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Legislative Reception Draws Over 150
 The following companies 

also provided exhibits 

during the reception:

  Serco Group

  TrafficLand

  Trichord

  VDOT

  Wilbur Smith Associates

           Parsons Brinckerhoff

             3M Traffic Safety Systems

           Control Technologies

             Econolite Control Products

           Open Roads Consulting 

           Quixote Transportation Technologies

       “This was our most successful legislative 

reception yet,” said ITSVA President Cameila 

Ravanbakht. 

     Photos from this year’s event are shown 

on page 7 of this issue. u

Hill Named Acting 
Director of DRPT

O
n February 21, 

Governor  Tim 

Kaine  appointed 

former ITSVA President 

Corey W. Hill to serve as 

the Acting Director of the 

Virginia Department of 

Rail and Public Transporta-

tion (DRPT). Mr. Hill joined the Department in 

1997 and has led its Administration and Capital 

Projects Division since 2003. He had served as 

ITSVA President from 2002-2003.

   “Corey’s experience in rail, public transporta-

tion and overall administration will allow DRPT 

to continue to grow and improve the quality 

of life across the Commonwealth,” Governor 

Kaine said.

    While working for DRPT, Hill served as the 

Northern Virginia Regional Manager, Project 

Director for the Dulles Corridor Metrorail Project 

through much of the planning phase, Project 

Manager for several major planning studies and 

recently led the Department through an update 

of its strategic plan. Prior to joining DRPT, Hill 

had worked for the Virginia Railway Express.

      The search to replace outgoing Director 

Karen Rae is underway.  Rae, who had directed 

VDRPT since  2002, will join the Common-

wealth of Pennsylvania as a Deputy Secretary 

of Transportation, responsible for public  trans-

portation and passenger rail.

     “Under Karen’s leadership, DRPT advanced 

the first-ever six year program for public trans-

portation and dedicated  source of funding for 

rail, said  Secretary of Transportation Pierce 

Homer. “The Dulles Corridor Metrorail  project 

is now in preliminary engineering after 40 years 

of planning,” he added. u

Corey Hill

511 Virginia Adds E-Mail, Text Message Alerts

O
ne year after the statewide roll-out 

of the 511 Virginia traveler informa-

tion service, Virginia Department 

of Transportation (VDOT) announced a new 

subscription-based email alert system in Feb-

ruary. The system will provide subscribers real 

time traffic information via text messaging or 

simple emails.

    “Through the new 511 email alert system, 

travelers can now be informed of road condi-

tions the second VDOT knows about it,” said 

Connie Sorrell, chief of system operations for 

VDOT.  “511 allows motorists to make better 

travel decisions by having access to immedi-

ate updates on road conditions.” 

     To sign up, users should click on the email 

alert tab on www.511Virginia.org. The tab will 

bring up a log-in screen. Users will create an 

account, which is free. 

    Once logged in to the email alert system, 

subscribers can pick what time of day to re-

ceive alerts and select which roads their 

alerts will cover. New users who do not select 

specific times will receive their messages be-

tween 1:00 p.m. and 5:00 p.m. daily. Fees for 

text messages may apply depending on the 

subscriber’s text messaging provider.

    Traffic alerts and traveler information in 

Virginia can be obtained by dialing 511. In ar-

eas where 511 is unavailable, dial 1-800-578-

4111. TTY users can call 711 to obtain these 

services. Traffic alerts and traveler information 

also are available at www.511Virginia.org.

   511 Virginia provides the latest information 

on weather conditions, road construction and 

traffic incidents as well as lodging, food and 

gas. The system provides information on 98 

different roads in the state, including all 2027 

miles of Virginia’s interstate network and near-

ly 3500 miles of major primary roads. 

    Callers also can transfer to the Kentucky 

and North Carolina 511 telephone services 

for travel information in both states. Virginia 

is one of 23 states to offer a 511 traveler in-

formation service and  511 

Virginia received its one 

millionth caller in Decem-

ber 2005. u

L
egislators, state 

agency officials and 

members of the ITS 

community were among 

the 150 people who attend-

ed ITS Virginia’s Annual 

Legislative Reception on 

February 1 at Richmond’s 

Old City Hall.  Secretary 

of Transportation Pierce Homer 

attended, as did acting VDOT Commissioner 

Greg Whirley and Connie Sorrell, VDOT’s 

chief of system operations.  Many thanks to 

the sponsors for this year’s event : 

         Cohu, Inc.

