioned if there might be a quantitative statistical relationship 

between serious injury trends and growth of active transportation strategies in Manitoba. MPI was 

unable to offer a perspective on whether such a relationship exists.  

Stakeholder Input 
CAC noted the sharp increase in fatalities and injuries reported in 2016. In response, MPI acknowledged 

that 2016 was a terrible year for road safety in Manitoba and had uncovered no specific reasons for the 

spike in casualties for that year beyond what seems to be a fairly reliable five-year cyclical trend. 

However, MPI did note that casualty counts declined back to more historical levels in 2017 and 

preliminary data for 2018 suggests that trending has continued.  

Bike Winnipeg noted that the overall downward trending reported by MPI and other Canadian 

jurisdictions does not hold true for fatal and injury collisions involving vulnerable road users, and 

questioned the extent to which improvements in vehicle design, construction and occupant protection 

are responsible for declines in fatalities and serious injuries involving vehicle occupants, rather than 

being an indication of safer roads overall. MPI acknowledged that improvements in vehicle design and 

construction are contributing to better occupant protection, and therefore fewer casualties for motor 

vehicle occupants, but noted more recent advances being made by vehicle manufacturers such as 

pedestrian detection systems which will offer significant protections to vulnerable road users once these 

technologies become mainstream and are offered as standard equipment in new vehicles.  
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CMMG questioned MPI’s characterization of the serious injury trend line as stable, when in fact there 

has been a 50% increase in serious injuries per 100,000 population since 2014. MPI acknowledged that 

serious injuries have increased since 2014 but cautioned against over-reacting to short-term trending 

changes given the degree of variability expected from year-to-year. It is for this reason that most 

jurisdictions, including Manitoba, prefer to use a ten-year timeframe for measuring statistical trending 

over the long-term. This said, MPI confirmed that it does track unusual spikes in collision statistics from 

year-to-year and monitors for new and emerging road safety concerns, such as the legalization of 

cannabis, which may contribute to long-term trending changes.   

CMMG also questioned whether driver over-dependence on new driver-assist vehicle technologies may 

be contributing to collisions. MPI indicated that current collision data does not support such a 

relationship at this time, but that the overall emergence of driver-assist vehicle technologies is being 

closely monitored because of their significant potential for reductions in collisions caused by human 

error.  

 

The Social Costs of Crashes in Manitoba 
MPI provided an update on the social costs of collisions based on the most recently available data from 

Transport Canada (2016). Unlike direct costs to the auto insurance fund, the social costs of collisions 

consider the broader costs of injury, fatalities and property damage including medical and rehabilitation 

costs, police, hospital and emergency medical services, loss of earning potential and related implications 

to social services agencies, decreased quality of life, decreased output due to permanent or temporary 

incapacitation, legal costs, vehicle damage costs, other property costs, and costs associated with traffic 

delays.  

Based on 2016 data provided by Transport Canada, the average social cost of motor vehicle collisions in 

Manitoba is estimated as follows: 

Fatal collision $8.1 million 

Major injury collision $1.0 million 

Minor injury collision $37,500 

Minimal injury collision $10,000 

Annual estimate of social cost of collisions in MB $2.0 billion 

 

Historically, MPI has relied on direct insurance costs rather than the social costs of collisions in its 

priority setting methodologies. However, through the Provincial Road Safety Committee there is now a 

commitment and obligation to report on the social costs of collisions. As a result, MPI has made a 

change to its priority setting methodology, and will now commit to giving consideration to the social 

costs of collisions  in its annual priority setting process, as well as within the business cases the 

corporation develops to guide specific road safety investments and interventions.  

Stakeholder Input 
CMMG questioned the fact that the social cost of a fatality under this methodology is more than eight 

times that of a major injury, when using direct insurance costs the cost of a major injury claim is typically 

higher. The Board’s Accounting Advisor commented the cost of a fatality likely considers loss of earning 

potential over a victim’s lifetime, with a social discount rate applied to determine net present value.  
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MPI also explained that the cost of a fatality may be conflated based on the methodology used by 

Transport Canada, which considers the total cost of a collision as a fatality, including property damage 

costs and the costs associated to other vehicle occupants who may have sustained injury. Beyond these 

observations, MPI was unable to offer further information given the complexity of the social costing 

methodologies developed and owned by Transport Canada.  

Bike Winnipeg expressed strong support for the adoption and use of social costs by MPI in its priority 

setting and business case development processes, having previously raised concern that basing road 

safety priorities solely on direct costs to the insurance fund results in inadequate weighting of priorities 

for fatal and serious injury claims in favour of collisions involving property damage only. Bike Winnipeg 

also supports the use of social costs as a means to align to the ‘vision zero’ concept espoused by the 

Provincial Road Safety Committee, and anticipates that the use of social costs will significantly alter 

MPI’s processes for priority setting, business case development and resource allocation. Bike Winnipeg 

also suggested that for the Board to monitor the application of social costs for setting MPI spending 

priorities and tracking program effectiveness, the Board should consider adding advisory expertise in 

quantitative social sciences, such as microeconomics, sociology and psychology.  

MPI acknowledged that under the provincial road safety plan, fatal and serious injury collisions are 

extremely important; but cautioned that using the social costs of collisions may not produce a dramatic 

change in how MPI establishes its road safety priorities, given that the human toll associated with 

fatalities and serious injuries is already given significant weighting in MPI’s priority setting methodology. 

Beyond the priority setting process, it is noted that the use of social costs can have an impact on return 

on investment calculations related to future road safety programs and initiatives during MPI’s business 

case development and resource allocation processes.   

CAC questioned whether the methodology developed by Transport Canada for determining the social 

costs of collisions is publicly available. MPI reported during the conference that the methodology was 

publicly available but subsequently determined that the methodology has not been released publicly by 

Transport Canada, nor does Transport Canada have plans to do so.    
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The Current State of Road Safety Governance 
 

Canada’s Road Safety Strategy 2025 
Canada has had a national road safety strategy since 1996 and was one of the first countries in the world 

to develop such a strategy. The most recent strategy (Road Safety Strategy 2025) was announced by the 

Council of Ministers responsible for Transportation and Highway Safety in 2016, and is a ten-year 

strategy aligned to the vision of achieving a target of zero fatalities and serious injuries on Canada’s 

roadways. The current strategy was developed collaboratively with input from members of the Canadian 

Council of Motor Transport Administrators, including the federal government, all provincial and 

territorial governments, and other national road safety stakeholder organizations. 

Road Safety Strategy 2025 was developed by examining best practices from across Canada and 

internationally, with specific attention to the efforts of countries with the most positive road safety 

records, such as Australia, Sweden, and other north European countries. The strategy also adopts a 

holistic, safe systems approach to road safety with success measured by long-term downward trending 

in collisions, fatalities and serious injuries.  

The strategy was also designed to provide flexibility for provinces and territories and is not a prescriptive 

national strategy to be applied identically across jurisdictions. The strategy offers a flexible national 

framework from which provinces and territories can develop and adopt flexible priorities and activities 

designed to address the specific needs related to each jurisdictions.    

Manitoba’s interests in the Canadian Council of Motor Transport Administrators are represented by 

Manitoba Public Insurance and Manitoba Infrastructure. MPI representatives participated actively in 

development of Canada’s current Road Safety Strategy 2025. MPI has also used the national framework 

as a springboard for developing its own road safety strategy and operational plan. MPI relies on the 

expertise offered across jurisdictions through the Canadian Council of Motor Transport Administrators 

to discuss provincial, national and international road safety issues, interventions and programming 

opportunities. The national plan also guides the work of the Provincial Road Safety Committee with 

modifications as necessary to address the Manitoba context. For example, the national strategy address 

three components to the safe systems approach; safe road users, safe vehicles, and safe road 

infrastructure. For the provincial plan, this approach has been expanded to include safe vehicle speeds, 

given the extent to which speed is a major contributing factor in collisions, fatalities and serious injuries 

in Manitoba.  

The three primary guiding principles of Road Safety Strategy 2025 are adoption of a safe systems 

approach to road safety; the adoption of downward trending targets to measure success as opposed to 

setting hard percentage-based reduction targets which can be impacted by many variables on a year-

over-year basis; and development of a comprehensive inventory of proven and promising road safety 

programs and activities that jurisdictions can leverage to address provincial and territory specific road 

safety issues and priorities.   
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The national strategy also addresses six over-arching strategic objectives which are intended to guide 

efforts at a national and provincial/territorial level: 

1. Raising public awareness; 

2. Improved stakeholder cooperation; 

3. Enhanced legislation and enforcement; 

4. Supporting research and evaluation; 

5. Improved infrastructure and vehicle safety; and 

6. Leveraging technology and innovation 

Stakeholder Input 
CCMTA spoke to Canada’s Road Safety Strategy 2025 from a national perspective as the organization 

responsible for development of the current strategy, as well as prior road safety strategies for Canada. 

CCMTA also reported that while Canada has made significant progress in reducing collisions, fatalities 

and serious injuries on Canadian roadways over the last 60 years, CCMTA members feel strongly they 

must remain vigilant in maintaining the downward trending; and encourage additional resources to 

focus on road safety, particularly in light of new areas of potential concern such as the legalization of 

cannabis.  

CMMG voiced support for motorcyclists being included in the definition of vulnerable road users under 

the national strategy, and stressed this has been the position taken by the Canadian Motorcycle 

Federation for some time.  

 

The Provincial Road Safety Committee 
MPI provided an overview and update to the work of the Provincial Road Safety Committee, which is co-

chaired by MPI and Manitoba Infrastructure. The mandate of the committee remains to enhance road 

safety and reduce the number and severity of collisions, fatalities and injuries by ensuring that the 

principles of road safety are integrated into all aspects of transportation policy in Manitoba. The intent 

of the committee is to guide a more strategic and holistic approach to addressing road safety issues in 

Manitoba through stakeholder engagement, cooperation and collaboration.  

In keeping with the holistic, safe systems approach to road safety, the provincial road safety work is led 

by a leadership committee consisting of representatives from MPI, Manitoba Infrastructure, Manitoba 

Justice, Manitoba Health, Seniors and Active Living, and the Manitoba Association of Chiefs of Police. 

The role of the leadership committee is to provide policy direction and establish goals, priorities and 

timelines for execution of road safety initiatives and activities.  

Reporting to the leadership committee is a broader group of road safety stakeholders that make up the 

Technical Oversight Council. The role of the Council is to set strategic direction for focused working 

groups, coordinate the presentation of working group recommendations to government, track initiatives 

and manage implementation plans. Below the Technical Oversight Council are a number of technical 

working groups charged with developing recommended action plans to address key road safety 

priorities. In the first year, working groups were established to address the issues of distracted driving, 

cannabis-impaired driving, active transportation and vulnerable road users, research and data collection, 

speed enforcement, and automated vehicles.  
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Participation on the technical working groups is broad and varied depending on the road safety priorities 

being addressed, and include the following stakeholder organizations: 

 Manitoba Public Insurance; 

 Manitoba Infrastructure; 

 Manitoba Justice; 

 Manitoba Municipal Relations; 

 City of Winnipeg 

 Winnipeg Police Service 

 RCMP 

 CAA Manitoba 

 Bike Winnipeg 

 Coalition of Manitoba Motorcycle Groups 

The provincial road safety plan is intended to be iterative and will evolve over time to address current, 

new and emerging road safety issues and priorities. Foundational to the plan is collaboration and 

cooperation between road safety stakeholders, and the use of evidence-based approaches and state-of-

practice tools to examine new and innovative ways to reduce traffic fatalities and injuries in Manitoba.  

The priorities established under the three-year provincial road safety plan released by the Ministers of 

Infrastructure and Crown Services in the fall of 2017, include the following: 

Safe Vehicles  

 Promote early adoption of automated vehicle technologies; 

 Research emerging technology and autonomous vehicle technology; 

 Address challenges with technology transition; 

 Determine how vehicle telematics may be used to monitor and influence positive driving 

behaviour 

Safe Roads 

 Improve safety for vulnerable road users through smart road design; 

 Align active transportation strategies at the municipal and provincial levels; 

 Build capacity for research and data collection on site specific location solutions; 

 Formalize a systematic approach to incorporating infrastructure improvements that enhance 

safety 

Safe Road Users 

 Evolve and improve the traffic safety culture in Manitoba; 

 Reduce driver distraction on Manitoba roadways; 

 Reduce alcohol and drug impairment on Manitoba roadways; 

 Persuade Manitobans to use occupant restraints properly and consistently; 

 Improve safety of youth on our roads; 

 Target enforcement to deter actions that put people at risk on the road; 

 Embed traffic safety culture into general police operations; 
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 Explore new enforcement methods and technology; 

 Increase access to driver education programs across Manitoba; 

 Improve road safety outcomes for young road users and novice drivers; 

 Enhance education for cyclists and pedestrians to improve safety; 

 Pursue policy and legislation advances the Safe Systems approach and facilitates road safety 

progress; 

 Enhance alignment between provincial and municipal road safety policy; 

 Increase awareness of medically-at-risk drivers of all ages; 

 Pursue expansion of mandatory medical reporting requirements to include a broader range of 

health care practitioners; 

 Raise awareness of risk, assessments, resources, and accommodations for an aging population 

and people with varying driving abilities; 

 Accommodate the needs of medically-at-risk vulnerable road users 

Safe Speeds 

 Examine new speed management strategies to lower risk; 

 Change the culture on speed in Manitoba 

Research and Data Collection 

 Create a central repository of road safety data, accessible to provincial and municipal 

stakeholders and researchers; 

 Collaborate on research projects involving multi-partner funding agreements; 

 Evaluate road safety policies, legislation, programming and interventions to ensure their 

effectiveness is measured, resources are allocated appropriately, and desired outcomes are 

achieved 

MPI reported on a number of activities initiated in response to these priorities involving MPI resources 

and/or actions taken by government and other provincial road safety stakeholders. A listing of these 

initiatives follows: 

Safe Vehicles 

 Autonomous vehicle legislation; 

 Forward collision warning technology pilot with the taxicab industry; 

 Public awareness campaign focused on driver-assist vehicle safety technologies 

Safe Roads 

 City of Winnipeg active transportation network/downtown bike lane system and street 

improvements; 

 Road improvements at the intersection of provincial trunk highways PTH2 and PTH3; 

 South Perimeter highway design study; 

 Safety measures being incorporated during road repair; 

 Greater traffic enforcement presence in the City of Winnipeg; 

 Provincial Highway 59 and north perimeter highway Interchange project; 
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 South Perimeter highway safety plan; 

 Proclamation of the Traffic and Transportation Modernization Act 

Safe Road Users 

 Launch of Traffic Safety Culture public awareness campaign; 

 Cannabis-impaired driving public awareness campaign; 

 New distracted driving legislation; 

 New impaired driving legislation (alcohol and drugs); 

 Medically-at-risk driver public information materials; 

 Mandatory entry level training for commercial truck drivers; 

 Improvements to the high school driver education program; 

 Changes to driver testing standards; 

 Road safety programs for youth; 

 School and traffic safety guidelines 

Safe Speeds 

 Proclamation of the Traffic and Transportation Modernization Act 

MPI also spoke to rate-based measures of success and reporting on progress under the Provincial Road 

Safety Plan – Road to Zero. Specifically, annual trending in fatalities and serious injury collisions over the 

next ten years will be measured. In addition changes in attitudes and behaviours of Manitoba road users 

will be measured to track progress in developing a stronger traffic safety culture. MPI also reported that 

the first progress report of the Provincial Road Safety Committee has been drafted, is under review by 

government, and is expected to be published in the spring of 2019. MPI committed to file the progress 

report with the 2020 general rate application, assuming it is approved for release by that time.  

Stakeholder Input 
Bike Winnipeg raised concern with the front end design of vehicles manufactured in North America in 

that the front bumper is not designed reduce harm to pedestrians and cyclists in the event of a collision. 

This contrasts manufacturing standards in Europe which require the lowering and rounding of front 

bumpers to cause less harm in collisions with vulnerable road users. Bike Winnipeg acknowledged that 

MPI is not accountable for the design and construction of new vehicles in Canada, but suggested MPI 

could show leadership on this issue by educating prospective vehicle owners about this risk, and by 

assessing vehicle premiums based on a vehicle’s likelihood to cause harm.  

Discussion on this point then followed between MPI, the Board’s Accounting Advisor, and CCMTA 

regarding whether the design of a vehicle vis-à-vis likelihood to cause harm is already factored into the 

CLEAR rating model used by MPI to assess vehicle premiums, and whether there is opportunity for the 

CCMTA and/or Transport Canada to advance this issue in its regular discussions with the North American 

vehicle manufacturers and the Global Automakers of Canada.   

Bike Winnipeg also expressed support for the proposed performance measures for progress reporting 

under the provincial road safety plan, but drew attention to MPI’s current measure of success on road 

safety in the Corporation’s 2018 Annual Report which tracks the level of public support for MPI’s road 

safety efforts as the sole success measure.  
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Bike Winnipeg cautioned that continued use of this measure might stand in the way of MPI doing what 

is needed to advance road safety in Manitoba under the Vision Zero approach, given some road safety 

efforts – while evidence-based and best practice – may not be popular with all Manitobans. MPI agreed 

to take this observation under advisement.  

