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JAMES R. ROBINSON retired from the

Virginia Department of Transportation this

summer after more than three decades of

public service. Robinson’s tremendous

impact on the ITS universe crosses

generations, as KEVIN M. BARRON,

director of government programs with

TrafficLand, Inc., writes.

THE FIRST TIME I saw Jim Robinson
was in a small black and white picture

in the VDOT Bulletin in 1995.

I actually knew of him before this moment,
but had never seen the man who was to
become my mentor and a mentor to many
others over the years. I had just joined VDOT
one week earlier. How was I to know that the
timing of our joint arrival in Richmond would
have such a tremendous impact on my future
and that of so many of my colleagues?

My first contact with J.R. was a telephone
interview I conducted with him when I was a
consultant at Apogee Research. I had some
trouble reaching him at his office in
Baltimore.

When he eventually returned my call, I was
struck by the measured cadence of his voice
and his strong Oklahoma accent. He was
polite and patient with me as I struggled to
get the information I needed on the particular
project in which he was involved.

While that patience may have
worn a little thin over the years, I
believe it is one of his best
character traits, and one that
helped forge a nearly ten-year
bond between us.

I am not the only one who
benefited from his deliberate
mentoring approach. I can think of
many other members of our ITS
team who were challenged by
J.R.’s pressure to move forward,
to accomplish, to expand our
vision and understanding.

For us, his presence provided assurance
that we would be protected as we strove to
further the goals of the ITS program in an
agency that was struggling to understand
who we were and why we were so persistent.

Over the years, one of us would slip away
and move on to another job. I know that each
and every one took a piece of their education
under J.R. with them. Some are in
consulting, some in other government
positions. All of the alumni, myself included,
share a better vision for the future of
transportation in Virginia—a vision developed
during our time with J.R.

As J.R. closes this chapter of his life, I
speak for all of those who had the

VDOT’s Robinson Retires: Remembered as Mentor to Many

VIRGINIA DEPARTMENT OF Transportation
officials were assessing flood damages to
roads and bridges in Central Virginia after
Tropical Storm Gaston dumped nearly a foot
of rain in certain places in the Richmond
area on August 30 and 31. VDOT Chief Fi-
nancial Officer Barbara Reese said dam-
ages are likely to approach $20 million.

The department’s maintenance budget for
the current fiscal year is $994 million, with
another $57 million available from the last
fiscal year. Within the $994 million is $16
million budgeted centrally to help VDOT
districts address disasters and emergen-
cies, such as Tropical Storm Gaston, above
and beyond what they have budgeted for
maintenance.

Governor Mark Warner asked for a Presi-
dential Declaration of a Natural Disaster,
which will allow qualifying cleanup and re-
pair expenses to be reimbursed by either
the Federal Highway Administration or Fed-

Flooding Causes $20 Million in Road Damage

opportunity to work for him, with him, and
maybe even against him, when I say that he
did make a difference – for VDOT, for Virginia
and for all of us.

So long J.R., and remember, it is our turn
to carry the torch. You work on your short
game.

[Editor’s Note: Without doubt, ITS
Virginia owes much to J.R. Robinson’s role
in championing the association and its
mission. At its July meeting, the ITS
Virginia board of directors passed a
resolution commending Robinson for his
“invaluable service in advancing the cause
of intelligent transportation systems” and
awarded him lifetime honorary membership
in the association.]

eral Emergency Management Agency.
Reese said VDOT is aggressively pursuing
these federal funds to help with road and
bridge repairs. “With these combined re-

sources,” she said, “VDOT will be able to ad-
dress the needed repairs within the limits of
its maintenance budget.”

Due to flooding in the Richmond and
Fredericksburg areas, some roads and ramps
were closed for repairs over the Labor Day
holiday. Over 120 state roads remained under
water for several days after the storm.

Many neighborhoods in Richmond received
heavy damage and numerous buildings were
condemned in the Shockoe Landing area.

The NASCAR weekend in Richmond has
also been complicated by the storm’s after-
math.

VDOT and Henrico County officials worked
with Richmond International Raceway staff on
a strategy to route more than 100,000 visitors
through the Richmond area for the sold-out
NASCAR Nextel Cup and Busch Series races
the weekend of September 11.As Tropical Storm Gaston pounded Rich-

mond, VDOT’s website delivered timely
updates.

Mentor: J.R. Robinson with TrafficLand’s
Kevin Barron.
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By Glenn N. Havinoviski

I
F THERE IS a shortage of anything in our
industry, it is charisma. Time and time
again, we try to sell ITS, transportation

technology and innovation, as if it is up to
others to validate what we do.  And time and
time again, much of what we sell, whether it
is congestion benefits, safety benefits, and
just plain technological progress, falls on deaf
ears.