         Kimley-Horn & Associates

         Open Roads Consulting 

         PBS & J

         The Scientex Corporation

         SmarTek Systems, Inc.

ITSVA Annual Conference 
& Exhibition 

June 1&2 in Arlington

Old City Hall
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Where's The Donald?
By Glenn N. Havinoviski

Editor’s Ramblings

A year ago, I spent an entire column 

rhapsodizing (however dissonantly) 

about a place few around here had ever 

heard of, Dubai.  A place where every-

thing (including ITS) is being built bigger 

than anywhere else, and where history is 

what they deleted from the web site this 

morning.

      If the President didn’t know where 

Dubai was a year ago, he certainly knows 

now, as do just about every member of 

Congress and even people in the far cor-

ners of the Dismal Swamp and behind the 

Shenandoah.

       Since we left him last, Dubai’s Crown 

Prince, General Sheikh Mohammed bin 

Rashid al Maktoum, has through succes-

sion (thanks to the death of his older broth-

er), become the Ruler of Dubai, as well as 

Vice President and Prime Minister of the 

United Arab Emirates.  His Emirate-owned 

ports and shipping operator, Dubai Ports 

World (the largest in the Middle East), 

recently outbid a larger Singapore 

company to take over Britain’s biggest 

shipping operator, P & O.  It so happens 

that P & O, in turn, operates a third of 

America’s port facilities, including New 

York / New Jersey, Baltimore, New Or-

leans, Miami and Philadelphia.  

     In other words, the cat is now out of 

the bag.  Dubai is officially trying to take 

over the world.  Dubai is a 5-foot tall utility 

infielder leading the league in home runs, 

RBI’s, batting average, and stolen bases.  

Now everyone is beginning to wonder 

about the steroids he may be using.

     Quitting the analogy, politicians and 

many members of the public are scared 

to death about a Middle East company 

operating port facilities in an environment 

where fewer than 5 percent of all ship-

ments are subject to Federal inspection.  

Visions of  9/11-based money laundering, 

the presence of two UAE citizens among 

the nineteen 9/11 pilots, and angry pro-

tests against cartoons showing a certain 

prophet with an exploding turban (even if 

there has been no known violence in the 

UAE)  are frightening Republicans and 

Democrats alike.

     Even considering that the Dubaians 

would probably be professional and scru-

pulous in their dealings (especially under 

a Vox Populi driven microscope like this), 

this all raises an interesting point.  

     If we are going to build and operate 

highways using a third party (much in the 

way ports are being operated), whom do 

we want to own them?  Would you pay 

electronic tolls to some company from 

France or Russia or whose owner is called 

Prince Al-Waleed?  

     And if we don’t like this approach to 

doing transportation improvements, will 

we be willing to pay higher taxes instead?  

Asking this question in Virginia is like ask-

ing Jerry Seinfeld to give up comedy and 

do opera.

         In the end, can we prevent the priva-

tization of transportation services from be-

coming a geopolitical nightmare?  Should 

we even be worrying about this?

        First, some perspective. The U.S. in 

general, and even Virginia, is still relatively 

new at this.  

     However, the idea of building and 

operating a transportation facility as a 

business venture is not new.  Europe, 

Mexico, Australia and South America have 

done this for decades with concession 

agreements both for building and operat-

ing large scale toll road facilities – either 

because the public preferred government 

money to be spent on public transport, or 

because of a lack of government funds to 

build and operate major highways.  

       Many of these concession agreements 

have worked well. Some (like those in 

Hungary and Mexico) have not worked 

quite so well.  Nevertheless, the idea of 

a highway concession is gaining traction 

in places where the traffic demand is 

clearly there but the public money is not. 

Texas is now looking at tolled capacity and 

privatized turnkey construction and opera-

tions as their way forward. And many of 

the players who have come forward have 

been from places like Spain and Australia. 

The latter is a member of Bush’s vaunted 

“Coalition of the Willing”, the other most 

visibly withdrew.

     In addition to concessions, public-

private partnerships have become more 

popular (with investment by the govern-

ment but with private sector construction 

and operations investment along with toll-

based revenue collection).  In Virginia, the 

Route 895 toll road east of Richmond is an 

excellent example of this (and had a US 

firm leading the team); PPTA agreements 

are in development for the I-81 recon-

struction (including new truck lanes) as 

well as HOT lane implementation along 

I-495 and I-95 in Northern Virginia.  