MTA noted that while the national road safety strategy makes specific reference to commercial vehicles 

and commercial vehicle operators as a unique risk group, the provincial road safety plan does not make 

a similar distinction. MPI confirmed the provincial plan does not specifically identify strategies to 

address commercial vehicle safety but noted many of the identified priorities apply universally to all 

vehicle operators, including heavy commercial vehicle operators. MTA pointed out that heavy 

commercial vehicles are regulated under the National Safety Code with their own enforcement regime, 

so there may be unique opportunities for enforcement, oversight, and road safety policy specific to the 

trucking industry that the MTA encourages MPI to explore. This should include a review of current 

exemptions to compliance with the National Safety Code for some sectors of the industry. MTA also 

noted the trucking industry has been promoting the use of advanced driver-assist technologies by their 

members with limited success. Similarly, commercial trucking firms have been using vehicle telematics 

corporately for many years, but the data has not been explored at a systemic level. MTA believes there 

is an opportunity to improve road safety through a very specific look at commercial trucking by 

considering vehicle infrastructure, electronic enforcement programming, electronic screen 

programming, driver training and ongoing driver monitoring through driver profile systems.  

In further discussion with the Board Secretary, MTA reported it does not have an official role within the 

Provincial Road Safety Committee framework. However the MTA acknowledged it has regular 

opportunities to collaborate with both MPI and Manitoba Infrastructure on issues of concern affecting 

heavy commercial vehicles. It is also noted that MTA is a member of MPI’s External Stakeholder 

Committee on Loss Prevention.  

On the issue of driver training specifically, the MTA expressed strong support for the introduction of 

mandatory entry level training for commercial vehicle operators. However, MTA cautioned there are still 

a number of underlying policy considerations and the MTA looks forward to continuing working 

collaboratively with MPI and other stakeholders to finalize these policy details. Examples of still-

unresolved policy considerations include proposed exemptions from commercial driver training for 

certain sectors of the trucking industry. 

MPI undertook to have further discussion with the MTA on these issues over the next six months as part 

of policy and procedure development related to mandatory driver training which will come into effect in 

Manitoba on September 1, 2019. Consideration can also be given to engaging MTA more directly in the 

Provincial Road Safety Committee and working groups related to heavy commercial vehicle safety as 

they are formed.  

Manitoba Infrastructure reported that the department regularly considers ways to improve road safety 

through smart road design. While the referenced initiatives on the north and south perimeters and at 

the intersection of provincial highway two and provincial highway three are examples of infrastructure 

initiatives in which road safety improvements were specifically targeted, there are additional initiatives 

underway in collaboration with various agencies to make the provincial highway system as safe as 

possible.  
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Similarly, the City of Winnipeg spoke in more detail to the City’s Active Transportation Strategy and how 

that strategy has influenced the types of projects constructed in recent years, and will continue to do so 

into the future. With respect to road infrastructure in general, the City reported that their efforts go well 

beyond active transportation initiatives and extend to making road safety improvements in other areas 

of the City as well. The City of Winnipeg is also starting to develop its next ten-year Transportation 

Master Plan and invited input from all stakeholders.  

MACP reported that traffic enforcement in the City of Winnipeg has been expanded as a result of 

restructuring within the Central Traffic Division to create two shifts. As a result, traffic enforcement 

efforts have been extended to 19.5 hours per day. The Winnipeg Police Service has also initiated greater 

collaboration with the Public Works department in Winnipeg to share collision, fatality and serious 

injury data on a more frequent basis. Doing so is expected to assist the City in prioritizing road safety 

improvement initiatives that have the strongest likelihood of reducing collisions. This is particularly 

important given that the City of Winnipeg is not currently represented on the Provincial Road Safety 

Committee at the leadership level.  

MACP also spoke in support of the current level of cooperation and collaboration between stakeholders 

involved in establishing priorities and initiatives under the provincial road safety plan, particularly given 

the divergent interests represented by stakeholders.  

Finally, on the issue of automated speed enforcement, MACP confirmed that current legislation restricts 

the expansion of automated speed enforcement within and outside the City of Winnipeg, but that based 

on public polling conducted on behalf of the Winnipeg Police Service, a majority of Manitobans (70 per 

cent or greater) support the use of automated speed enforcement.  

CCMTA spoke in support of provincial efforts to improve road safety in a planned, coordinated and 

structured manner, and pointed to the fact that very few Canadian jurisdictions have formalized a road 

safety strategy in this manner. Other examples of Manitoba’s leadership in this regard include work on 

developing a stronger traffic safety culture and proactive actions to address the issue of cannabis-

impaired driving. Manitoba was one of the first jurisdictions in Canada to partner with CCMTA in 

developing benchmark data on the prevalence of drug use among drivers through the 2016 roadside 

survey, which assisted in identifying the magnitude of issues potentially associated with cannabis use.  

Safety Services Manitoba spoke to the role it plays in delivering road safety and remedial driver training 

programs on behalf of MPI. On the issue of program success measures, Safety Services has evaluated its 

programs and is satisfied that participants who go through their programs demonstrate attitudinal and 

behavioural changes. However, Safety Services welcomes the opportunity to work more closely with 

MPI on success measures related to their programs and training courses.  

CAC questioned the process for considering the recommendations put forward by technical working 

groups under the Provincial Road Safety Committee structure. MPI spoke to the factors considered by 

the Leadership Committee in determining what recommendations to advance to government for 

consideration, including stakeholder capacity, funding and resource requirements and expected return 

on investment. On further questioning, MPI acknowledged there has been limited feedback to the 

technical working groups to-date on recommendations put forward for consideration, due primarily to 

the fact that feedback from government on these recommendations is still pending.  
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MPI committed to keeping technical working group members informed about which of their 

recommended actions will be pursued or declined, and the reasoning for same.  

CAC also provided comment on use of the current success measure for public support on road safety 

and cautioned against eliminating this success measure completely, because public support for MPI’s 

road safety efforts can be a useful tool in measuring public understanding of road safety issues and the 

need for interventions to address them.  

CAC expressed support for the importance of developing and reporting publicly on success measures 

under the provincial road safety plan as a means to keep Manitobans engaged in the committee and its 

work. CAC also questioned the extent to which Manitobans are being consulted directly on road safety 

issues and priorities, and encouraged the Provincial Road Safety committee to consider ways to directly 

engage Manitobans on the priorities that are important to them.  

Finally, CAC questioned recent media reports that the City of Winnipeg has made no progress in 

developing a road safety strategy since being ordered by City Council to do so in 2017; and raised 

concern with this in light of provincial efforts to advance road safety through the provincial plan. The 

City of Winnipeg clarified that while a formalized road safety strategy for the City of Winnipeg has been 

delayed due to major staffing changes, road safety efforts continue to be pursued in the absence of a 

formalized strategy. As a result, the media reports are somewhat misleading. The City of Winnipeg 

reinforced their commitment to prioritizing road safety in the City of Winnipeg and is currently 

developing a formalized strategy to articulate current and future priorities, many of which are already in 

progress. On further discussion, MPI committed to engaging with the City of Winnipeg and other 

municipalities directly on development of municipal road safety strategies to help ensure alignment to 

key principles, objectives and success measures under the provincial plan.  

 

MPI Strategies, Frameworks and Collaboration Efforts 
Following a detailed review of Canada’s Road Safety Strategy 2025 and a thorough discussion about the 

mandate, structure and status of work being undertaken by the Provincial Road Safety Committee, MPI 

provided an update to its Loss Prevention Strategy (2019) and Road Safety Operational Plan (2017-

2020). These are the frameworks used to guide MPI road safety efforts in accordance with its legislative 

mandate, so by extension, have a narrower focus than the broad strategies being addressed under the 

national and provincial plan.  

An overview of MPI/stakeholder collaboration efforts beyond work conducted by the Provincial Road 

Safety Committee, was also provided.  

2019 Loss Prevention Strategy 
MPI’s Loss Prevention Strategy has continued to evolve since first developed in 2017, and is guided by a 

number of core principles: 

 Strategic focus on driver and road user safety; 

 Alignment between top road safety priorities and MPI investments; 

 Major initiatives pursued if significant progress on fatalities and serious injuries can be made; 

 Focus on proven initiatives that can be deployed or expanded in Manitoba; 

 Desired outcomes are defined and measured on all program initiatives; 
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 Programs not contributing to the Road to Zero objective are retired; 

 Fierce fiscal responsibility and exceptional customer experience must be demonstrated 

For 2019, a number of key road safety initiatives are being continued or expanded. They include: 

 Evolving the Traffic Safety Culture in Manitoba, through the ‘Save the 100’ public awareness 

campaign, and plans to do much more segmentation of audiences on key issues so the most 

appropriate messages can be conveyed using the most appropriate communication channels; 

 

 Redevelopment and launch of the High School Driver Education Program, which will now be 

branded as ‘Driver Z’ to reflect skills for a new generation of future drivers; 

 

 Expansion of the Bicycling Education and Skills Training (BEST) program in schools throughout 

the Seven Oaks School Division; 

 

 Continued efforts to address the auto theft problem in Manitoba – with prior vehicle 

immobilizer investments redirected to public awareness campaigns focused on changing 

behaviour around protection of vehicle keys;  

 

 Efforts to accelerate adoption of driver assistive technologies through public awareness and 

education campaigns; 

 

 Redevelopment of road safety learning resources in elementary and secondary schools; 

 

 Continued support for enhanced enforcement efforts by police, including the pursuit of 

additional automated enforcement options; 

 

 DRIVR-X Virtual Reality Experience has been proven to change attitudes and will be expanded to 

reach new audiences in partnership with Safe Work Manitoba; 

 

 Friends for Life speaker series will be expanded to reach a broader audience with a fuller range 

of narratives to address more road safety issues. Historically, this program has focused on the 

issues of impaired and distracted driving. Future program growth will focus on real-life stories 

and consequences involving speed, road rage and other priority issues; 

 

 The Driver Improvement and Control Program aims to identify problem drivers with early 

interventions intended to change driver attitudes and behaviours. MPI analysis indicates these 

early interventions are having the desired effect of changing driver behaviours, but MPI believes 

these educational offerings can be strengthened 

MPI also spoke to ongoing efforts to address issues related to drugs and driving, with particular focus on 

the dangers of cannabis impairment following legalization of recreational use of cannabis in October of 

last year. In 2019, MPI will conduct a second roadside survey to measure the prevalence of drug and 

alcohol use among Manitoba drivers. The first survey was conducted in 2016 and provided a baseline 

against which the effectiveness of future legislative, awareness, and education efforts can be measured.   
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While cannabis impairment is a major focus area for MPI and other road safety stakeholders in 

Manitoba, impairment by other types of drugs, including prescription and over-counter medications are 

also issues of concern that require continued investigation and vigilance. MPI spoke on this point to a 

new research project that is underway in partnership with the medical community, to examine the 

relationship between opioid use and motor vehicle injury.  

Other new initiatives being pursued by MPI in 2019 include development of supporting policies and 

programs to support mandatory entry level training for commercial drivers, which government has 

announced will come into force on September 1, 2019 for most commercial vehicles uses; and a review 

of Manitoba’s graduated driver licensing program. MPI also recognizes a programming gap for adult 

learners and is developing a new programming strategy to address the particular needs of new 

immigrants and adults in remote and northern communities who may not have had access to training 

through the High School Driver Education Program.  

Finally, in keeping with the commitment to fiscal accountability, MPI has identified four longstanding 

programs that are being retired: 

 Immobilizer Incentive Program; 

 Speed Watch Program; 

 Safety on Wheels Program; 

 Citizens on Patrol Program 

The Immobilizer Incentive Program was terminated in 2018 with regulation changes that repealed the 

requirement for vehicles deemed most-at-risk to being stolen to be equipped with approved after-

market electronic vehicle immobilizers. The other programs, while popular, have demonstrated minimal 

behavioural change or measurable impact on road safety outcomes according to MPI.  

Stakeholder Input 
On questioning from CAC, MPI provided examples of how their programming decisions have been 

influenced by feedback from the External Stakeholder Committee on Loss Prevention. In addition, the 

input of Manitoba consumers is considered – albeit indirectly – in that public perceptions about the 

importance of road safety issues are factored into the annual weighting of road safety priorities.  

 

2017-20 Road Safety Operational Plan 
MPI’s first Road Safety Operational Plan was developed in 2014 and filed with the Board at that time. 

This was a three year plan covering the period from 2014-2017. The Operational Plan was subsequently 

updated in 2017 and was also filed with the Board at that time.  

The intent of the plan is to clearly identify the mandate, roles, responsibilities, and scope of work related 

to MPI road safety efforts within its legislative mandate. The Plan also includes formalized frameworks 

for establishing road safety priorities, program development, and program evaluation. Together, these 

frameworks are intended to ensure MPI resources are appropriately allocated to optimize road safety 

outcomes. Stakeholder engagement is also important recognizing MPI cannot make progress on 

important road safety issues alone, and must engage other partners and stakeholders to achieve a 

multiplier effect in their efforts.  
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The Operational Plan identifies five high-level goals, under which a number of work tasks have been 

identified. The five high-level goals are identified below, and a complete summary of progress on each 

of the identified work tasks is included as Appendix 8 to this report. 

Goal #1: Implement approved initiatives Implement programs, strategies and 
interventions approved through the formal 
program development process (priority setting, 
ideation, business cases and approvals) for the 
current fiscal year 
 

Goal #2: Implement approved research 
(program pilots/data enhancements) 

Implement pilot studies/programs and data 
enhancement initiatives with the aim of reducing 
collisions, fatalities, serious injuries and claims 
costs associated with motor vehicle collisions 
 

Goal #3: Develop strategies for key road safety 
priority issues 

Identify strategies to address key road safety 
issues that drive collisions, fatalities, serious 
injuries, and claims costs. Inform and educate 
Manitobans about these key road safety issues 
with the overall goals of loss prevention and the 
preservation of life. Includes consultation with 
stakeholders 
 

Goal #4: Execute operational plan to develop 
future road safety programs 

Establish priorities; develop ideas for programs, 
tactics or pilot studies; expand on ideas through 
detailed business case development; evaluate 
and interpret results; implement approved 
initiatives 
 

Goal #5: Conduct program evaluation Carry out formal and informal program 
evaluations to measure the effectiveness of road 
safety initiatives against established performance 
indicators and outcomes, as well as establishing 
and implementing measures to assess the 
efficacy of portfolios and programs 
 

 

MPI External Stakeholder Committee on Loss Prevention 
The External Stakeholder Committee on Loss Prevention was established as a forum for MPI to share 

information related to its loss prevention and road safety programs with key road safety partners and 

stakeholders in Manitoba. It was also intended as a forum for stakeholders to provide feedback and 

input into MPI programs, and present their own loss prevention programming ideas for consideration by 

MPI.  

The committee continues to meet quarterly and has done so since its formation, with committee 

membership involving a broad range of stakeholders as follows: 
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Manitoba Infrastructure Safety Services Manitoba 

Manitoba Association of Chiefs of Police Canadian Automobile Association (MB) 

Coalition of Manitoba Motorcycle Groups Bike Winnipeg 

Consumers Association of Canada (MB) Automotive Trades Association 

Manitoba Motor Dealers Association City of Winnipeg 

Manitoba Trucking Association  

 

MPI representatives reported they were pleased with the level of discussion and collaboration during 

committee meetings and cited a number of examples of presentations made by committee members 

and MPI initiatives developed in collaboration with stakeholder partners. However, MPI also 

acknowledged the need to continue to evolve the committee to align its structure, membership and 

processes with stakeholder expectations, and to ensure strategic focus areas for the committee are 

being appropriately pursued. To this end, MPI committed to reviewing and renewing the committee’s 

Terms of Reference to enhance clarity of the committee’s mandate, and to maintain stakeholder 

interest.  

Stakeholder Input 
MTA described the committee as a useful vehicle for MPI to share information on its programs and 

initiatives and encouraged a review of the committee’s Terms of Reference if there is an opportunity to 

do so.  

Bike Winnipeg is appreciative for having opportunities to provide feedback on MPI programs, and bring 

forward agenda item for the committee’s consideration. Bike Winnipeg believes they have important 

perspectives to bring forward on behalf of vulnerable road users, and appreciate the mechanism for 

doing so that this committee offers.  

CAC is pleased to be part of the committee and acknowledged the meetings are a great source of 

information about MPI activities and the perspectives of other stakeholders. CAC also acknowledged 

there are opportunities for stakeholders to bring agenda items forward in addition to receiving 

information on MPI programs and initiatives. However CAC noted committee agendas normally include 

presentations by MPI and observed there can be insufficient time for stakeholder input and dialogue. 

CAC encouraged a more balanced agenda that allows for more stakeholder discussion. CAC also 

encouraged MPI to circulate committee presentation and discussion materials well in advance of 

scheduled committee meetings so stakeholders have sufficient time to review the material and prepare 

for committee discussions.  

CAC also recommended that MPI’s review of the committee Terms of Reference include a survey of 

committee members with specific questions related to meeting format, time allocated to discussion, 

who is responsible for setting committee agendas, how much lead time is required for review of 

meeting materials, and how feedback provided by stakeholders is either reported back to the 

committee or reflected in MPI policy. MPI committed to surveying committee members as suggested, 

and welcomed input from other stakeholders in development of the question set. 