Maybe it’s the boring acronyms.

I remember back over a decade ago, the
term “Telematics” was concocted by the
Europeans just so they didn’t have to call
their transportation technology projects
“Intelligent Vehicle-Highway Systems” (IVHS)
like we did at the time.

They always used to prefer their acronyms
to be cuter – FETISH, CORVETTE, etc.
They didn’t mess with those
unpronounceable four-letter subsystems that
USDOT was originally promoting. The most
catchy thing we could do was the “I’m IVHS-
Positive” button. Which didn’t last too long in
those politically-correct early 90s.

Of course, we had to not only change the
acronym to “ITS” in order to be non-modal-
specific (we shouldn’t assume transportation
requires vehicles or highways now, should
we?), but then we had to appropriate the term
“telematics” as well, as the subset of ITS
that deals with wireless vehicle
telecommunications. Interestingly, many
information technology companies and their
media outlets routinely talk about telematics
products, but never about “ITS” products.

Despite this apparent identity crisis, until
2001 transportation programs, ITS included,
were swimming in happy gravy thanks to
plenty of White House support and that man
who maintained the transportation gravy dish,
Congressman Bud Schuster from
Pennsylvania.

Remember when the public sector (Feds
and states) was dishing out $250 million-plus
every year to plan and build ITS?  Of course,
that famous outer-outer beltway that travels
through rural Pennsylvania (the misnumbered
I-99) was also built, and money got fed to
Virginia to finally begin rebuilding the
Springfield interchange, as well as the
Woodrow Wilson Bridge (Maryland got its big
chunk too).

So maybe it wasn’t the boring acronyms.

But three years after 9/11, the gravy trough
has moved somewhere else, and
transportation funding is somewhere down
the priority ladder beneath retina-scanners at
airports and constitutional amendments
banning gay marriage.

Much as we look toward the private sector
to build an ITS market, or, on a larger scale,
actually build roads, the fact is it will not solve

Can Zell Sell?
ALL of Virginia’s, or the country’s
transportation problems.

Transportation, and especially ITS, has
plenty of its wide-eyed advocates and
dreamers, all preaching to each other.
Sometimes I even wonder if we are
unwittingly developing secret handshakes,
our interests and pleas are getting so far
from the mainstream.

But rather than whine or moan or wring
our hands, let’s do the macho thing (it
seems to big these days after the GOP met
in New York), and get some leadership that
will make those namby-pamby anti-
transportation people quake in their flag-
pin-lapelled, tailored suits and sensible
shoes!  We need a new not-so-secret
weapon!!!

Zell Miller.

That’s right, that angry man who
keynoted the Republican
Convention, or so he looked with that
sneering gaze, flaring
nostrils, nasty scowl
and barking,
fluttering,
twangy voice.

The man who “knocked on the door of the
President’s soul” and saw his “spine of
tempered steel”. With those laser-like eyes,
who could be surprised at his super-human
capabilities?

Despite being a lifelong Democrat, the
Senator from Georgia (and former two-term
governor) accused Bush’s opponent of
“wanting to outsource our national security”
and of voting against funding every single
fighter plane and weapon ever built.  And the
crowd went nuts.

 He screamed “this is the man who wants
to be the Commander in Chief of our U.S.
Armed Forces?  U.S. forces armed with
what??? SPITBALLS????”

Well, folks, I can tell you that I have
knocked on the door of Zell Miller’s soul, and
saw the spirit of the fictional Senator John
Blutarsky, the never-seen grown-up version
of Bluto, the lead animal from “Animal House”
played by John Belushi (who, wearing a
pirate outfit, drove off at the end of the movie
with the blonde sorority debutante).

Why can’t we, as long-suffering
transportation industry leaders and
technologists, have first dibs to this font of
wrath, fury and righteous indignation?  Why

ask for money and attention when you can
demand it?

Zell Miller for U.S. Secretary of
Transportation!

That’s right, Bush has already parked the
one Democrat in his administration in the
department that seems to be getting the least
publicity and interest (ever since the
Transportation Security Administration was
taken away and given to a new department).
If Bush wins and picks Miller, he continues
the 12-year non-partisan tradition of

Democrats running DOT! And rewards
him for his loyalty by letting him run

the show and wreak havoc with all
the naysayers and non-
charismatics who would take

transportation funding and the
highway trust fund and

invest it in farm
subsidies, tax cuts for
billionaires who pay
almost no taxes
anyway, or whatever
they are doing with the
money they won’t spend
on our nation’s
overworked, underloved
transportation system.