     But privatization is going well beyond 

adding so-called “Lexus lanes” and into 

taking over entire existing facilities.  

One such wrinkle has been the award-

ing of long-term leases of existing facili-

ties, most notable of which is the leasing 

of Chicago Skyway to a large Spanish firm 

who is operating, maintaining and collect-

ing tolls on the facility after providing the 

City of Chicago with a healthy payment 

which forestalled a major fiscal crisis.

      And of course, the private operation of 

seaports and to a lesser extent, airports, 

has occurred for a number of years, not to 

mention traffic management centers. So 

the political shock-and-horror show that 

is going on now seems to be motivated 

purely by who the operator is, not whether 

or not they can meet the requirements of 

operating the facility. 
Continued on page 6

...can we prevent 
transportation privatization  

 from becoming a 
geopolitical nightmare? 
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By Camelia Ravanbakht, PhD
President’s Message

Successful Traffic Incident Management Programs Depend Largely 
on Regional Cooperation and Collaboration

T
raffic incident management is a multidisciplinary process 

to detect, respond to, remove obstructions, and restore 

traffic flow as safely and quickly as possible. The plan-

ning and coordination covers multiple agencies and jurisdictions 

including state and county/municipal departments of transpor-

tation, state and local law enforcement agencies, fire depart-

ments, towing and recovery companies, HAZMAT, and other 

key stakeholder organizations.  Traffic incident management 

programs contribute to the safety of on-scene responders and 

motorists approaching or passing roadway incidents.  Successful 

programs also help reduce delays to the traveling public.  

         Individual responder disciplines have different priorities. 

Fire and emergency medical services are looking at the safety 

of their responders as well as the victim. Law enforcement is try-

ing to protect the integrity of the scene and control traffic. Public 

works is often trying to establish traffic control, and determine 

the extent of damage and what temporary repairs are needed. 

Towers are often trying to determine what type of equipment 

is needed and if there is any special equipment necessary for 

removing the vehicle.  An effective program requires commit-

ment and collaboration among multiple transportation and public 

safety agencies.

         Equipping  highways with sensors, cameras, and safety 

service patrols has been a success story.  This combination 

provides the capability to quickly recognize and react to incidents 

resulting in reductions in incident clearance times.  Studies show 

that each minute saved in clearing an incident results in several 

minutes of reducing backup and delay. The simple additions 

of advanced warning sign locations to slow traffic, establish-

ment of needed detour routes, and 511 message updates to 

alert motorists are also imperative.  A July 2005 National Traf-

fic Incident Management Coalition publication highlights nine 

areas in which organizations should focus their traffic incident 

management efforts:

1. Traffic incident management program strategic plans

2. Traffic incident management administrative teams

3. Performance measures

4. Responder and motorist safety

5. Response and clearance policies and procedures

6. Procedures for major incidents

7. Integrated interagency communications

8. Transportation management systems

9. Traveler information 
Continued on page 6
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Purchasing Travel Time Data
An Investigation of Travel Time Data Service Requirements

T
raffic monitoring serves as the foundation of modern transporta-

tion operations. However, only a small percentage of the most 

heavily traveled roadways are currently instrumented and moni-

tored, primarily using point detectors. A potential approach to address 

this limitation is to utilize emerging technologies to sample vehicles as 

they travel through the transportation system. This concept is referred 

to as probe-based monitoring because travel time data is collected 

from anonymous and unstructured (i.e. their route is not controlled) 

probe vehicles.  

     Probe-based traffic monitoring systems may be developed using 

wireless location technology (most commonly employing cellular tele-

phones), automatic vehicle identification (AVI) systems, or other tech-

nologies.  What is unique in the deployment of this new approach is 

that the infrastructure supporting probe-based monitoring is generally 

privately owned and operated.  Thus, it is likely that in the near future, 

the public sector will be able to purchase a considerable amount of 

travel time data describing system operations from the private sector.  

      A key concern with moving towards the model of purchasing traffic 

data services is how the purchaser of such data can assure that it is 

acceptable.  Currently, no guidance exists to address this challenge.  

Because of this need, VDOT initiated a research program in the fall 

of 2004 to develop draft requirements to support entering into agree-

ments to purchase a travel time data service.  This article describes the 

results of this project.  