MACP finds significant value in participating in the committee and in particular, appreciates the 

opportunity to hear the perspectives of other road safety stakeholders which helps to inform their 

enforcement priorities.   
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CMMG echoed the comments of other stakeholders and values being able to consider the viewpoints of 

other road safety stakeholders, as well as to share perspectives of CMMG members and the public in 

general. CMMG is also particularly interested in being informed of MPI efforts related to data collection, 

analysis and road safety research.  

 

MPI/MACP Traffic Safety Committee 
To complete discussion on MPI collaboration efforts, MPI provided an update on the work of the 

MPI/MACP Traffic Safety Committee, which includes representation from the Winnipeg Police Service, 

Brandon Police Service, and RCMP. The committee allows for regular and direct collaboration between 

Manitoba’s largest law enforcement agencies and MPI road safety leaders with the primary output of the 

committee being the annual MPI/MACP Joint Awareness and Enforcement Calendar. A copy of the 

2019/20 calendar is included as Appendix 9 to this report. MPI’s position is that behavioural change 

related to road safety is best achieved by closely aligning awareness, education and enforcement efforts 

so the calendar is an important tool in aligning key road safety messages and enforcement activities. MPI-

funded enforcement initiatives are also discussed and evaluated at this committee level, as are plans to 

introduce and manage legislative changes that include a component of law enforcement.  

Stakeholder Input 
MACP acknowledged the importance of this committee, both to align road safety and enforcement 

efforts, and to stay abreast of enforcement initiatives and issues across law enforcement jurisdictions. 

MACP also spoke to the importance of MPI-funded enhanced enforcement activities, indicating that 

resource constraints would not allow for the same level of targeted, issue-specific enforcement initiatives 

in the absence of such funding.   

CAA spoke to experiences in Ontario where a similar law enforcement traffic safety committee exists but 

with a broader range of stakeholders, and questioned if there may be value in extending membership of 

the MPI/MACP Traffic Safety Committee to additional stakeholders who can assist in disseminating 

information about upcoming enforcement initiatives to their constituents in a coordinated and 

collaborative fashion. It was noted that stakeholder involvement in law enforcement planning may be 

achievable through the existing External Stakeholder Committee on Loss Prevention as opposed to 

extending membership to the MPI/MACP Traffic Safety Committee, given the External Stakeholder 

Committee already includes broad representation including Manitoba’s law enforcement agencies 

through the MACP.  
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Review and Evolution of MPI Road Safety Frameworks 
 

To complete discussion about the foundational frameworks used to inform loss prevention efforts by 

MPI and more broadly under the provincial road safety action plan, MPI representatives reviewed the 

priority setting, program development and program evaluation frameworks used to guide road safety 

initiatives and resource allocation. MPI also acknowledged that these frameworks must evolve over time 

to reflect new and emerging road safety issues and interests, and highlighted how each of these 

frameworks has been adjusted since first developed and filed with the Board in 2015.  

 

Priority Setting Framework and Methodology 
The purpose of the corporation’s priority setting process is to identify, in a consistent and measurable 

way, how best to focus limited resources to address the road safety issues that most significantly drive 

fatality, serious injury and collision claims counts and costs within Manitoba.  

The corporation continues to assess its road safety priorities through a weighting process that considers 

the following factors: 

 Victim count; by severity with an emphasis on fatalities and serious injuries (human toll); 

 Public opinion; MPI polls Manitobans regularly on the importance of road safety issues; 

 National/local stakeholder priorities; consideration of the importance of issues, both within 

Manitoba and nationally; 

 Relative cost; the total costs associated with a road safety issue relative to other cost drivers 

Key modifications to the priority setting framework and methodology include a shift use of social costs 

when assessing the scope of road safety issues, rather than considering direct costs to the insurance 

fund only; and a change to the weighting scale to increase the weighting for victim count (human toll) 

and relative (social) cost. Corresponding decreases in weighting have been made for national and local 

stakeholder priorities and public opinion. The latter adjustment to public opinion weighting reflects a 

change in approach for MPI by recognizing that some road safety issues and related interventions may 

not always be popular with the general public, despite proven effectiveness when pursued in other 

jurisdictions. On questioning from the Board’s Accounting Advisor, MPI confirmed the historic and 

current weightings used for priority setting purposes have been judgmentally applied and are not 

grounded in any sort of statistical mathematical formulae.  

The current weighting scale is now as follows: 

Weighting Factor Weighting 

Victim Count (human toll) 40% 

Relative (social) cost 30% 

National and local stakeholder priorities 25% 

Public opinion and support 5% 
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Program Development Framework 
MPI’s program development framework follows a logic model that considers the following factors: 

 Road safety issues to be addressed 

 Basis for prioritization of road safety issues 

 Inputs 

 Outputs 

 Short, medium and long-term outcomes 

Underlying the overall logic model is consideration of external variables and the importance of 

evaluation and monitoring with a focus on data collection, analysis, interpretation, and future action.  

MPI also follows an annual road safety program development cycle that includes issue identification, 

issue analysis, solution ideation and business case development, program implementation, monitoring 

and evaluation, and decision making (maintain, modify or stop). On questioning from stakeholders, MPI 

confirmed there are opportunities for external stakeholder consultation and input throughout the 

program development process. In practical terms, these consultations are conducted through the 

External Stakeholder Committee on Loss Prevention, or directly with stakeholders if specific issues and 

programs so warrant. Consideration is also given to priorities established by the Canadian Council of 

Motor Transport Administrators and a review of proven and promising programs and initiatives 

identified in the inventory of successful programs under Canada’s Road Safety Strategy 2025.  

While the program development cycle is an annual cycle, actual program development and 

implementation may occur over a number of years depending on the scope of the initiative. An example 

of this is the multi-year redevelopment of the High School Driver Education Program.  

The underlying logic model and program development cycle have not changed with exception of a 

heavier focus on business case development as a critical component to all major program development. 

Both methodologies continue to be leveraged by MPI as originally developed. 

 

Program Evaluation Framework 
MPI has formalized a Program Evaluation Framework which is used to determine the extent to which 

road safety initiatives are effective, and to identify opportunities for improvement. Initiatives are 

evaluated at both the program and portfolio level to measure the effectiveness and overall cost/benefit 

of road safety expenditures. One full review of an issue is conducted at the portfolio level annually. 

Large public awareness campaigns and pilot research initiatives are also evaluated on an ongoing basis.  

Programs and portfolios are evaluated using SMART objectives and performance indicators that are 

identified as part of program design and development. Doing so allows for collection of data necessary 

to analyze the extent to which performance measures have been achieved. MPI also reported using 

stakeholder feedback and observing best practices in road safety when evaluating programs. Given the 

difficulty that exists in establishing direct correlations between road safety programs and reductions in 

collisions, fatalities and serious injuries, MPI uses a variety of evaluation methods, including: 
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 Experimental or quasi-experimental designs (e.g. use of comparison groups); 

 Multiple indicators and data sources (e.g. triangulation); 

 Mixed methods (e.g. quantitative and qualitative outcomes) 

Recent program evaluation activities have focused on a comprehensive review of the ‘speed’ portfolio; 

outcome evaluation of the Bicycle Education and Skills Training in Schools (BEST) program; and 

benchmarking Traffic Safety Culture indicators for future programming evaluation. These evaluations 

were each subsequently used to inform future programming decisions. In the case of speed, the Speed 

Watch program has been retired due to minimal long-term behavioural change. Conversely, evaluation 

of the BEST program revealed positive outcomes that have led to continuation and expansion of that 

program in the coming year.  

Upcoming program evaluations being undertaken by MPI in 2019 include: 

 Comprehensive review of the Occupant Restraint portfolio; 

 Data collection and analysis in support of the Driver Z pilot launch in the spring of 2019; 

 Outcome evaluation of the Forward Collision Warning System Pilot with the Winnipeg taxicab 

industry 

Major program and portfolio evaluations have been filed with the Board in the past and MPI will 

continue to do so. On further questioning, MPI indicated it has not regularly shared program evaluations 

with the External Stakeholder Committee on Loss Prevention, but is prepared to start doing so.   

Stakeholder Input 
Bike Winnipeg welcomed the change in relative weighting to address human toll in the priority setting 

process (now assigned a 40% weighting), but observed that under a true Vision Zero approach, 100% of 

priority setting decisions would be based on human casualties (fatalities and serious injuries). MPI 

acknowledged this point but noted that social costs are now considered when assigning weighting for 

relative cost, which along with the increased weighting for human toll, results in a greater focus on road 

safety issues that produce the highest casualty counts.  

Bike Winnipeg also identified difficulties in evaluating the effectiveness of public awareness campaigns 

in actually influencing road user behaviour (versus campaign recall and key messaging). MPI 

acknowledged the challenge in correlating public awareness campaigns directly to changes in road user 

behaviour, but pointed to large scale Meta analyses that have shown a general correlation between 

road safety campaigns and an estimated reduction of nine per cent in collision counts. These Meta 

analyses also demonstrate a stronger correlation when public awareness campaigns are paired with 

traffic enforcement.  

Bike Winnipeg also observed that priority setting, program development and program evaluation are all 

conducted within a closed internal system at MPI and questioned whether there may be some 

unintended biases influencing program evaluation outcomes. MPI acknowledged the observation but 

pointed to fact that the program evaluation function at MPI is separate and apart from road safety 

program development. In additional MPI program evaluators are bound by principles of ethical conduct 

as members in good standing of the Canadian Evaluation Society. MPI also pointed to the fact that 

internal evaluations have led to a number of longstanding programs being retired in 2019 because of 

insufficient evidence of the programs producing desired attitudinal or behavioural change.  

June 20, 2019 2020 GENERAL RATE APPLICATION 
Part VII – LP Attachment A

Page 30 of 69



 

31 | P a g e  
 

Additional programs have been identified as questionable and are being closely monitored As such, MPI 

rejected any concerns with respect to program evaluations being biased, notwithstanding the lack of 

independent, external oversight of the program evaluation function.  

CAA questioned why the weighting for public opinion and support would be reduced in the priority 

setting methodology, when more focus is being placed on developing a stronger traffic safety culture. 

Arguably, increases in public support for road safety programming could be used as a positive measure 

of traffic safety culture. MPI clarified that public support in context of the priority setting process relates 

to specific factors that contribute to collisions, fatalities and serious injuries, not as a measure of 

changes to traffic safety culture specifically. Other benchmarking indicators have been developed for 

this purpose.  

CAC welcomed the formalization of consultations with stakeholders in the program development cycle 

but questioned if there are opportunities for input from road users directly. MPI confirmed that public 

polling is used to identify the road safety issues most relevant to Manitobans. In addition new public 

awareness campaigns are tested through public focus groups to measure the extent to which road 

safety messaging resonates with target audiences. Beyond these efforts, MPI will continue to rely on the 

input of stakeholder associations who are in the best position to represent their constituents at the 

grassroots community level.  
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Review of MPI Road Safety Priorities, Programs and Initiatives 
 

Traffic Safety Culture 
In 2018, MPI launched a new initiative to change the traffic safety culture in Manitoba. The initiative is 

intended to challenge and change societal acceptability of motor vehicle collisions, fatalities and serious 

injuries on Manitoba roadways as being a necessary consequence of our mobility. Research of 

jurisdictions with progressive and successful road safety records suggests that in order to effect lasting 

behavioural change in road user behaviour, steps must be taken to shift people from ‘passive observers’ 

to ‘active participants’. Doing so recognizes that all road users play a role in keeping roadways safe and 

must take personal responsibility for their actions and the consequences of those actions. The ultimate 

objective of the initiative is to rally citizens, business and government towards a common goal of zero 

traffic fatalities annually, and the actions that must be taken by all road users to achieve this outcome. 

This effort aligns directly with the Provincial Road Safety Action Plan and Canada’s Road Safety Strategy 

2025.  

The first phase of this initiative was the ‘Save the 100’ public awareness campaign. Launched in 2018, 

this three-phase campaign is intended to raise public awareness about number of traffic fatalities that 

occur on Manitoba roadways annually; personalize these traffic fatality statistic; and make a call to 

action in terms of specific behaviours Manitobans can take to address the key road safety issues that are 

contributing to fatalities annually.   

Early data from a recent evaluation of the ‘Save the 100’ campaign demonstrates positive results in 

terms of campaign recall and message delivery, although reported impact on driving behaviour was 

below the MPI norm for public awareness campaigns.  

To achieve lasting change to the traffic safety culture, MPI also discussed how it is changing the way 

they communicate road safety messages through their major programs and public awareness campaigns 

by shifting from an ‘issues’ to an ‘audience’ based approach. Doing so is anticipated to maximize reach 

and improve the likelihood that road safety messages will resonate with their desired audiences; 

thereby promoting the behaviour change required to move the needle on road safety outcomes. As an 

example, MPI’s historic approach to developing large-scale public awareness campaigns was to develop 

a single message and deliver to all audiences through traditional mass media channels. In future, road 

safety campaigns will target people differently and a range of creative approaches will be used to 

convey different messages to relevant audiences through the most appropriate traditional and social 

media channels to reach those audiences.  

MPI has designed a new evaluation research instrument to measure progress in changing the traffic 

safety culture. Initial benchmarking was established prior to launch of the ‘Save the 100’ campaign, and 

annual measurements will be taken to determine progress on key traffic safety culture indicators; not 

just in terms of self-reported behaviours by road users, but in tracking correlating changes in human toll 

statistics as well. The evaluation tool is benchmarked almost precisely to the methodology used in the 

city of Edmonton, which has been very proactive in attempts to change the traffic safety culture in that 

city.  
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Stakeholder Input 
CMMG noted that while early results from the ‘Save the 100’ campaign are positive in terms of message 

recall and likeability, the percentage of people who reported the campaign would impact their 

behaviour was lower than the MPI norm. MPI responded that it did not expect high scores on impact to 

behaviour yet as the first run of the campaign was intended to set a new tone for MPI road safety 

messaging and did not address specific road safety issues in an overt way. Future elements of the 

campaign will focus much more directly on the personal actions Manitobans can take to contribute to a 

stronger traffic safety culture, and higher behaviour impact scores are anticipated in those campaign 

iterations.  

CAC expressed support for the initiative; MPI’s plan to leverage the evaluation methodology and 

benchmarking measures already adopted by the city of Edmonton; and MPI’s plan to tailor road safety 

messaging to unique audiences and road user groups (vehicle drivers as well as vulnerable road users). 

However, CAC questioned if MPI would do more to expand the delivery of road safety messaging 

through social media and other online platforms. MPI confirmed their intention to use available 

marketing technologies to customize how they deliver their messages to specific audiences and 

provided examples of how this will be achieved in future.  

CAC questioned if there would be new programs or initiatives developed in follow up to the ‘Save the 

100’ campaign. MPI confirmed plans to launch new public awareness campaigns under the ‘Save the 

100’ rebrand, including new campaigns on aggressive driving and cannabis-impaired driving; but noted 

that reference back to the ‘Save the 100’ tagline will be more subtle, and messages will be more 

distinctly tailored to specific road user groups and audiences.   

CAC also questioned whether MPI had done analysis to measure the effectiveness of public awareness 

campaigns beyond polling to measure message recall, likeability and self-reported impact on driving 

behaviour; pointing to work done by the Traffic Injury Research Foundation on the effectiveness of road 

safety advertising campaigns. MPI confirmed that it leverages the work of TIRF but has not conducted 

any analysis to examine the effectiveness of public awareness campaigns beyond the measures already 

being tracked. This is primarily because public awareness campaigns are typically combined with other 

education and enforcement actions, making it difficult to isolate the impacts of advertising campaigns 

versus other concurrent and complementary programs.  

Bike Winnipeg noted the weaknesses inherent in measuring self-reported changes to driving behaviour, 

as well as the challenges in measuring specific correlations between MPI campaigns and reductions in 

human toll because of the small crash statistics overall; and questioned if MPI would consider other 

means to measure changes to on-road behaviour such as camera technologies or observational surveys. 

In response, MPI spoke to current observational surveys done to track seat belt and cell phone use, and 

current use of discreet speed monitoring technologies to measure changes in driver speeds in response 

to specific wildlife and intersection treatments. MPI also generally acknowledged the usefulness of such 

data but cautioned that some driver behaviours such as cell phone use while driving may be under-

reported through observational surveys or other surveillance because they capture driver behaviour 

only at the time of observation. In these cases, measuring self-reported driver behaviour is likely a 

better indicator of the actual prevalence of the activity.  
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CCMTA spoke in support of efforts by Manitoba and MPI to change the traffic safety culture and is not 

aware of any other jurisdictional efforts in this regard that are as holistic and comprehensive. CCMTA 

also stressed the importance of measuring behavioural change over an extended period of time and 

cautioned against drawing conclusions on the effectiveness or ineffectiveness of public awareness 

campaigns prematurely. Changing the traffic safety culture can literally take a generation or more so 

continuation of proven or promising programs is important even if early measures fail to demonstrate 

immediate desired outcomes.     

MTA expressed support for public awareness campaigns but stressed the importance of sharing 

industry-specific crash data as it relates to heavy commercial vehicles so industry employers can initiate 

concurrent culture change efforts within their own companies. MTA pointed to the importance of 

carrier profile data, both in terms of assisting in an employers’ internal loss prevention efforts, and in 

their recruitment and training of drivers with existing industry experience.  

CAA spoke in support of the ‘Save the 100’ campaign and efforts to change the traffic safety culture in 

Manitoba more broadly and noted that the CAA national office conducts national traffic safety culture 

surveys of its members that may be useful to MPI and CAA is prepared to share them. CAA also noted 

that efforts are underway in Ontario through the Ministry of Transportation to change and measure 

driver behaviour, but these efforts are not as specific and coordinated as the initiative in Manitoba.  

MADD Canada was unable to offer comment on broad efforts to change the traffic safety culture in 

Manitoba but noted that on the issue of impaired driving specifically, Manitoba and Saskatchewan are 

leaders in advancing legislative changes to strengthen impaired driving countermeasures, both as they 

relate to alcohol and drug-related driver impairment.  

 

Distracted Driving 
Although distracted driving is most commonly associated to the use of hand-held or hands-free cellular 

communication devices, including texting and driving, the complete definition of distracted driving 

includes any type of distraction inside or outside of a vehicle that diverts a driver’s attention away from 

the task of driving.  

MPI reported that distracted driving is now the leading cause of fatal and serious injury collisions in 

Manitoba. From 2015 to 2017, distracted driving was determined to be a contributing factor in 34.0 per 

cent of fatalities and serious injuries on average, more than doubling speed as the next most prominent 

contributing factor in serious collisions. 

Distracted Driving Speed Lost control/drive 
off road 

Failure to yield 
right of way 

 

Impaired driving 

 
34.0% 

 
16.4% 

 
12.7% 

 
11.9% 

 
10.3% 

 

 

Additionally, MPI data shows that distracted driving crashes have trended upward at an alarming rate 

over the ten-year period from 2008 to 2017, measured per 10,000 licenced drivers.  
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The rate of fatal and serious injury collisions involving distracted driving has more than doubled over this 

ten-year period, while the rate of distracted driving collisions overall has increased by more than 300 

per cent from 2012 to 2017.  

These statistics, while alarming, are not unique to Manitoba based on MPI analysis of data from other 

jurisdictions, including results of naturalistic driving studies in the US which indicated video-observed 

drivers were distracted for as much as 52 per cent of the time while driving.  

To address this growing road safety concern, MPI is pursing four current initiatives.  

 The DRIVR-X Virtual Reality Experience features one scenario that addresses the issue of 

distracted driving (smartphone use) specifically. Manitobans who take the virtual reality 

experience are asked to complete a survey after participation. Based on more than 1,200 

surveys completed to June 2018, 81 per cent of participants in the distracted driving scenario 

agreed the experience convinced them not to text and drive.  

 

 New legislation was enacted in November 2018 that introduces new penalties for drivers 

convicted of using hand-held devices while driving. These new penalties include roadside 

suspensions that MPI supports as administrator of The Drivers and Vehicles Act.  

 

 The ‘Save the 100’ campaign launched in 2018 includes two specific references to distracted 

driving (use of hand-held devices while driving). 

 

 MPI continues to fund enhanced enforcement of distracted driving law with specific attention to 

use of hand-held electronic communication devices while driving. MPI reiterated that focused 

enhanced enforcement, coupled with education and awareness is a recognized best practice 

that helps sustain the perceived risk of apprehension for drivers who use hand-held devices 

while driving. From 2012 to 2017, approximately 40-45 per cent of Manitobans have 

consistently reported the likelihood of being stopped by police for using a hand-held device 

while driving. Over this same period, MPI funding for enhanced enforcement has tripled with 

more than $300,000 invested in enhanced enforcement efforts in 2017.  

 

MPI statistics also show a direct correlation between funding levels and the number of offence 

notices issued, although on questioning from the Board’s Accounting Advisor MPI reported that 

revenue generation through offence notices issued is not a factor considered in determining 

how much funding is provided and how that funding is allocated between police agencies. In 

2017/18, Manitoba’s police agencies logged 3,658 dedicated enforcement hours during MPI-

funded enforcement campaigns, covering nearly 500 separate enforcement locations with 4,270 

total offence notices issued. Approximately 50 per cent of all offence notices issued for use of 

hand-held electronic devices while driving are issues during MPI-funded enforcement campaigns 

annually.  
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In terms of new initiatives, MPI has entered into a partnership with Safe Work Manitoba to develop 

employer-led policies and education for those who drive as part of their work, with a particular 

emphasis on distracted driving. The DRIVR-X Virtual Reality Experience will also be expanded to include 

specific ‘drive for work’ scenarios, including the hazards of distracted driving.  

Stakeholder Input 
CAC questioned if there has been any noticeable change in driver behaviour since tougher legislative 

sanctions were introduced in November 2018. MPI advised it is premature to evaluate changes to driver 

behaviour as a result of the new legislative penalties.  

CAC noted the correlation between enhanced enforcement funding and the number of offence notices 

issued and questioned if increasing the perceived risk of apprehension should result in fewer, rather 

than more offence notices issued. MPI acknowledged that the ultimate goal of enhanced enforcement 

funding would be to see fewer offence notices issued because this would reflect a true change in driver 

behaviour. The fact that such an inverse relationship has not yet materialized demonstrates more work 

is required to address the problem and change the culture among Manitoba drivers.  

CAC also noted that the performance measures related to the DRIVR-X Virtual Reality Experience 

capture the extent to which the experience will change driver behaviour on a self-reported basis, and 

questioned if MPI has conducted evaluation to determine actual changes to driving behaviour for 

participants who take the virtual reality experience. MPI reported no such evaluations of this nature 

have been undertaken to-date, primarily because DRIVR-X participants are unidentified which makes it 

impossible to track subsequent driving experience.  

MTA endorses the legislation, fines and other penalties that deter distracted driving but noted these are 

reactionary tools and questioned if MPI has investigated technologies that could proactively address the 

issue. MPI confirmed it has examined various text and call blocking applications but notes these are 

functions that must be manually activated by smartphone users, so are not effective in altering 

behaviour of smartphone owners choose to continue receiving texts and phone calls while driving. There 

is some movement by smartphone manufacturers to activate these blocking applications by default but 

it remains possible to disable the functions. As a result, MPI does not endorse any specific text or call 

blocking applications at this time but would consider doing so if smartphone manufacturers were to 

introduce call and text blocking applications that cannot be disabled by smartphone owners.  

MTA also expressed interest in partnering with MPI and Safe Work Manitoba on new strategies to 

address distracted driving issues, specifically within the heavy commercial vehicle industry, as the MTA 

already administers industry-based safety programs on behalf of Safe Work Manitoba.  

Bike Winnipeg questioned if national associations would consider lobbying smartphone and vehicle 

manufacturers to implement call and text blocking technology that cannot be disabled, or is at least 

activated by default. Bike Winnipeg also followed up on MPI’s statement that hands-free use of 

electronic communication devices can be just as distracting as use of hand-held devices, and questioned 

if this position had been shared with government when the legislation prohibiting hand-held devices 

was introduced.  
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MPI responded that notwithstanding the fact that legislation is currently restricted to hand-held devices, 

public perceptions about the safety of hands-free devices are over-estimated and there is still work to 

do in convincing people that this is potentially as dangerous as using hand-held devices.  

In response to Bike Winnipeg’s question about lobbying vehicle manufacturers and smart phone 

providers, CCMTA reported they had an opportunity to participate in a national round table on this issue 

with Canadian vehicle manufacturers, global automakers, and telecommunications service providers in 

2018. Participants noted that regardless of what technologies are designed, users will always require a 

mechanism to disable them. Therefore, the focus should be on addressing the addictive nature of 

smartphone use through communication, education, and behavioural change.   

On questioning from Board Counsel, MACP has done a demographic analysis of offending drivers 

(Winnipeg) and reported the largest ticketed group is from ages 21-25. Drivers under 21 were one of the 

least ticketed aged groups. However MACP cautioned against concluding that distracted driving and is 

no longer an issue for younger drivers and attributes the low offence rate more to the restrictive nature 

of the graduated driver licensing program rather than a true change in young driver beliefs and 

attitudes.  

CAA has done considerable work in the area of distracted driving and acknowledges that driver 

distractions extend beyond use of electronic devices while driving. However, CAA cautions against trying 

to tackle broad and longstanding driver distraction issues when use of mobile devices is becoming 

epidemic and must be aggressively addressed on a priority basis.  

CAA also stressed the importance of continuing to pursue changes to traffic safety culture to address the 

issue of distracted driving because despite pressure from road safety advocates to restrict the use of 

mobile and in-vehicle technology devices while driving, vehicle manufacturers and communication 

technology providers will continue to develop these technologies as long as consumers continue to 

demand them. Therefore, consumer demand must shift and this will only happen if vehicle owners change 

their beliefs and values around use of technologies while driving.  

 

Alcohol and Drug Impaired Driving 
MPI reported that the rate of serious impaired driving collisions in Manitoba has trended downward 

over the last ten years (2008-2017), falling from a rate of 7.2 impaired driving victims killed or seriously 

injured per 100,000 population in 2008, to 3.7 victims per 100,000 population in 2017. MPI attributes 

these declines to the collaborative efforts of multiple stakeholders pursuing legislative improvements, 

police enforcement, sensible policies, education and awareness. However despite this progress, 

impaired driving continues to be a major contributing factor in fatal and serious injury collisions with 

10.3 per cent of all serious collisions linked to impaired driving as a contributing factor. Specific to 

fatalities, impairment by drugs or alcohol is a contributing factor in approximately one third of all fatal 

injury collisions. Over the last decade an average of 26 Manitobans have been killed and another 34 

seriously injured as a result of impaired driving annually.  

One major way that MPI continues to address impaired driving is through funding of enhanced police 

enforcement programs. As with distracted driving enforcement funding, MPI maintains that enhanced 

enforcement combined with education and awareness works effectively to remove impaired drivers 

from the road and increase the perceived risk of apprehension.  
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MPI funding for enhanced enforcement of impaired driving laws has been in place since 1988, but was 

significantly increased to approximately $600,000 in 2011 and has remained roughly at that level 

annually since that time. As with enhanced enforcement funding for distracted driving, there continues 

to be a correlation between increases in funding and increases in the number of offence notices issued. 

Polling of Manitobans also reveals the perceived risk of apprehension has remained fairly stable over 

this period, ranging between 45 and 54 per cent of Manitobans reporting it is likely impaired drivers will 

be stopped by police. MPI also reported that the perceived risk of apprehension increases during 

enhanced enforcement periods when campaigns are highly publicized. There is also a corresponding 

reduction in impaired driving collisions reported during these periods.  

In addition to funding for enhanced police enforcement, MPI delivers the Friends for Life speaker series 

in Manitoba schools. This series involves the presentation of real-life stories about the consequences of 

illegal or otherwise dangerous driving behaviour as told by those who have been personally affected. 

MPI evaluations have demonstrated positive outcomes from this program with students reporting 

lasting impacts that alter thoughts and opinions related to impaired driving.  

MPI also provides funding to support the work of other stakeholders in this area, including: 

 PARTY Program (Prevent Alcohol and Risk-related Trauma in Youth); 

 MADD Canada School Assembly Program; 

 Operation Red Nose Program through Safety Services Manitoba; 

 New Year’s Eve Free Transit Ride Program in Winnipeg and Brandon; 

 Safe-Grad Programs supported by the Manitoba School Boards Association  

In addition to these programs, MPI reported on efforts to address the issue of drug-impaired driving 

more specifically, particularly in light of federal legislation changes in 2018 which legalized the 

recreational use of cannabis in Canada.  

MPI referenced a large body of research which demonstrates drugs – opioids, stimulants, sedatives, and 

cannabis – impair driving ability due to effects on physical coordination, cognitive function, 

concentration, balance, attentiveness, reaction time and hazard perception. Drivers who use cannabis in 

particular are two times more likely to be involved in a crash and up to 2.8 times more likely to be 

involved in a fatal collision based on research cited by MPI. Data cited from the Traffic Injury Research 

Foundation also reveals that cannabis use among fatality injured drivers in Canada increased 

significantly over the period from 2000 through 2015. These statistics demonstrate cannabis use was an 

issue in motor vehicle collisions even before legalization, a conclusion that is supported in Manitoba 

through roadside surveys conducted in 2016 that revealed one in ten Manitoba drivers tested positive 

for the presence of drugs, with 53 per cent of those drivers testing positive for cannabis. More generally, 

2018 Health Canada survey data revealed 21.7 per cent of Manitobans over sixteen years of age 

reported using cannabis for non-medical purposes in the last twelve months. Also concerning is the fact 

that cannabis-related collisions have increased in US states that have already legalized recreational 

cannabis use.  

To address this concern, MPI reported on efforts to educate and raise awareness about the risks and 

consequences of drug use and driving by focusing on four distinct demographics; new teen drivers, 

youth in general, the general public, and medical professionals and their patients.  
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Youth education focuses primarily on correcting misconceptions about the extent to which drugs, 

particularly cannabis, can impair driving ability and is delivered through the DRIVR-X Virtual Reality 

Experience and the High School Driver Education Program. A public awareness campaign targeted to the 

general public was also delivered throughout 2018 in partnership with MADD Canada. A new campaign 

to this demographic will launch again in the spring of 2019.  

Concurrently, MPI has been working with Manitoba’s medical community to ensure physicians are 

informing their patients about how prescription medications, including medical cannabis, can affect 

driving ability.  

Finally, MPI confirmed plans to conduct a second roadside survey to test for the prevalence of drugs 

among Manitoba drivers. The first survey of this nature was conducted in collaboration with CCMTA and 

MADD Canada in 2016 and provided useful pre-cannabis legalization benchmarking data from which the 

effectiveness of future legislative, enforcement, education, and awareness efforts can be measured.  

Stakeholder Input 
CAC noted the funding provided to other stakeholders to deliver programs to deter people from driving 

impaired and questioned if evaluation measurement tools are used to determine what programs receive 

funding and how much funding is provided. MPI responded that small spend programs of this nature are 

measured in terms of outputs rather than doing detailed evaluations to attempt to correlate program 

funding to specific outcomes. This said, MPI did a full-scale review of the impaired driving portfolio three 

years ago and committed to provide that evaluation for stakeholder review in the event it has not 

already been filed with the Board. 

CAC also expressed support for the second roadside alcohol and drug survey and questioned when this 

would be undertaken. MPI confirmed plans to conduct the survey in the fall of 2019 (three years 

following the first survey), with results available for reporting in early 2020.  

Finally, CAC noted ongoing development of tools and techniques to identify and test drug-impaired 

drivers and questioned MPI’s role in these efforts. MPI confirmed they will play a role in educating and 

raising awareness about drug detection technologies as they continue to develop, including support for 

training of law enforcement in the use of these technologies once cleared for practical use.  

MACP questioned if data showing an increase in collision frequency in US states following legalization of 

cannabis could be segmented by age, as the MACP believes the greatest risk of increase in cannabis-

related collisions is with new teen drivers. This is because unlike older drivers, new teen drivers will 

grow up in an environment in which cannabis possession and use will be socially acceptable and readily 

accessible. MPI reported that the data is provided at the vehicle level by the Insurance Institute for 

Highway Safety in the US. As such specific driver age or other demographics are not available.  

CAA offered some additional perspective on data from Colorado as CAA has done considerable work 

with this jurisdiction to understand the impact of cannabis legalization. CAA reported that authorities in 

Colorado are finding the younger demographic less likely to choose cannabis compared to the older 

demographics, which is raising some concern that the younger demographic is migrating to more serious 

illicit drugs of choice. CAA also cautioned on interpreting data from Colorado which shows an increase in 

cannabis use since legalization, pointing to the fact there has been significant population growth in this 

jurisdiction so this and other variables may be impacting usage measures.   
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This points to the need to do better overall in terms of data collection in Canada from all sources; police 

sources, insurance sources, coroner toxicology reports, etc., so the true impact of cannabis legalization 

on road safety can be determined and addressed. MADD Canada also offered their perspective on data 

related to drug-impaired driving and cautioned that the true incidence of drug impaired driving is likely 

to continue to be under-reported because of the cost, time, work effort, and logistical issues associated 

with processing suspected drug-impaired drivers. As such, drivers who are impaired by both drugs and 

alcohol are likely to be processed for alcohol offences with drug impairment going unreported.  

With respect to MPI enhanced enforcement funding, CAA questioned why there would be a correlation 

between the increase in funding for enhanced impaired driving enforcement and an increase in non-

impaired offence notices issued, when such a correlation did not appear to exist for enhanced 

enforcement related to distracted driving.  MPI and MACP clarified that the enforcement resources and 

strategies used for distracted driving are very unique and specific to distracted driving so the 

opportunities for police to observe non-related traffic offences is low. In contrast, impaired driving 

enforcement generally involves roadside check stops through which it is possible for police to observe a 

broader range of traffic offences.  

CAA also expressed support for MPI efforts to educate the medical community on the extent to which 

medications can impair driving ability, citing in particular a lack of training for existing physicians on the 

effects of cannabis use. MPI outreach efforts to Manitoba’s medical community were then discussed in 

further detail.  

MADD Canada acknowledged the importance of MPI’s support in bringing its impaired driving programs 

to Manitoba and spoke to legislation that has now been introduced in Manitoba to bring stronger 

penalties to drivers caught with BAC levels of 0.05 or higher. Manitoba’s legislation is based on similar 

legislation enacted in British Columbia in 2010 and those changes resulted in a significant decrease in 

impaired-related collisions, fatalities, serious injuries and property damage. MADD commented that the 

proposed legislation in Manitoba, while based on the BC model, is actually a stronger legislative model 

than in BC so if enacted as introduced, will make Manitoba the leader across Canada in terms of 

legislative impaired driving countermeasures. This said, MADD stressed the importance of pre and post 

data collection so the effectiveness of these legislation changes can be accurately measured, and 

acknowledged the importance of MPI’s plan to conduct a second roadside drug and alcohol survey in 

the fall of 2019 in this regard.  