     At the time this article was prepared, VDOT had not yet implemented 

these requirements by entering into a travel time data service agree-

ment.  Thus, the results are presented in a generic format that is suit-

able for tailoring by any transportation agency.  Also, there is certainly 

no single “right” way to do this.  The intent of this article is to begin the 

dialogue on this topic.  

                                         METHODOLOGY

      A 2004 Federal Highway Administration report titled Traffic Data 

Quality Measurement provides a thorough foundation on which to base 

the draft requirements for the procurement of travel time data.  The 

methodology for requirements development includes the following:

1. Define Data Consumers: Addresses data needs of transportation 

agencies

2. Define Travel Time Measures Requirements: Identifies what trav-

el time information would be purchased at the most basic level based 

on the above needs

3. Define Requirements for Data Acceptability: Addresses desired 

level of data quality, reliability, etc.

EXPECTED TRAVEL TIME DATA APPLICATIONS

    Any requirements imposed on travel time data purchased from the 

private sector should logically be based on the intended uses of the 

data.  Based on an analysis of current and expected use of travel time-

related data, three fundamental applications are evident:

1. Real-Time Operations 

2. High-level Traveler Information Provision

3. Transportation Operations Performance Measurement

     All three applications must have access to quality travel time data 

in order to be effective.  Therefore, it is recommended that agencies 

procure travel time data to be used for these applications.  It would not 

make sense for an agency to enter into agreements to purchase data 

for each application independently.

                             PROPOSED REQUIREMENTS

     In the interest of space, discussion of the requirements developed 

to support purchase of travel time data and how they were identified 

are not included.  This information can be found in the author’s recent 

paper presented at TRB in January 2006.

                         Travel Time Measure Requirements

     The following data shall be provided for each link monitored in 

the system at each measurement time interval. Note that the units for 

travel time shall be minutes.

     o Mean travel time 

     o Standard deviation of travel time 

     o Number of samples used to calculate the statistics

     o Maximum travel time measured during the interval

     o Minimum travel time measured during the interval

Spatial Coverage Requirements

      Travel time shall be measured by direction for the following func-

tional systems:

     o Freeways (Interstate and other)

     o Arterials (principal and minor)

• When applicable, travel times shall be measured separately for re-

versible facilities on a particular roadway (i.e. reversible HOV lanes)

• Freeway links shall be defined from interchange to interchange

• Arterial links shall be, on average, 2 miles in length.  Start/end points 

for arterial links shall be, when possible, intersections with freeways or 

principal arterials.

Temporal Coverage and Resolution Requirements

• Travel time measures shall be provided at regular time intervals.  

A measurement time interval is defined as the period of time during 

which samples of individual vehicle travel times have been collected.  

The measures for each interval shall be provided to the data purchaser 

within 10-seconds of the end of the measurement interval.

• Required measurement time intervals shall vary based on the time-of-

day and type of facility monitored.

• The following travel time measurement intervals shall be used during 

high traffic conditions (5:00 am – 9:00 pm) {Note that this time period is 

suggested – an agency should fine tune these times based on regional 

experience}

     o Freeways: 1-minute

     o Arterials: 5-minutes

• The following travel time measurement intervals shall be used during 

low traffic conditions (9:00 pm - 5:00 am) {Note that this time period is 

suggested – an agency should fine tune these times based on regional 

experience}

     o Freeways & Arterials: 10-minutes

Data Quality Requirements

• Link travel time measures provided by the private sector shall have a 

maximum of 20% average absolute percentage error when compared 

to ground truth data.  This requirement is applicable on a link-by-link ba-

sis (i.e. the error measured at each link shall meet this requirement).

     by Brian L. Smith, Ph.D.     Editor’s Note:  The author presented a paper on this topic at the Transportation Research   
   Board Annual Meeting in Washington in January, 2006
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• An aggregate of link travel time measures provided by the private 

sector shall have a maximum of 10% average percentage error when 

compared to ground truth data.  This requirement is applicable on aver-

age to all links monitored by the system.

• During high traffic conditions an agency should fine tune these times 

based on regional experience} travel time measures shall be provided 

for 95% of all measurement time intervals for all links.

• During low traffic conditions an agency should fine tune these times 

based on regional experience} travel time measures shall be provided 

for 60% of all measurement time intervals for all links.