With respect to drug-impaired driving, MADD Canada has published a ‘Model Policy’ that examined best 

practices that provinces and territories could adopt to help reduce drug impaired driving. That Policy 

was not presented for consideration during the conference but is attached as Appendix 10 to this report 

for the information of participating stakeholders.   

CCMTA also expressed strong support for MPI efforts to develop benchmark data on the prevalence of 

drug use among drivers and reported that Manitoba results from the 2016 roadside survey will be used 

by CCMTA along with data from other jurisdictions to provide important context for the drug-impaired 

driving problem in Canada both before and following cannabis legalization. CCMTA also reiterated the 

importance of data collection on drug-impaired driving moving forward and cited this as a weakness in 

US states that have already legalized cannabis.  
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CMMG questioned if MPI funding for enhanced enforcement is restricted to the City of Winnipeg or 

offered more broadly to law enforcement agencies in rural communities. In addition, CMMG questioned 

if the public polling about the perceived likelihood of being stopped by police is segregated into rural 

and urban areas as it would be interesting to know if drivers in rural Manitoba have the same 

perceptions as those in urban locations. MPI confirmed that enhanced enforcement funding is provided 

to rural police services but that polling data on the perceived risk of apprehension is not currently 

segregated between urban and rural respondents.  

With respect to drug-impaired driving, CMMG supports MPI efforts to do more to educate Manitobans 

on the potential impairing effects of prescription medication.  

On the matter of cannabis impairment and the new roadside suspension program now in effect in 
Manitoba, CMMG referenced a recent news article about a medical marijuana user in another province 
who was suspended because of her inability to pass a roadside coordination test later determined to be 
related to her underlying medical condition. CMMG questioned what considerations were being made 
for legitimate medical marijuana users in Manitoba in this regard. MACP responded that from a law 
enforcement perspective, impairment from medical marijuana use is no different than impairment from 
recreational marijuana use so the same legislative sanctions apply. MACP also reported that the oral 
fluid screening devices currently being tested in Manitoba are calibrated to detect the presence of 
cannabis at 25 nanograms of THC per ml of saliva. While a saliva reading is different than the blood drug 
concentration reading as specified in the Criminal Code, the legislated blood drug limit is only two 
nanograms of THC per ml of blood, making it unlikely that any cannabis user would be apprehended for 
small or latent traces of cannabis in the body.  
 
CMMG also questioned if the TIRF data on presence of cannabis in fatally injured drivers captured all 

drivers or just at-fault drivers, and whether these drivers tested positive for cannabis only or for 

cannabis and alcohol. This is a significant concern for CMMG members, many of whom are reluctant to 

ride at night because of the potential risk of encountering a drug and/or alcohol impaired driver. MPI 

confirmed the TIRF data captured all fatally injured drivers regardless of fault, and MADD Canada 

reported that based on national data, approximately 15 per cent of fatally injured drivers tested for 

alcohol alone, 30 per cent tested for drugs alone, and 15 per cent tested for both alcohol and drugs. 

Where drugs were present, almost 50 per cent tested positive for cannabis, although the level of 

impairment in these drivers was not known.   

Bike Winnipeg questioned how contributing factors for collisions are determined at time of claims 

reporting and requested information on the specific questions asked of claimants when claims are 

presented, and the coding instructions provided to claims takers. MPI advised it would not be possible 

to provide this data during the conference but will follow up with Bike Winnipeg to respond to this 

request in due course.  

MTA reported that the US has a drug and alcohol testing regime that has all but eliminated impaired 

driving in heavy commercial vehicle users and believes a similar program in Canada should be pursued. 

MTA recognized that MPI cannot develop and implement such a program on its own, but asked MPI join 

the MTA in calling for this and welcomed opportunities to collaborate with MPI or others on strategies 

to implement such an initiative.  
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Speed 
Speed is second only to distracted driving as the most common contributing factor in serious crashes 

involving fatalities and serious injuries in Manitoba. Over the three year period from 2015 to 2017, 16.4 

per cent of fatal and serious injury crashes involved speed as a contributing factor. Equally concerning is 

the fact that the rate of all collisions involving speed as a contributing factor has trended upward 

significantly, having more than doubled over the past decade.  

While the rate of fatality and serious injury collisions has trended downward over the same ten-year 

period, speed continues to contribute to serious collisions at a rate of nearly 1 collision per 10,000 

licensed drivers. MPI also notes that the consequences of speeding are far ranging and can result in 

greater potential for loss of vehicle control, reduced effectiveness of occupant protections, increased 

stopping distance once a driver identifies a danger, and higher collision severity. MPI reported that in 

2017, there were approximately 3,600 collisions involving speed as a contributing factor with an average 

of 18 people killed and another 800 injured.  

As with other major road safety issues, MPI works collaboratively with Manitoba law enforcement 

agencies to address the issue of speeding by funding enhanced enforcement initiatives. More 

specifically, MPI invested more than $260,000 from 2013 to 2017 to fund enhanced speed enforcement 

in school zones in September of each year. Over that period, more than 3,000 speeding offence notices 

and approximately 5,400 other traffic offence notices were issued. MPI data also shows a correlation 

between funding levels and the number of offence notices issued, suggesting driver behaviour has not 

yet been altered as a result of enhanced enforcement funding in school zones.  

In 2017, enhanced enforcement funding was expanded to include funding for speed enforcement on 

rural gravel roads in collaboration with Manitoba’s RCMP. Based on the results of this initiative, MPI 

reported that support for this campaign will be continued.  

Beyond funding for enhanced police enforcement in school zones, MPI also plans to pursue the 

following initiatives to address concerns over speed-related collisions.  

 MPI will launch a new public awareness campaign under the ‘Save the 100’ brand to alter 

Manitoban’s attitudes about the acceptability of driving over the posted speed limit; and to 

address current criticisms over the use of automated speed enforcement technologies by 

Manitoba’s police services as a revenue generator. Public polling reveals that most Manitobans 

believe it is acceptable to travel five kilometres over the posted speed limit, yet research 

indicates that the stopping distance for a vehicle travelling at 65 km/hour is 4.5 metres longer 

than a vehicle travelling at 60 km/hr, after controlling for all other variables.   

 

 MPI will expand its use of speed detection/notification signage in 25-30 locations or 

communities where speeding is an issue. Specific locations will be identified in collaboration 

with local municipalities and police services throughout Manitoba.  

 

 MPI will explore opportunities to support expanded use of automated speed enforcement 

technologies by Manitoba’s police services, both in Winnipeg and in rural Manitoba where 

legislation currently prohibits the use of automated speed detection technologies.  
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 The DRIVR-X Virtual Reality Experience offers one scenario dedicated to speeding as a 

contributing factor and in participant surveys, 76 per cent indicate the experience convinced 

them not to speed.  

 

 The dangers and consequences of speeding are currently addressed in the High School Driver 

Education program and this content has been expanded as part of that program’s 

redevelopment with specific attention to driving to road and weather conditions, and speed 

control in emergency situations. 

Stakeholder Input 
CAC enquired if MPI had done any geo-mapping of speed-related fatalities and injuries and if not, 

whether that sort of analysis could be provided in future. MPI reported that location mapping for speed 

related collisions has not been undertaken to-date, and that doing so would be difficult, particularly in 

rural locations where the precise location of a collision is normally self-reported and not precise. 

Nevertheless MPI agreed to take the suggestion away for consideration to determine if mapping of 

speed-related collisions is possible with current data.  

CAC also questioned if the overall statistics on speed-related collisions could be segmented to identify 

the specific type of speeding situation (i.e. traveling over the limit or driving too fast for road, weather 

or wildlife conditions, etc.), and to identify urban versus rural crashes. MPI confirmed this data 

segmentation is already provided in the annual Traffic Collision Statistics Report.  

On the issue of enhanced enforcement funding in designated school zones, CAC noted the correlation 

between funding and offence notices issued, but questioned if data was available to identify impacts to 

vehicle collisions in school zones. MPI advised this level of detail is not available as current data does not 

specifically track collisions that occur in designated school zones.  

Bike Winnipeg noted that changing attitudes around the acceptability of traveling five kilometres over 

the speed limit is a very ambitious target and cautioned that measuring success will require a 

comprehensive speed technology monitoring program and zero tolerance threshold, as is the case in 

some European countries such as France and Portugal.  

Bike Winnipeg also reiterated comments offered by CAC on the importance of being able to map speed-

related collisions so this data can be provided to provincial and municipal road planners to determine 

the extent to which roadway design may be a contributing factor; and if collisions could be reduced 

through physical roadway infrastructure changes.  

CMMG noted that most speed limits on Manitoba rural highways were established many years ago 

before advances in vehicle technologies and questioned if those limits are appropriately set, particularly 

given the fact that much higher speed limits apply in other countries, including the United States.  

MPI noted in response that in countries with significantly higher speed limits, the roadways are 

engineered specifically to accommodate vehicles at higher speeds so a simple comparison of speed 

limits in Manitoba to other countries is not a valid comparison.  
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MPI also pointed to past experience in British Columbia where highway speed limits were increased in 

response to political pressure and collision frequencies subsequently also increased. MPI also cautioned 

that without addressing attitudes and beliefs around speeding, increasing speed limits would not likely 

address the speeding issue as most drivers would simply increase their normative speeds to maintain 

the perceived acceptable over-the-limit threshold.  

Manitoba Infrastructure also provided some perspective on recent changes to highway speed limits on 

some Manitoba highways, confirming that prior to increasing the speed limit from 100 to 110 km/hr, 

extensive engineering reviews were done to confirm the speed limits could be safely increased. In some 

cases access points were changed and some intersection treatments done to meet criteria 

recommended by the external consultant. At this point however, Manitoba Infrastructure reported it is 

premature to determine any impact to collision rates on these highway corridors.  

 

Rural Road Safety 
While 80 per cent of motor vehicle collisions in Manitoba occur in urban settings, segmentation of the 

data reveals a contrary outcome for serious collisions involving fatalities and serious injuries where the 

majority of occurrences shift to rural roads. In examining fatal collisions specifically, data provided by 

MPI for the period 2013-2017 reveals that more than two-thirds of fatal collisions (68 per cent) occur on 

rural roads. Rural roads are defined as primary and secondary highways including the TransCanada 

Highway, local roadways, and excluding roadways within municipal boundaries.  

More specifically, 9 per cent of total collisions occurred on gravel roadways and this increased to 13 per 

cent for fatal and serious injury crashes over the period from 2013 to 2017. Additionally, MPI data 

reveals an alarming number of fatalities and serious injuries occurring on rural and gravel roadways in 

which the victims were unrestrained at the time of collision. In fact, fatal and serious injury victims in 

rural collisions are nearly four times more likely to be unbelted at the time of collision as victims in 

urban collisions. Also concerning is that after nearly a decade of gradual declines in the overall number 

of unbelted fatally injured victims, this trending was reversed in 2016 and has increased over the past 

two consecutive years.  

To address these issues, MPI piloted a new gravel road safety strategy in 2017 which included expanding 
enhanced funding to support greater RCMP enforcement efforts on rural gravel roads. This funding was 
subsequently extended for 2018. As anticipated, speeding was the most common offence identified with 
nearly 2,000 speeding offence notices issued over this period. Notably, the campaign was positively 
received by residents in rural communities with typically limited police presence. Significant traditional 
and social media uptake also contributed to awareness and increased the perception of apprehension in 
areas targeted by the initiative. Members of the police service were equally positive about the campaign 
despite some initial skepticism about its usefulness. More specifically, RCMP member initially 
questioned if this enforcement effort would garner significant offence notices. However, results of the 
campaigns indicated high value with high offence numbers in designated target enforcement areas.  
 

Stakeholder Input 
CMMG offered some perspectives on rural roadway infrastructure and driver behaviour. Specifically, 

concerns were noted about the lack of merge lanes at most rural and gravel highway intersections; and 

the lack of roadway signage in rural communities resulting in many uncontrolled intersections.  
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In addition, drivers approaching provincial highway intersections on rural and gravel roads sometimes 

fail to stop when crossing or entering the highway which creates potential for serious collisions.  

CMMG also questioned if efforts are being made to train and educate drivers about driving on gravel 

roads, given the differences in road surface, vehicle control, and maneuverability when operating on 

these roadways.  

MPI confirmed that driver training on gravel roads is now a mandatory component to the High School 

Driver Education Program and this component of the training has been preserved in the redeveloped 

program launching in 2019. Public awareness campaigns in rural communities were also launched in 

2017 as part of the overall gravel roads strategy.  

Manitoba Infrastructure spoke to the CMMG concern about unsigned intersections in rural 

municipalities and confirmed that on municipal roads under the jurisdiction of a local government, 

signage is the responsibility of the municipality and they are responsible for determining what signage is 

required. 

On the issue of rural highway infrastructure, Bike Winnipeg noted some concern with the use of rumble 

strips that encroach onto highway shoulders and can create a hazard for cyclists. Bike Winnipeg 

suggested a review of best practices in highway design be undertaken to determine opportunities to 

replace or modify the application of rumble strips to reduce the effects for people riding bikes.  

MACP questioned if the high proportion of fatal and serious injury collisions on rural roads is related to 

seat belt use, vehicle speeds, or both. MPI confirmed both factors are relevant. Generally, lower seat 

belt compliance continues to be noted in rural areas but highway speeds definitely play a role in the high 

number of rural road fatalities given the severity of these crashes when they do occur.  

CAC requested further segmentation of the statistical data presented. Examples include analysis of 

fatalities per population or vehicle ownership, data separating crashes on and off First Nations 

communities, and analysis of any of any other contributing factors in rural collisions beyond speed and 

non-use of seat belts. MPI confirmed further segmentation of rural collision data is reported in the 

annual Traffic Collision Statistics Report with the exception of collisions occurring in First Nations 

communities, as these are excluded from the Traffic Collision Statistics reporting. MPI suggested this 

information was available through the RCMP.  

CAC also noted the issue of non-seat belt use as a contributing factor in serious crashes was presented 

by MPI as a rural road safety issue, and questioned if this issue has been considered as a separate road 

safety issue. MPI confirmed that it currently addresses the overall issue of seat belt use in its public 

awareness campaigns and driver training materials, including in urban areas; but that a more focused 

effort on rural roads was introduced in 2017 because of the strong correlation between non-use of 

seatbelts and fatal/serious injury collisions on rural roadways.  
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Vulnerable Road Users 
MPI defines vulnerable road users to include pedestrians, cyclists and motorcyclists in alignment with 

the definition used under Canada’s Road Safety Strategy 2025. These road users are particularly 

vulnerable to serious injury or death when involved in collisions with motor vehicles because they are 

not afforded the same protections extended to vehicle occupants through vehicle design, construction 

and passenger cabin compartment safety features.  

While the annual volume of vulnerable road user casualties has remained relatively stable over the last 

decade, vulnerable road users continue to be disproportionately represented in fatality and serious 

injury collisions overall with 34 pedestrians, 29 motorcyclists and 9 cyclists killed or seriously injured in 

2017. Compounding this issue is the fact that active transportation is growing in popularity due to the 

positive economic, environmental and health effects, which is – in turn – is resulting in more vulnerable 

road users interacting with motor vehicles on Manitoba roadways.  

With respect to pedestrian safety, MPI devotes resources to public education and awareness campaigns 

in February and September of each year. Messaging in February is directed to winter pedestrian safety 

while messaging in September is aligned to back-to-school safety awareness. Messaging is delivered 

through various traditional and social media platforms, including MPI’s 60-Second Driver campaign 

delivered in collaboration with the CTV television network. MPI also sponsors a Halloween Safety 

initiative in October during which public information is supplemented with the distribution of reflective 

Halloween safety bags to students in more than 500 elementary schools throughout the province.  

On the issue of cycling safety, MPI pursues a two-pronged effort of educating current and prospective 

cyclists on rules of the road and safe operation of bicycles on roadways; and educating motorists on the 

rights of cyclists and obligations of motorists to keep them safe. More specifically, MPI offers bicycle 

training to young riders (age 6-10) through its Bike Rodeo program, cycling safety presentations to 

schools and community groups, and a more comprehensive practical training program for adult cyclists 

through the Cycling Champion Program. In 2018, nearly 10,000 Manitobans participated in these 

programs. MPI has also partnered with Bike Winnipeg and the Seven Oaks School Division to deliver 

bicycle safety training to middle-school students. MPI efforts to educate motorists about cycling safety 

include the ‘Space to Breathe’ public awareness campaign, which was developed in collaboration with 

Bike Winnipeg and encourages motorists to leave at least one metre of space when driving alongside or 

overtaking cyclists. Evaluations of this campaign revealed a 10 per cent increase in motorist awareness 

about the ‘one metre rule’ and a slight increase in identifying at least one metre as a safe distance when 

passing a cyclist. This campaign ran in 2017, 2018, and is scheduled to run again in 2019. In addition, MPI 

has made significant changes to the Provincial Drivers Handbook and the High School Driver Education 

Program to incorporate additional training on safely interacting with cyclists on the road. Cycling safety 

content has also been further expanded with the redeveloped Driver Z program.  

In terms of motorcycle safety, MPI continues to deliver public awareness campaigns using various 

traditional and social media channels, in addition to offering financial rebates for motorcyclists who 

complete a 21-hour motorcycle training course developed by the Canada Safety Council and delivered 

locally through Safety Services Manitoba. MPI reported that in 2018, participation in the 21-hour 

motorcycle training program exceeded enrollment in the alternative 8-hour training program deemed 

mandatory to obtain a motorcycle licence under Manitoba’s graduated driver licensing program.  

June 20, 2019 2020 GENERAL RATE APPLICATION 
Part VII – LP Attachment A

Page 46 of 69



 

47 | P a g e  
 

Stakeholder Input 
CMMG noted that the fatality and serious injury statistics for motorcyclists over last decade report on 

actual victims, and questioned if rate-based analysis should also be provided; recognizing that 

motorcycle ridership has increased over the last decade so a rate-based analysis may in fact, identify a 

downward trending.  

CMMG also noted that based on statistics offered by MPI, enrollment in the 21-hour motorcycle training 

program has declined since 2016, as has enrollment in the 8-hour program, and questioned if there is a 

concern with an overall drop in take-up of these programs. MPI acknowledged the observation but 

explained the overall drop in participation relates to a decline in new motorcycle licences applied for 

during that period as motorcycle training is a requirement under Manitoba’s graduated driver licensing 

program. MPI is also encouraged by the fact that enrollment in the 21-hour program has been stable 

over time, despite a decrease in the overall volume of motorcyclists required to take the training. 

Beyond new rider training, CMMG questioned what MPI is doing to promote participation in Safety 

Services’ Experienced Rider Training Program, which is targeted towards mature riders who may be 

looking for refresher training or who are returning to riding after a period of inactivity. MPI confirmed 

the program is still offered but interest in the program has been low. On further questioning from 

CMMG, MPI advised that it does not actively promote the Experienced Rider Training Course to mature 

motorcyclists, and that it is not considering offering a subsidy for this course, although participation in 

the 21-hour training program remains an option for mature riders and a rebate is offered for completion 

of that program. CMMG subsequently suggested that labeling the Experienced Rider course as a 

‘training’ course may be part of the reason for lack of enrollment because experienced riders may not 

believe they need training, and suggested a rebranding of the program and offering it in a less 

structured workshop format may attract more interest.  

Overall, CMMG raised concern that while support for the 21-hour program is important, MPI has failed 

to deliver any new investment, programs or initiatives to promote motorcycle safety in many years; and 

encouraged the corporation to consider development and funding of new programs, including stronger 

marketing and support for the Experienced Rider Training Program offered through Safety Services 

Manitoba. In response, MPI pointed out that the motorcycle-specific programs identified in their 

presentation are not the only programs designed to benefit motorcyclists, and pointed to investments in 

impaired driving, distracted driving and speed programming, all of which are directed to, and benefit 

motorists and motorcyclists alike.  

Bike Winnipeg expressed strong support for MPI’s ‘Space to Breathe’ public awareness campaign and 

thanked the corporation for its efforts to raise awareness about the need for motorists to leave a safe 

distance when passing cyclists. However, Bike Winnipeg raised concern with current ‘share the road’ 

roadway signage because it is confusing to both cyclists and motorists and does not clearly instruct 

motorists. As an alternative, Bike Winnipeg provided examples of signage in international jurisdictions 

that very clearly communicates to motorists that cyclists may take the full lane. Bike Winnipeg 

suggested that as an alternative to public awareness campaigns of a general nature directed towards 

motorists and cyclists, and suggested MPI work with Manitoba Infrastructure and the City of Winnipeg 

to pilot study the use of new signage that clearly informs motorists what is expected of them, followed 

by monitoring of corridors where signage has been erected to determine motorist behaviour change 

and whether more aggressive signage of this nature should be adopted on a widespread basis.  
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On the issue of pedestrian safety, Bike Winnipeg questioned the effectiveness of trying to educate 

pedestrians to stay out of the way of vehicular traffic, in part, because it sends the wrong message to 

motorists under the Vision Zero approach; and instead suggested more unequivocal messaging to 

motorists about the requirement to yield to pedestrians and cyclists under any circumstance.  

Bike Winnipeg argued this is necessary and fundamental to align to the Vision Zero concept now 

adopted under the provincial road safety plan.  

CAC noted growing use of mobility devices on sidewalks and roadways and questioned if there is 

research available on education and awareness campaigns for this particular sub-group of pedestrians. 

MPI confirmed that this particular sub-group of pedestrians has been identified as a group with unique 

and specific needs that should be addressed under the provincial road safety plan. CAC requested 

details on this particular issue and progress in addressing related road safety concerns be reported to 

the Board by MPI in future rate applications.  

CAC also noted that while significant effort is being made on education and awareness related to 

vulnerable road user safety, there is growing evidence that active transportation infrastructure, 

including the separation of laneways for vulnerable road users is the most effective way of addressing 

collision risk, and requested this be considered and addressed by the Provincial Road Safety Committee, 

including obtaining input from relevant stakeholder groups.  

 

Wildlife Collisions 
Wildlife collisions in Manitoba continue to be a major claims driver with more than 11,000 wildlife 

collision claims costing approximately $50 million annually. Based on MPI data, approximately 70 per 

cent of wildlife claims involve collision with deer, the majority of which occur during the fall months 

when deer are most active along roadways. Generally, wildlife collisions are random events that occur 

throughout the province, although there are certain hotspot regions where the risk of collision with deer 

is higher. These areas include inside and near the city of Winnipeg, Interlake, southeast Manitoba, 

Pembina Valley and through Riding Mountain National Park.  

Historically, MPI’s primary intervention to address the issue of wildlife collisions has been the placement 

of variable message boards along high collision corridors during the fall months. These message boards 

alert drivers to reduce their speeds due to the potential of wildlife on or along the roadway. In 2017, 

MPI conducted an evaluation of these signs when placed near Birds Hill Park and in the Carmen area. 

Vehicle speeds were monitored during the evaluation period and the messaging boards were 

determined to lead to an average 4-5km/hr decrease in vehicle speeds. Average speeding behaviour 

resumed after signs were removed. On further questioning by the Board’s Accounting Advisor, MPI 

reported that the evaluation did not extend to measuring reductions in collisions along the corridors 

where the signage was evaluated, nor did the evaluation extend to different types of message boards 

(i.e. variable versus static message boards, variations in the type of message conveyed, flashing lighted 

signs, signs identifying approaching vehicle speeds, etc.).  

Based on the effectiveness of variable message boards in reducing normative vehicle speeds when in 

use, MPI expanded the use of variable message boards in the city of Winnipeg in 2018 and purchased a 

dedicated variable message board for permanent use in Riding Mountain National Park.  
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In addition to the use of variable message boards, MPI conducts public awareness campaigns in the fall 

of each year using traditional and social media to remind motorists to be alert for increased wildlife 

activity on roadways. The DRIVR-X Virtual Reality Experience also includes a scenario involving 

interaction with wildlife and resulting loss of vehicle control due to speed and driver inattention.  

MPI also spoke about promising new in-vehicle detection systems in vehicles, including passive and 

active night vision technology and active radar and infrared detection technology with collision 

avoidance and autobrake functions which are designed specifically to respond to wildlife movement on 

or along roadways up to 200 metres ahead. These technologies are already available in some high-end 

luxury vehicles but it is unclear how quickly mainstream vehicles will be equipped with such 

technologies. MPI believes that these technologies represent the best possible response to addressing 

the wildlife collision issue.  

It was noted by Board Counsel that in past GRA’s there has been discussion about the effectiveness of 

roadside fencing to reduce wildlife collisions, including Board directives following the 2018 GRA that MPI 

study fencing solutions; a directive that MPI did not proceed with due to jurisdictional issues. Board 

Counsel questioned if MPI had done any further work on this issue, or if the issue had been raised with 

Manitoba Infrastructure or through the Provincial Road Safety Committee for consideration. MPI 

responded that prior fencing studies were conducted and were found to produce an inadequate return 

on investment. No further studies have been done on the issue. Manitoba Infrastructure also reported 

no active studies on the use of wildlife fencing have been done, citing significant logistical issues 

involved in erecting extended fencing along highways.   

Stakeholder Input 
CMMG reported that MPI has met with their members on multiple occasions to discuss the wildlife 

collision issue, including the value of wildlife fencing, and concurs with MPI’s evaluation of wildlife 

fencing as being impractical to address the issue in a meaningful way. CMMG does support the use of 

variable and temporary roadside signs as a means to alert drivers to wildlife activity along high collision 

corridors, but suggested consideration be given to animating these signs as doing so may be more 

effective in capturing the driver attention than word-based messaging only.  

CMMG also noted the MPI evaluation demonstrated variable message boards were effective in reducing 

vehicle speeds by 4-5 km/hr but questioned if there was any empirical evidence to support that speed 

reductions of 4-5 km/hr at highway speeds would translate into sufficiently reduced stopping distances 

to avoid wildlife collisions. MPI confirmed that studies have been done to measure the correlation 

between lower speeds and stopping distance, and will provide those studies to the External Stakeholder 

Committee for further review.   

CAC noted MPI’s comments on promising vehicle safety technologies to address the wildlife collision 

issue and questioned if MPI had developed a business case for incentivizing Manitobans to acquire 

vehicles with these technologies. MPI reported that it has not considered a business case to incent 

vehicle owners to acquire these new technologies, but the corporation did launch a new public 

awareness campaign in 2018 to educate Manitobans about vehicle safety and driver-assist technologies 

with a view to encouraging vehicle consumers to consider these technologies when shopping for new 

vehicles.  
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CAC also questioned if MPI could conduct a detailed literature and jurisdictional review of wildlife 

mitigation strategies and file this study with the next GRA. MPI responded that literature reviews and 

jurisdictional studies have been conducted by MPI in the past and filed in past GRA’s so additional 

studies are not contemplated at this time.  

CAA offered some perspectives on the timing of vehicle technologies and explained that vehicle 

manufacturers have been largely focused on compliance with efficiency and environmental standards. 

Some vehicle manufacturers such as Volvo are clear leaders in bringing vehicle safety technologies into 

mainstream vehicles but other manufacturers are slower to respond in the absence of clear consumer 

demand. As such, educating consumers and partnering with industry partners (insurers, CCMTA, 

Transport Canada, other road safety organizations) to lobby vehicle manufacturers on the importance of 

these technologies may be a way to accelerate mainstream availability.  

 

Driver Education, Training and Licensing  

 

High School Driver Education Program (Driver Z) 
MPI provided an update on redevelopment of the High School Driver Education Program which is now 

rebranded as ‘Driver Z’. A detailed business case on this initiative has already been filed with the Board 

and was discussed in detail during GRA hearings in 2018. MPI believes redevelopment is required to 

continue meeting the needs and expectations of Manitobans; to address educational pedagogy changes 

by incorporating better ways to learn; and to create a stronger culture of road safety consciousness and 

action in Manitoba’s new teen driver population. The program will launch in pilot mode in the April 2019 

with full implementation in September 2019 and MPI expects several benefits to the new program: 

 Graduates will have superior skills, as measured by better pass rates on the knowledge and road 

test; 

 Graduates will have the right attitude to drive safely, as measured by lower traffic convictions; 

 Graduates will be at lower risk and better equipped to perceive and manage hazards and know 

their limits, as measured by lower collision frequency and severity 

Key differences in the new program are building a stronger road safety culture, a clear focus on higher 

order learning (judgment, attitude, decision making, propensity to risk, hazard perception, etc.) in 

addition to knowledge transfer and skills development, leveraging technology, creating transformative 

classroom experiences, and providing much more guided practice, both for students and co-pilots.   

The revised curriculum will now include an online self-directed learning component, instructor-led 

classroom training, in-car training, supervised practice, and a student capstone project in which students 

will work with their peers to apply their knowledge and learning. The new program also includes a new 

readiness assessment to be conducted following 45 hours of required practice driving to assess the 

student’s readiness to drive independently. The new approach to the curriculum also follows best 

practice in educational pedagogy by adhering to the following learning concepts: 

 Remember 

 Understand 

 Apply 
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 Analyze 

 Evaluate 

 Create 

Examples were provided of new self-directed and online learning modules as well as gamification 

strategies intended to capture and retain student interest throughout the new program. Program 

success criteria were also discussed, including objectives, target outcomes, and supporting performance 

metrics to be evaluated.  

Stakeholder Input 
CAC expressed support for the program redevelopment and questioned if the Driver Z program is 

mandatory for new teen drivers. MPI confirmed the program is not mandatory at this time, but there is 

a specific objective in the program evaluation framework to maintain or build existing enrollment 

among eligible high school students, which currently sits at 66 per cent. 

CAA also expressed strong support for the program redesign and asked if consideration would be given 

to making the program mandatory, as is the case in Quebec. CAA also enquired about the cost of the 

program. MPI reported that making the program mandatory would ultimately be a government decision 

but from the corporation’s perspective, it is important to first demonstrate the effectiveness of the new 

program. With respect to cost, MPI confirmed the enrollment fee for participants is being retained at 

$50 per person meaning significant ongoing subsidization by MPI. The true cost of the program ranges 

from $500 in southern Manitoba to $800 in northern communities.  

CAA also questioned if there was concern about online portions of the course being done by someone 

other than the program participant, citing examples of this activity in other online programs. MPI 

acknowledged this risk but pointed out that only one component of the program is completely self-

directed and that portion is followed by the provincial knowledge test which is done in person and in 

class.  

CMMG asked if the new program contains information about motorcycle safety. MPI confirmed there is 

significant content related to motorcycle safety as well as safety of pedestrians and cyclists using 

discussion, practical in-car training, animation and procedural videos; all with a goal of teaching new 

teen drivers how to interact safely with vulnerable road users on the roadway.  

Mandatory Entry Level Training for Class One Commercial Drivers 
MPI provided an update on government plans to introduce mandatory entry-level training for Class One 

commercial drivers. Manitoba will follow Ontario, Alberta and Saskatchewan in introducing this program 

which, in Manitoba, will include 121.5 hours of standardized in-class, in-yard and in-cab training for new 

Class One drivers. National standards are to be established by 2020, by which time it is anticipated all 

other Canadian jurisdictions will follow suit. The effective date of the program is September 1, 2019, 

although the phasing in of these requirements for the agricultural industry will be deferred for one year 

to allow time for further consultation with this industry.  

MPI’s role in the program implementation will involve regulatory oversight of permitted driver training 

schools and driving instructors, curriculum development and maintenance, school and curriculum 

audits, representation on the national standards working group, and changes to Class One testing 

standards to align to the new program and standards in place in other Canadian jurisdictions.  
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Government has committed to reviewing the success of this program within five years of 

implementation and MPI will assist by monitoring at-fault collision rates and road test pass rates of new 

Class One drivers and the schools they attended.  

Stakeholder Input 
Bike Winnipeg questioned the extent to which the new curriculum would address cycling safety and the 

particular hazards that exist for cyclists when interacting with heavy commercial trucks on the roadway. 

MPI confirmed the curriculum is being harmonized with Alberta and Saskatchewan but is not convinced 

this particular issue will be addressed in sufficient detail. As such, MPI plans to review the results of a 

recent Transport Canada study that examined the issue of commercial vehicles interacting with 

vulnerable road users, to determine if additional efforts are required to address this issue, whether 

within or outside of the new mandatory training program.  

CMMG expressed support for mandatory training of commercial Class One drivers and suggested that 

MPI success measures also include at-fault collisions involving Manitoba drivers outside Manitoba, as 

well as out-of-province drivers involved in at-fault collision within the province.  

Adult Driver Education 
While the High School Driver Education Program provides cost-effective driver training to new teen 

drivers, MPI acknowledges a gap in programming exists for new adult drivers who may not have had 

access to the high school program, including new Canadians, disadvantaged adults, or adults in northern 

and remote communities where the high school program was not offered. As such, over the next year, 

MPI will focus on developing new educational materials for adult learners by leveraging online 

technology for self-directed learning to be delivered in partnership with community partners. These 

programs may expand on existing partnerships that already exist with newcomer organizations and 

work training/readiness programs. As part of this work, MPI will develop program objectives and success 

measures against which the effectiveness of efforts can be determined.  

Stakeholder Input 
The City of Winnipeg noted that a key to Vision Zero is all road users taking responsibility for their 

actions and noted that as Winnipeg is a multi-cultural city, it is very important that education and 

awareness campaigns be sensitive to the language and cultural differences that exist within the city. MPI 

confirmed this was a key factor in bringing more animation and procedural videos into the provincial 

driver handbook, and will be further expanded over the next year to develop more self-directed online 

programming for adult learners.  

CAC also noted differences in rules of the road and driving culture in other countries, which may present 

a challenge for newcomers to Manitoba. Similarly, CAC noted that seasonal variations in driving 

conditions are somewhat unique to Manitoba compared to other countries, and suggested MPI take 

steps to educate new drivers in this regard.   