Data Quality Validation Requirements

• Initial Service Acceptance Testing

     o The data service provider shall be provided with a written baseline 

data collection and data quality analysis plan during original agreement 

negotiations.  This plan will be negotiated and agreed-upon by both 

parties.  In the event that the parties cannot come to an agreement, the 

agreement will not move forward.

     o The initial service acceptance testing effort shall consist of base-

line data collection over the period of 5 consecutive weekdays.  The 

data service provider shall provide all travel time measures to the pur-

chaser during this testing period.  The purchaser will collect baseline 

data as outlined in the plan using either its own forces or a 3rd party 

independent organization.

     o In the event that the data analysis demonstrates that the travel 

time data does not meet requirements, the purchaser shall have the 

right to terminate the agreement.

• Annual Data Quality Validation Testing

    o The data service provider shall be provided with a written an-

nual baseline data collection and data quality analysis plan one month 

prior to the annual validation testing.  This plan will be negotiated and 

agreed-upon by both parties.  In the event that the parties cannot come 

to an agreement, the purchaser shall have the right to terminate the 

agreement.

     o The annual service acceptance testing effort shall consist of base-

line data collection over the period of 2 consecutive weekdays.  The 

data service provider shall provide all travel time measures to the pur-

chaser during this testing period.  The purchaser will collect baseline 

data as outlined in the plan using either its own forces or a 3rd party 

independent organization.

    o In the event that the data analysis demonstrates that the travel time 

data does not meet requirements, the purchaser shall have the right to 

terminate the agreement.

• Quarterly Self-Reporting of Data Quality

    o Upon successful completion of the service acceptance testing, the 

data service provider shall provide the purchaser with a quarterly data 

validation plan.  This plan shall document the data collection method 

and sampling approach that will be used, the time period of data col-

lection, and the links to be tested.  Note that part of this plan shall be 

documentation of the format in which data availability for the previous 

quarter will be reported. This plan will be negotiated and agreed-upon 

by both parties.  In the event that the parties cannot come to an agree-

ment, the purchaser shall have the right to terminate the agreement.

    o On a quarterly basis, the data service provider shall deliver the 

results of their self-assessment of data quality for the previous quarter, 

using the quarterly test plan agreed upon at the outset of the agree-

ment.  The data service provider shall also deliver the “raw” baseline 

data collected (in most cases, this will be the GPS logs for the floating 

car runs).

     o In the event that the data analysis demonstrates that the travel 

time data does not meet requirements, the purchaser shall have the 

right to terminate the agreement.

Data Usage Requirements

• The purchaser shall have the right to use travel time data purchased 

from the data service provider for all internal agency applications.  This 

includes the right to archive the data and use it for an unlimited period 

of time.

• The purchaser shall not share the data directly with other organiza-

tions.  This excludes the purchaser’s right to create visualizations of 

the data (i.e. maps, graphs, etc.) for presentation and distribution. 

CONCLUSIONS

     Given advances in technology supporting probe-based traffic moni-

toring, the transportation industry is rapidly moving towards new ways 

to collect and distribute traffic data.  While it is likely that transportation 

agencies will have the ability to purchase more extensive traffic data 

for a lower cost than is currently allowed by agency-owned point-sen-

sor networks, this approach will bring with it substantial risks.  It is 

essential that agencies develop clear, thorough requirements to pro-

tect their investment when entering into traffic data service purchasing 

agreements.

     The proposed requirements presented in this article are a first step.  

Before using the requirements, an agency should carefully consider 

each requirement based on their own policies, procedures, and engi-

neering practice.  In addition, as agencies gain experience with travel 

time data services, the requirements will need to be revisited.

     Brian L. Smith, PhD is an Associate Professor in the University 

of Virginia Department of Civil Engineering and directs the Vir-

ginia Transportation Research Center.
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Editor’s Ramblings 
continued from page 2

      Where is The Donald now that we need him?  Imagine a 

Trump Highway, here in Virginia, which  may actually have Lexus 

lanes (and Mercedes lanes, Porsche lanes and perhaps a  few 

other upscale lanes but sorry, no room for your Buick).     Alas,  

it may be a while. He is busy building his new Trump Hotel... 

in  Dubai.

     Glenn N. Havinoviski is vice president in charge of the 

Transportation Technology and Operations Division of Wilbur 

Smith Associates in Falls Church, Virginia. He is editor of the 

ITSVA Journal and president-elect of ITS Virginia. u  

         Such requirements need to be better defined for all types 

of transportation privatization schemes – and while policymakers 

have to be involved, we as transportation experts should have 

a principal role in defining them.