Graduated Driver Licensing Program 
MPI reported on extensive research which reveals young novice drivers present a higher risk of collision 

than older and more experienced drivers, due in part to the distractions caused by passengers. Data 

from the US Insurance Institute for Highway Safety also demonstrates that restricting the number of 

teen passengers allowed in a vehicle operated by a novice teen driver results in a direct reduction in 

collision risk.  
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As such, MPI plans to work with other stakeholders on the Provincial Road Safety Committee to conduct 

a jurisdictional review of GDL programs and will bring forward recommendations on program changes 

for consideration by government.  

Stakeholder Input 
CAC provided copy of a report on model graduated licensing programs published by the Traffic Injury 

Research Foundation and questioned if MPI’s jurisdiction review would extend beyond other Canadian 

jurisdictions. MPI confirmed it was in receipt of the TIRF report and that the planned GDL review would 

extend to best practices in jurisdictions within and outside Canada.  

Bike Winnipeg noted that while considerable attention is given to new drivers and general education 

and awareness campaigns focused on key road safety issues, another gap that exists is enforcing driver 

standards for experienced drivers after licensure. Bike Winnipeg suggested MPI consider periodically 

quizzing existing drivers to help identify gaps in knowledge and skill, and then use these findings to 

develop training and support programs for existing drivers.   

CMMG questioned if the GDL review would include a review of the mandatory motorcycle training 

program currently in place for new motorcycle riders. MPI reported this was not currently in scope as 

the motorcycle training program uses national curriculum developed by the Canada Safety Council. 

CMMG suggested some improvements to the training program could be considered and offered to 

collaborate directly with MPI if and when a review of the program is initiated.  

Northern Driver Training and Testing 
MPI reported it has formed a special Northern Service Strategy Committee to review the needs of 

northern Manitoba residents in areas relating to driver education, driver testing, and product sales and 

service. Areas to be considered include current driver testing practices in rural and northern 

communities and driver education for youth and adults, including flexible programming to provide 

northern residents with simulated driver training experiences in urban settings. This work includes a 

partnership with the Manitoba Keewatinowi Okimakanak organization (MKO) to assist in developing 

programs and community supports based on identified needs within northern and remote communities.  

Stakeholder Input 
CAC questioned if MPI had developed any measurements to track the success of northern initiatives, 

and if it would be appropriate to measure reductions in collisions. MPI confirmed the ultimate goal is to 

produce better and safer drivers which, if successful, should lead to fewer collisions, however specific 

performance outcomes have not yet been finalized.  

 

Youth Education Initiatives 
MPI presented two current initiatives it is pursuing specific to road safety education for children. The 

first is a complete redevelopment of road safety resources in schools. MPI reported that more than 20 

years ago, the corporation developed an entire kindergarten to grade 12 road safety curriculum for use 

in Manitoba schools. Since that time, the curriculum has not been refreshed and no longer meets the 

needs of school administrators or students. The revised curriculum will integrate multimedia 

technologies and provide opportunities for students to practically apply their knowledge through 

structured on-street exercises and interactive activities.  
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MPI has been working with the Louis Riel School Division on this initiative and will pilot the new 

curriculum for grades 6-8 in that division in the fall of 2019. Thereafter, the remaining grade curriculums 

will be redeveloped and launched in schools across Manitoba.  

The second initiative is expansion of the Bicycle Education and Skills Training (BEST) program in schools. 

The goals of this program are to increase student knowledge of safe and appropriate cycling practices; 

improve practical cycling skills; increase cycling frequency; and increase parent/guardian support for 

cycling as a mode of student transportation. A pilot program was launched in 2016 through the Seven 

Oaks School Division and has run twice per year since that time in 11 schools. The program is showing 

positive short-term results, although there is still limited evidence of intermediate outcomes being 

achieved, given the program is still in pilot stage and insufficient time has passed to accurately measure 

longer-term outcomes. Given the short-term successes of the program however, MPI plans to expand 

the program to other schools and school divisions.  

Stakeholder Input 
CAC questioned how input from school administrators and teachers is being obtained to inform changes 

to the resources in schools program and if widespread surveys were done to measure current usage of 

the material and suggestions for improvement. MPI reported that no widespread surveys of school 

administrators and teachers have been conducted. Rather, feedback has been obtained by conducting 

focus groups with school division officials, school administrators, and teachers within the Louis Riel and 

Seven Oaks School Divisions. Each of these participants were asked to obtain additional feedback from 

school division staff and that feedback was used to help inform the curriculum redevelopment. 

Consultations with Manitoba Education have also been conducted.  

CAA reported they have worked directly with the Ministry of Education in Ontario to develop a similar 

road safety curriculum for school students, including testing components and online resources; and 

offered to share this content with MPI to assist with the program review in Manitoba. CAA also 

acknowledged its partnership with MPI in administering the School Safety Patrol Program in Manitoba, 

and welcomed opportunities to review, update and improve the current training material for this 

program with MPI.  

Bike Winnipeg acknowledged MPI for its support in developing and funding the BEST program and 

encouraged continued expansion of the program as indicated. Bike Winnipeg believes this program has 

made Manitoba a leader in youth cycling education and that, in addition to the program benefits 

articulated by MPI, the program also gives youth a much better perspective of road safety through the 

eyes of cyclists and pedestrians. Doing so will make these young people more understanding and 

empathetic drivers over the long-term.  

 

Medically At-Risk Drivers 
MPI provided an overview of its driver fitness programs with specific attention to the early identification 

and intervention of drivers with medical conditions that may affect driving ability due to impacts on 

cognitive function, physical skills and judgment. Unlike in some other provinces, Manitoba does not 

have mandatory age-based medical reporting for drivers. Rather, legislation requires medical doctors to 

report patients who may have medical conditions that affect driving to Manitoba’s Registrar of Motor 

Vehicles.  
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Through this process, identification and intervention practices are not triggered by driver age as the 

medical standards for driving apply to drivers of all ages.  

MPI receives reports of drivers who may have medical conditions from the medical community, police, 

and third parties, including concerned family members. When these reports are received, registered 

nurses in the Driver Fitness department conduct additional investigation, including obtaining additional 

information from treating physicians, and then make determinations of medical fitness to hold a driver 

licence. Investigations also include a variety of functional assessments to determine if an individual is 

safe to continue driving or if driving restrictions or vehicle modifications may be necessary to 

compensate.  

MPI has also done significant outreach and training with the medical community in Manitoba to ensure 

Manitoba physicians are aware of the medical standards for driving, and the obligation under legislation 

to report patients who may not meet these medical standards for driving.   

With respect to education and awareness, MPI sponsors a Mature Driver Training program which is 

offered free of charge through Safety Services Manitoba, and has also launched a public awareness 

campaigns in the last year to raise awareness among doctors and their patients about the potential 

impairing effects of prescription medications on driving, including medical cannabis.  

Stakeholder Input 
MACP questioned if MPI has done outreach directly to pharmacists on the issue of prescription 

medications. MPI advised their communications to-date have been to prescribing physicians directly and 

through industry associations such as the College of Physicians and Surgeons of Manitoba. However 

additional outreach to the pharmacy community is planned for the coming year. 

 

Vehicle Safety 
Recognizing the important role of vehicle safety within the holistic, safe-systems approach to road 

safety, MPI presented information on current initiatives related to vehicle safety and driver-assist safety 

technologies in vehicles.  

1. Data shows that driver-assist safety technologies, when used properly, can 

significantly reduce crash risk. Collision warning systems can reduce crashes by 

as much a 27 per cent while lane departure warning systems can reduce single 

vehicle, sideswipe and head-on crashes by as much as 11 per cent. Given these 

promising results and pre-testing which revealed a clear lack of knowledge and 

understanding about these vehicle features, MPI developed a new public 

awareness campaign in 2018. The intent of the campaign was to increase 

awareness and understanding of driver-assist safety features now offered in the 

mainstream marketplace, and to encourage consumers to make these features 

a priority in their vehicle buying decisions. MPI believes a better understanding 

of how these features work and their related safety benefits, will help to 

promote early adoption and reduce overall crash risk. Early campaign results 

show a meaningful increase in familiarity with the profiled driver-assist safety 

technologies post-campaign.  
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2. MPI is currently conducting a pilot study into the use of after-market forward 

collision avoidance technologies in Winnipeg taxicabs. The taxicab industry was 

identified for this study because of the extreme crash risk associated with 

taxicabs in the city of Winnipeg and the resulting insurance premiums paid by 

these vehicle owners. The collision frequency for taxicabs is currently seven to 

eight times higher than the private passenger vehicle class. The objective of the 

study is to achieve an overall reduction in at-fault rear-end collisions involving 

taxicabs within the first year of implementation. A similar study was conducted 

in BC and resulted in a 61 per cent reduction in rear-end collisions and a 25 per 

cent reduction in overall collision frequency.  

 

MPI has funded the purchase and installation of these devices in approximately 

87 taxicabs in Winnipeg, and expects at least a ten per cent reduction in overall 

taxicab claims frequency for these vehicles. Program evaluation will examine 

pre and post collision history for the study vehicles, as well as comparison of 

claims experience to all other taxicabs in Winnipeg not part of the study 

program (i.e. the control group). On questioning from Board Counsel, MPI 

expects results of the year-long pilot study to be available by the end of October 

2019, with analysis and recommendations finalized in early 2020.  

 

Depending on study outcomes, MPI may consider broader use of these after-

market devices and/or potential incentives to vehicle owners interested in 

installing this technology in older model vehicles.     

 

3. MPI has been monitoring claims experience and general interest in Manitoba’s 

new Vehicle-for-Hire industry and believes there is good potential for a 

reduction in impaired driving-related collisions, fatalities and serious injuries as 

the greater availability of ride service options now gives drivers additional 

options to driving while impaired by drugs or alcohol. Conversely, MPI believes 

there is some potential for an increase in distracted driving collisions involving 

personal vehicle for hire service providers because unlike taxicab operators, 

personal service providers may be less familiar with the city of Winnipeg and 

tend to rely on GPS to navigate their trips.  

 

On questioning from Board Counsel, MPI reported it is premature to report 

formally on claims experience for the Vehicle-for-Hire class, but reports 

anecdotally that results so far align to expectations with a slight increase in 

claims experience for the VFH class compared to the private passenger vehicle 

class, but nowhere near the claims experience of taxicabs. MPI reported it is 

continuing to monitor claims experience for the Vehicle-for-Hire industry and 

will continue to report on observational changes as they occur.  
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Stakeholder Input 
CAC questioned if MPI had done a jurisdictional analysis to determine if other jurisdictions are taking 

steps to promote early adoption of vehicle safety features, and pointed to an education campaign in 

Sweden that encourages consumers to purchase vehicles with as many safety features as their budgets 

will allow for. MPI confirmed they are aware of the campaign in Sweden and this program was 

referenced in the business case for the MPI initiative as an example of the types of public education that 

can be pursued. This said, MPI reported its campaign is intended more to raise awareness about the 

features as opposed to aggressively marketing them, but MPI expects greater understanding will lead to 

greater take up and earlier adoption.  

CCMTA noted in a recent meeting with the Global Automakers of Canada and the United States, there 

was considerable discussion about the importance of new vehicle safety features and their contribution 

to lower fatalities and serious injuries. As such, vehicle manufacturers are examining the best ways to 

communicate these features to new vehicle owners before they leave the dealership. CCMTA believes it 

is important that MPI continue to support efforts to increase consumer knowledge and understanding of 

these features so consumers can make appropriate buying decisions, and to ensure new vehicle owners 

have a complete understanding of vehicle safety features and how to use them appropriately.  

Bike Winnipeg noted MPI is monitoring claims experience for the Vehicle for Hire industry and 

questioned if claims experience is also being monitoring for the food service delivery industry, 

particularly with the popularity of companies like Skip the Dishes; and given these drivers also likely rely 

heavily on GPS to find their delivery destinations. MPI reported that specific monitoring of this vehicle 

insurance class is not being done at this time.  

CAA noted that regulations for the Vehicle for Hire Industry in Toronto are under close scrutiny at the 

present time because of a recent serious incident involving a Vehicle for Hire driver; including 

consideration of driver training similar to the requirements placed on taxicab operators. CAA suggested 

MPI may want to consider similar needs in Manitoba as part of its review, should circumstances warrant.  

 

Traffic Enforcement Initiatives 
MPI provided an update on its Enhanced Enforcement Funding program, and discussed new 

opportunities to support police enforcement efforts in other ways.  

The enhanced enforcement program provides direct funding to Manitoba police agencies for enhanced 

enforcement to address three major road safety issues; distraction, speeding, and impaired driving. 

Funding is intended to supplement but not replace traditional traffic enforcement initiatives, which are 

the responsibility of the police agencies. The objective of the program is to change driver behaviour and 

reduce crashes linked to serious contributing factors by removing dangerous drivers from the road and 

raising the public’s perception that those who drive dangerously will be apprehended. MPI reported its 

activities are grounded in international best practice that significant and visible enforcement combined 

with relevant education and awareness is effective in changing driver behaviour.  
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MPI has funded enhanced enforcement since 1998 and the program has gradually evolved over time to 

include funding for enforcement of impaired driving, distracted driving, school zone safety, gravel road 

safety and traffic enforcement on winter roads and snowmobile trails. MPI invested approximately $1.2 

million in 2017 and measures the following program outputs: 

 Enforcement dates and officer hours; 

 Motorist contacts; 

 Drive while impaired actions (i.e. criminal offences and roadside suspensions); 

 HTA and other offences; 

 Convictions 

Program evaluation results specific to road safety issues have been summarized in earlier portions of 

this report, and a full-scale portfolio evaluation of the program has previously been completed by MPI 

and filed with the Board.  

In addition to continued funding for enhanced traffic enforcement, MPI is examining alternate ways to 

support police enforcement efforts. Specifically, MPI plans to fund the purchase of up to twenty 

automated licence plate readers to assist police in identifying stolen or unregistered vehicles and 

suspended or prohibited drivers. In addition, MPI has done a detailed analysis of the efficacy of 

automated speed enforcement in reducing collisions, and supports police efforts to expand the use of 

automated speed enforcement beyond signalized intersections, school zones, playground zones, and 

designated construction zones in the city of Winnipeg. MPI also supports police efforts to expand the 

use of automated speed enforcement outside the city of Winnipeg, recognizing any changes to current 

program parameters would require legislative changes by government.  

Stakeholder Input 
MACP expressed strong support for the enhanced enforcement program because it gives police services 

opportunities to do targeted traffic enforcement that they would not be able to do otherwise. As such, 

MPI funding results in more enforcement that sends a strong deterrence message to drivers who may 

choose to drive illegally or dangerously.  

CAC questioned if MPI has done evaluations to measure costs for the enhanced enforcement program 

as compared to reduced collisions, lives saved, as well as behaviour and culture change. MPI responded 

that past program evaluations have measured outputs as opposed to outcomes.  

CAC also questioned if MPI had examined the use of speed and distance cameras, which have been used 

effectively in a number of European countries and Australia. Unlike stationary speed cameras, these 

devices monitor when vehicles enter and leave a designated roadway corridor and determine if 

speeding violations occurred within that corridor. MPI confirmed it is aware of this technology but has 

not specifically considered supporting its use in Manitoba, noting that legislation changes would also be 

required to allow for use of these devices.  

Bike Winnipeg suggested that police do more targeted enforcement at pedestrian corridors and at 

locations where roadways and pedestrian greenways or bike lanes intersect. Bike Winnipeg points to 

success with this strategy in other countries because it significantly impacts driver behaviour at these 

dangerous intersecting points.  

June 20, 2019 2020 GENERAL RATE APPLICATION 
Part VII – LP Attachment A

Page 58 of 69



 

59 | P a g e  
 

Bike Winnipeg also observed that current MPI data on speed-related collisions indicates speed is a 

relatively small contributing factor, and cautioned that better and more comprehensive data and 

collision classifications would be required to counteract public opinion that expansion of the automated 

speed enforcement program is about revenue generation and not road safety.   

CMMG noted that intersections represent a particular danger to motorcyclists due to turning vehicles 

and drivers running late amber traffic lights, most notably in Winnipeg and other major cities. As such, 

CMMG is supportive of the current intersection safety camera program.  
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Additional Provincial Road Safety Efforts 
 

To complete the review of road safety efforts in Manitoba from a holistic safe-systems perspective, MPI, 

Manitoba Infrastructure, and the city of Winnipeg presented updates on roadway infrastructure 

improvements and recently enacted or introduced legislation changes intended to make Manitoba roads 

safer.  

Manitoba Infrastructure reported that as Capital funding is considered for Manitoba’s road network 

system, several safety measures may be considered including: 

 Intersection improvements; 

 Geometric enhancements; 

 Paved shoulders; 

 Edge and centerline rumble strips; 

 Better signage and guardrails on a network-wide basis; 

 Roadside hazard removal/protection; 

 Capacity enhancements for Level of Service improvements 

The department uses a variety of methods to identify potential safety enhancements including network 

screening and targeted programming, in-service road safety reviews, near-miss video capture and 

analysis, and safety audits on complex designs prior to project tender. Examples of recent highway 

safety enhancements were also discussed including roundabout construction at the intersections of 

provincial highways two and three, the south perimeter highway safety plan and design, and safety 

considerations in the design and construction of the Interchange at provincial highway 59 at the north 

perimeter highway.  

The city of Winnipeg then spoke to recent work on Winnipeg’s active transportation network and 

downtown bike lane system and street improvements. The city’s vision with respect to active 

transportation has been formalized in the City of Winnipeg Pedestrian and Cycling Strategies which 

outlines an expansive, citywide active transportation network incorporated with road renewal, 

‘WalkBike’ projects and other major projects.  