      For a new highway, requirements might include deploy-

ment of various traffic management,  traveler information, and 

maintenance functions, including a lot of ITS stuff.  These could 

include traffic volume, travel times, pavement life, accident 

rates, response time to accidents or incidents,  duration of road 

closures during construction, or just about anything associated 

with the integrity and quality of the road.  

     Any private operator would have to propose how such per-

formance measures would be met, and be evaluated or audited 

bi-annually following state-developed guidelines to assure their 

performance requirements were being adhered to. Those that do 

well get to maintain their concession or operational agreement. 

Those that do not, get put on “probation” (and their name officially 

allowed to be dragged in the mud through the media), and if they 

fail, their next evaluation/audit they are sent packing. 

     Notice that none of this addresses where the operator or 

their money comes fro  We are better off letting those be politi-

cal decisions, not operational decisions.  However, from all the 

brouhaha that the Dubai Ports World issue is causing,  maybe 

foreign businesses see more in our transportation system than 

we do.  Which leaves one last question. 

President’s Column
continued from page 3

     Last year, transportation and public safety agencies in 

Hampton Roads launched a major undertaking to enhance the 

region’s traffic incident management program. Because of a 

strong partnership among numerous agencies and stakeholders, 

several key areas are being evaluated:

 • RCTO Charter                  • “Move It” Law

       • Guiding Principles              • Quick Clearance

 • Traffic Diversion Plans       • After Action Incident Review

      • Performance Measures and Data Evaluation

The Hampton Roads RCTO/incident management program 

document is scheduled to be complete in early 2007.   

    Camelia Ravanbakht is Principal Transportation Engineer 

with the Hampton Roads Planning District Commission and 

President of ITSVA.
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2005 ITS Virginia Legislative Reception

Above: ITSVA Director Barrett Hardiman with 

former Secretary of Transportation Whitt Clement. 

Below: Captain Steve Chumley of the Virginia 

State Police with DMV’s Ken Jennings. 

At left: Pat McGowan of PB Farradyne with 

VDOT’s Connie Sorrell. 

Below: Attorney General Robert McDonnell with 

Peter Easter of Easter Associates. 

Below: Easter lobbyist Lynwood Butner with 

Delegate Ken Plum.

At left: ITSVA newsletter publisher Mary Howell 

with Delegate Frank Hall. 
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TrafficLand Adds 21 Live Camera 
Views in Northern Virginia

F
airfax-based TrafficLand Company recently added 21 new 

Virginia Department of Transportation traffic camera views in 

Northern Virginia to its Internet-based traffic video network.  

The new camera views are located in Virginia along I-495, I-66, I-95, 

Route 236 (The Dulles Toll Road) and Routes 644 and 29.

     The TrafficLand Network integrates live images on its website, 

www.trafficland.com, from public traffic cameras located in multiple 

U.S. markets.  The additional VDOT cameras increase the total 

currently available for viewing to 618.

    The TrafficLand website provides free access to its live traffic 

camera viewing service, which is designed to help the driving public 

avoid traffic congestion.  The company also offers users the ability 

to customize and save camera displays and view live camera im-

ages on web-enabled cell phones and PDAs including Blackberry 

and Treo models. u

 

Morning traffic on I-66 near the I-495 interchange 

V
DOT has appointed Dean Gustafson and Jim Smith as re-

gional directors in two recently organized operational re-

gions.  Gustafson will lead the Staunton District’s regional 

operations and Smith will lead the Richmond District’s operations.  

     Smith had previously served as Program Administration Manager 

for the Richmond District since June 1999 and was responsible for 

planning and directing the district’s highway maintenance program.  

He also served as Resident Engineer in the Chesterfield Residency 

for seven years. His prior experience includes 22 years with RF&P 

Railroad as well as various leadership roles with the U.S. Army.

    Prior to his promotion, Gustafson was the Staunton District’s 

ITS Program Manager since 2002.  In addition to VDOT, Gustafson 

worked 13 years in traffic engineering assignments with the New 

York State DOT, during  which time he managed a regional trans-

portation coalition with a traffic operations center comparable to 

VDOT’s “Smart Traffic Center.”u  

 VDOT Names Regional Managers 

Save the date ! 
June 1-2, 2006 

Westin Arlington Gateway • Arlington, Virginia
Visit www.itsva.org 

for Sponsor & Exhibitor Forms and 
Registration Information 

ITSVA Annual Conference & Exhibition