The city of Winnipeg also informed stakeholders it was commencing work on the city’s next ten-year 

Transportation Master Plan and welcomed the input and suggestions of all conference participants and 

other road safety stakeholders as this work gets underway.  

With respect to recent legislative changes, MPI’s Registrar of Motor Vehicles spoke to three primary 

pieces of legislation: 

 Distracted driving legislation amendments came into effect on November 1, 2018 and provide 

for roadside driver licence suspensions and higher financial penalties for conviction of using a 

hand-held communication device while driving. The offence of ‘careless driving’ is also now a 

reportable offence requiring police to notify the Registrar of Motor Vehicles immediately to 

determine if additional driver improvement and control measures are necessary.  
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 Legislative amendments have been enacted to create new provincial sanctions for drug-

impaired driving that include; roadside driver licence suspensions for drivers who fail an oral 

fluid drug screening test; new post-conviction driver licence suspensions, disqualifications and 

vehicle impoundment penalties that align to Criminal Code of Canada offences for driving while 

impaired by drugs; and driver licensing restrictions for drugs that align to those already in place 

for alcohol on novice, supervising, and GDL drivers.  

 

 Government has introduced amendments to the Highway Traffic Act that will result in tougher 

immediate sanctions at roadside for drunk drivers, including drivers with low BAC limits 

between 0.05 and 0.08. The legislation is modeled after similar legislation introduced in British 

Columbia in 2010 and is credited with creating a significant reduction in impaired-related 

collisions, fatalities and serious injuries in that province. Once proclaimed in Manitoba, the 

legislation will be accompanied by a province-wide public education campaign.  

Stakeholder Input 
CMMG raised concern about the use of curbs on provincial highways and noted these can be particularly 

dangerous to motorcyclists. CMMG also enquired about the current use of guardrails which can also 

create a dangerous hazard for motorcyclists. Manitoba Infrastructure responded that the long term plan 

is to reduce or eliminate the use of curbs on highways, and that where it is possible to consider cost 

effective alternatives to guard rails, the province does so.  

Finally, CMMG encouraged more use of warning lights at major and high speed intersections to reduce 

the incidence of drivers running late amber or red lights at these high volume locations.   

Bike Winnipeg acknowledged at a provincial level, there has been some effort to ensure walking and 

biking are considered in new projects to the extent possible, but believes more could be done by 

factoring in the needs of pedestrians and cyclists in the very earliest stages of design. An example of 

where this has been done very effectively is on the new Interchange at provincial highway 59 and the 

north perimeter highway with a dedicated active transportation crossing under the perimeter highway 

west of the Interchange. Less positive examples include the plan to close access points on the south 

perimeter, and the design of the roundabout at the intersections of Highways two and three, which Bike 

Winnipeg believes can create barriers for active transportation users.  

Bike Winnipeg acknowledged efforts to create a stronger active transportation infrastructure in the city 

of Winnipeg and suggested these same efforts need to be considered in other municipalities and First 

Nations communities. Bike Winnipeg also expressed concern with rights-of way and lack of facilities for 

walking and biking, particularly as there is going to be a desire to move along these lines as the city 

continued to grow.  

With respect to roadway signage, Bike Winnipeg noted in some jurisdictions, alternatives to the current 

pedestrian crosswalk signs are being used with some success. Specific reference was made to lighted 

signs at driver eye-level when pedestrians are present. Bike Winnipeg also noted that in some 

jurisdictions with significant cycling infrastructure, lighted roadway signs are used to alert drivers to 

cyclists approaching in bike lanes adjacent to motorist lanes. These signs are particularly effective in 

preventing collisions caused by motorists turning into the paths of cyclists.  
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Finally, Bike Winnipeg reiterated their concern with the lack and availability of timely and specific 

collision data with which to inform roadway improvements overall, and particularly as it relates to 

expansion of the active transportation network. Bike Winnipeg encouraged MPI, Manitoba 

Infrastructure and the city of Winnipeg to improve the collection, analysis and dissemination of collision 

information to the benefit of all road safety stakeholders and road users.   
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Summary of Key Comments and Suggestions by Stakeholders 
 

The technical conference on road safety offered a unique opportunity to bring key road safety partners 

and stakeholders together for a fulsome discussion about the state of road safety in Manitoba. 

Comments from participants were positive overall and all stakeholders appreciated hearing the 

perspectives of others.  

The conference also offered the opportunity for significant dialogue and exchange of suggestions and 

ideas in an open forum. A number of key stakeholder comments and suggestions are summarized 

below. Full context to these comments as well as additional input from stakeholders has been provided 

in the full body of this report.  

 

CAA 
CAA expressed support for many of MPI’s initiatives with particular support for the Driver Z program and 

efforts to strengthen the traffic safety culture in Manitoba.  

CAA has done significant work with the Ontario Ministry of Education on road safety resources in 

schools and is prepared to share those resources with MPI as it redevelops the program in Manitoba.  

CAA has also done nationwide surveys on traffic safety culture and is prepared to share those findings 

with MPI for its use. Finally, CAA values the partnership it has with MPI on the school safety patrol 

program and believes there are opportunities to improve that program; so looks forward to further 

discussions with MPI in this regard.  

With respect to accelerated adoption of driver-assist vehicle safety technologies into mainstream 

vehicles, CAA noted vehicle manufacturers respond to consumer demand and encouraged partnering 

with industry partners (CCMTA, other insurers, Transport Canada and other road safety organizations), 

to lobby vehicle manufacturers on the importance of these technologies.  

On the issue of cannabis impairment, CAA provided useful commentary on experiences in Colorado 

when recreational cannabis was legalized in that US state; and stressed the need to do a better job 

provincially and nationally in terms of data collection from all sources; police sources, insurance sources, 

coroner toxicology  sources, etc. 

 

Manitoba Infrastructure 
Manitoba Infrastructure offered useful information on the safety measures considered when 

considering highway safety improvements and spoke to some key highway infrastructure projects and 

related safety considerations applied to those projects.  

 

City of Winnipeg 
The City of Winnipeg noted work is underway to develop a new Ten-Year Master Transportation Plan for 

the city and invited all participants to this conference to participate in that process.  
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Manitoba Association of Chiefs of Police 
MACP spoke in strong support of MPI’s enhanced enforcement funding program and the involvement of 

police services in the Provincial Road Safety Committee and MPI’s External Stakeholder Committee on 

Loss Prevention. MACP also spoke of efforts to expand the use of automated enforcement technologies 

to supplement traditional enforcement of traffic laws. This includes current automated speed 

enforcement and intersection safety technologies.  

 

Canadian Council of Motor Transport Administrators 
CCMTA acknowledged Manitoba’s efforts to improve road safety in a planned, coordinated and 

structured manner through the Provincial Road Safety Committee, noting that very few Canadian 

jurisdictions have formalized a road safety strategy in this manner.  

CCMTA also noted Manitoba is a leader among other Canadian jurisdictions in its efforts to transform 

the traffic safety culture, and was one of the first jurisdictions to partner with the CCMTA in developing 

benchmark data on the prevalence of drug use among drivers and strongly endorses MPI’s plan to 

undertake a second survey in the fall of 2019.  

On the issue of distracted driving, CCMTA has met with the Canadian vehicle manufacturers, global 

automakers and telecommunication service providers to discuss opportunities to supress distracting 

technologies while driving. Participants note that regardless of technology disabling features are 

designed, users will always require a mechanism to override them. Therefore the focus should be on 

addressing the addictive nature of smartphone use through communication, education, and behavioural 

change.  

 

Safety Services Manitoba 
Safety Services Manitoba delivers road safety education and remedial driver training programs on behalf 

of MPI, and welcomed the opportunity to work more closely with MPI on developing additional success 

measures and performance indicators related to these programs.  

 

MADD Canada 
MADD Canada spoke in support of provincial plans to strengthen impaired driving legislation following 

the model legislation introduced in British Columbia in 2010, and noted that if the legislation is enacted 

as introduced, Manitoba will be a leader among Canadian jurisdictions in terms of its legislated impaired 

driving countermeasures.  

 

Manitoba Trucking Association 
The MTA encouraged MPI to develop road safety strategies specifically for heavy commercial vehicles as 

a unique risk group and welcomed the opportunity to work with MPI on development of these 

strategies. Specific to distracted driving, MTA expressed interest in partnering with MPI and Safe Work 

Manitoba on new strategies to address distracted driving within the heavy commercial vehicle industry, 

given MTA already administers industry-based safety programs on behalf of Safe Work Manitoba.  
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MTA also expressed support for MPI’s public awareness campaigns and efforts to strengthen the traffic 

safety culture in Manitoba, but stressed the importance of sharing industry-specific crash data as it 

relates to heavy commercial vehicles so industry employers can initiate concurrent culture change 

efforts within their own companies. 

On the issue of driver impairment, MTA noted that the US has a drug and alcohol testing regime that has 

all but eliminated impaired driving in heavy commercial vehicles, and welcomed opportunities to 

collaborate with MPI or other stakeholders on strategies to implement such a program in Canada.  

 

Bike Winnipeg 
Bike Winnipeg supports the use of social costing and anticipated this will have a significant impact on 

road safety priorities, business cases and resource allocation. New methods will also need to be 

considered to measure if MPI is optimizing road safety funding in alignment with these changes. Bike 

Winnipeg also recommends that for the Board to effectively monitor the application of social costs for 

setting MPI spending priorities and tracking program effectiveness, the Board should consider adding 

advisory expertise in quantitative social sciences, such as microeconomics, sociology and psychology.  

Bike Winnipeg recommends MPI consider developing new measures to track changes in driver 

behaviour beyond self-reported changes in attitudes and beliefs. Observational surveys and more use of 

technology were suggested.  

Bike Winnipeg supports the comments of other stakeholders regarding the timely and transparent 

availability of collision data to help inform stakeholder efforts and recommends MPI work with 

stakeholders to provide more transparent and timely access to data. 

Bike Winnipeg recommends MPI consider ways to educate vehicle consumers on the types of vehicles 

most likely to cause harm, and examine opportunities to dis-incentivize the use of these vehicles. In 

alignment with Vision Zero, Bike Winnipeg also recommends motorists be educated to yield the right of 

way to vulnerable road users in all situations.  

Bike Winnipeg recommends MPI consider working with the city of Winnipeg and Manitoba 

Infrastructure to study the use of road signs that more clearly articulate how drivers are to behave 

around vulnerable road users.  

Bike Winnipeg recommends MPI consider periodic testing of experienced drivers to identify gaps in skill 

and knowledge against the driving standards, and then use that information to develop education and 

training materials to address deficiencies.  

Bike Winnipeg recommends Manitoba Infrastructure and the city of Winnipeg continue with strategies 

to develop active transportation infrastructure and consider the needs of pedestrians and stakeholders 

from the outset in major infrastructure project planning and design. A number of other suggestions 

were offered to improve roadway infrastructure and road signage which are addressed in the full body 

of this report.  
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CMMG 
CMMG stressed the need to continue with education and awareness campaigns aimed at educating 

motorists about how to share the road safely with motorcycles. CMMG spoke about the importance of 

motorcycle training and offered suggestions on how to better address the training needs of new and 

experienced motorcycle riders. CMMG also expressed support for greater use of automated 

enforcement tools by police and offered a number of suggestions for infrastructure and roadway 

signage improvements as identified throughout this report.  

With respect to wildlife collisions, CMMG concurs with MPI’s evaluation of wildlife fencing as being 

impractical to address the issue in a meaningful way. CMMG supports the use of variable and temporary 

roadside signs as a means to alert drivers to wildlife activity along high collision corridors, but suggests 

consideration be given to animating these signs as doing so may be more effective in capturing driver 

attention than word-based messaging only. 

Overall CMMG expressed concern with the lack of new investments in motorcycle safety programming 

by MPI and encouraged the corporation to consider developing new programs, including stronger 

marketing and support for the Experienced Rider training program offered by Safety Services Manitoba.  

 

CAC 
CAC spoke to the importance of engaging stakeholders and the general public on the issue of road safety 

and offered a number of suggestions on how existing collaboration efforts through the Provincial Road 

Safety Committee and MPI’s External Stakeholder Committee on Loss Prevention can be improved. CAC 

also noted growing use of mobility vehicles and requested MPI share details of any strategies being 

developed under the Provincial Road Safety Committee in future rate applications.  

CAC also offered a number of closing recommendations that are summarized below with additional 

context contained throughout this report: 

 CAC recommends that as part of the provincial road safety plan, a provincial road safety budget 

be made available to the public and be included in the provincial strategy. Doing so would help 

to align efforts of all parties responsible for road safety, including MPI, the province of 

Manitoba, municipalities, and other relevant agencies. Doing so would also assist the Board is 

determining if MPI’s portfolio is being optimized from a rate-setting perspective.  

 

 CAC recommends that in the 2020 GRA and future GRA’s, MPI file materials that outline 

jurisdictional and best practice research undertaken by MPI to inform decisions regarding new 

programs and improvements to existing programs. These materials should articulate how MPI 

weighs and considers various options and how the research informs ultimate program decisions 

taken by MPI.   

 

 CAC also spoke to the importance of measuring and evaluating program outcomes and 

recommends that for all programs and portfolios in the road safety area, GRA filings include 

information on how program outcomes are being evaluated and measured on an ongoing basis 

in alignment with best practice.  
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MPI Closing Comments 

 
MPI acknowledged the importance of open and transparent dialogue amongst stakeholders and 

thanked all conference participants for their preparation, perspectives, and strong input.  

MPI acknowledged concerns raised about the timeliness and accuracy of data; how to improve feedback 

loops with road safety stakeholders; and MPI’s program evaluation rigour, and confirmed discussions 

are underway within MPI and at the Provincial Road Safety Committee level to address these 

observations.  

MPI also acknowledged feedback from stakeholders on the structure, membership, and Terms of 

Reference for the External Stakeholder Committee on Loss Prevention and will work with all committee 

members to ensure active and satisfactory participation by all stakeholders.  

With respect to the use of social costs, MPI commits to considering these costs in their priority setting, 

business case development, and resource allocation decisions; but cautioned that doing so may not 

have a radical impact on current road safety priorities, given human toll is already weighted into the 

priority setting methodology which serves to prioritize road safety issues most commonly associated 

with fatal and serious injury collisions.  

Finally, MPI acknowledged the importance of staying ahead of new and emerging road safety issues; 

being open to exploring new opportunities and initiatives to advance road safety in Manitoba; and 

measuring and evaluating road safety programs and initiatives on an ongoing basis in alignment to best 

practice.   
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Summary of MPI and Stakeholder Commitments and Action Items 
 

1. MPI to begin using the social costs of collisions in its priority setting, business case development, 

and resource allocation methodologies.  

 

2. MPI to file the Provincial Road Safety Report – Toward Zero first year progress report with the 

2020 GRA, assuming it is approved for release by government by that time.  

 

3. MPI to take under advisement Bike Winnipeg’s suggestion to revisit the current success measure 

of public support for MPI’s road safety efforts as identified in the 2018 Annual Report.  

 

4. MPI to undertake further discussions with the MTA on development of dedicated road safety 

strategies for heavy commercial vehicles and finalization of policy and implementation details 

related to mandatory entry level training for Class One commercial drivers.  

 

5. MPI to consider engaging MTA more directly on the Provincial Road Safety Committee and/or 

working groups related to heavy commercial vehicle safety as they are formed.  

 

6. All stakeholders to consider providing input into the City of Winnipeg’s ten-year Transportation 

Master Plan now under development.  

 

7. MPI to ensure members of the technical working groups under the Provincial Road Safety 

Committee are kept informed about recommendations to be pursued, and for those that won’t, 

the reasoning for being declined at this time.  

 

8. MPI to engage with the City of Winnipeg and other municipalities in development of municipal 

road safety strategies to help ensure alignment to key principles, objectives and success 

measures under the provincial plan.  

 

9. MPI to survey members of the External Stakeholder Committee on Loss Prevention to help 

inform a review and renewing of the committee’s Terms of Reference. 

 

10. MPI to start regularly sharing program and portfolio evaluations with the External Stakeholder 

Committee on Loss Prevention.    

  

11. CAA to provide results of national traffic safety culture surveys conducted by the National office 

to help inform MPI’s efforts to create a stronger traffic safety culture in Manitoba.  

 

12. MPI to provide stakeholders with a copy of the full-scale evaluation of the Impaired Driving 

Portfolio conducted three years ago, in the event this evaluation has not already been filed with 

the Board.  
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13. MPI to follow up with Bike Winnipeg on their request for questions asked by MPI claim takers to 

determine contributing factors, and the instructions provided to employees for coding these 

factors.  

 

14. MPI to examine opportunities to do geo-mapping of speed-related collisions using existing 

collision data.  

 

15. MPI to review the recent Transport Canada study that examined the issue of commercial 

vehicles interacting with vulnerable road users to determine if additional efforts are required to 

address this issue within or outside of the new mandatory training program for commercial 

drivers.  

 

16. CAA to share program materials from Ontario to assist MPI in its redevelopment of the road 

safety learning resources in schools. 

 

17. CAA to follow up with MPI to review, update and improve the current training material for the 

School Safety Patrol Program in Manitoba.  
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