And if John F. Kerry
wins? Well, Miller is
retiring from the Senate
anyway, but the second

President called JFK would need bulldogs to
push through his agenda against the angry
congressional Republicans who might foil him
all the way through his term. Miller can be the
pit bull who can lead the U.S. back into its
role as transportation heroes, and help give
state DOTs back their mojo.

As Georgia Governor, Miller had one of the
largest, most prominent build ups of ITS ever
developed, all under his watch, and in place
for the 1996 Olympics. Not all of it worked
perfectly.

But say what you will, GDOT is continuing
to invest in ITS, using standardized systems
throughout the state that owe their blood line
to the original NaviGAtor system, and most
importantly, their variable message signs
usually work and give useful information!

While I would have liked to see the in-
vehicle systems developed for testing during
the Olympics advance into the industry a little
faster, a lot was done, all under Miller’s
watch, obviously with help and support from
friends in Washington.

OK, on the count of three. 1,2,3…..

Give ‘Em Hell, Zell!!

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 Secretary
of ITS Virginia.

Editor’s Ramblings
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THE UPGRADE OF current Smart Tag toll
systems for reciprocity with the EZPass
program is progressing, with the Dulles Toll
Road and Dulles Greenway in Northern
Virginia already being equipped with the
familiar (to Maryland and northeasterners)
purple signs over
toll plaza canopies
with temporary
plates covering the
EZPass logo.

EZPass
reciprocity with the
SmartTag system in
place for a decade in Virginia will begin later
this fall on the Dulles Toll Road and
Greenway.

According to the Summer 2004 Smart Tag
newsletter published by VDOT, remaining toll
facilities will be welcoming EZPass users as
early as the end of 2004 or early 2005.

Conversely, the 470,000 Smart Tag users
will now be able to use their transponders for
any EZPass toll road elsewhere in the US,
including Maryland, Delaware, West Virginia,
New Jersey, New York, Pennsylvania, New
Hampshire, Maine and Massachusetts.

Seeing Purple
Northern Virginia Toll Roads to
 Welcome EZPass in Late Fall

However, truckers (driving vehicles with
more than two axles, with dual wheels or with
gross vehicle weight over 7,000 pounds) with
Smart Tag who travel outside Virginia will be
required to exchange their white transponders
for blue transponders, consistent with

regulations in New
York State that
require E-ZPass
tags installed on
trucks to be blue.
They also will be
required to
reclassify tags.

Virginia Governor Mark R. Warner
announced Virginia’s membership in the E-
ZPass Interagency Group (IAG) in August
2003.

Fees for the state to join the IAG were
$250,000, with annual fees of $70,000.
Conversion to E-ZPass
has cost an estimated $4
million.

Washington, D.C./Virginia/Maryland

♦ Population: 3.8 million (national rank, 9th)

♦ Total peak travelers:1.9 million

♦ Annual delay per peak traveler: 67 person-hours (3rd highest)

   ♦ Congestion cost: $1,212 per peak traveler (3rd highest)

Congestion Savings Due to ITS/Operational Improvements

(including ramp metering, signal coordination, incident

management):

♦ Annual savings per peak traveler: Four person-hours

♦ Total savings: $124 million per year

Congestion Savings Due to Public Transit Use:

♦♦♦♦♦ Annual savings per peak traveler: 35 person-hours

♦ Total savings: $1.8 billion per year

(in other words, annual delay per peak traveler would be 106

person-hours without operational strategies or public transit)

Hampton Roads

♦ Population: 1.53 million (ranked 26th)

♦ Total peak travelers: 823,000

♦ Annual delay per peak traveler: 28 person-hours (41st highest)

♦ Congestion cost: $501 per peak traveler

Congestion Savings Due to ITS/Operational Improvements

(including signal coordination, incident management)

♦ Annual savings per peak traveler: three person-hours

♦ Total savings: $37 million per year

HOW’D WE DO?HOW’D WE DO?HOW’D WE DO?HOW’D WE DO?HOW’D WE DO?
Performance of Virginia cities and metropolitan areas in

2004 Urban Mobility Study conducted by the Texas
Transportation Institute.

Continued on page 7

Along with Virginia, the States of Indiana
and Illinois have recently joined the IAG and
will have electronic toll collection systems
compatible with EZPass.

VDOT owns three toll roads: Coleman
Bridge (Route 17), Dulles Toll Road (Route
267), and Powhite Parkway Extension (Route
76).

The others are owned by local
governments, the private sector or authorities:
Chesapeake Expressway (Route 168), Dulles
Greenway, Richmond Metropolitan Authority
Expressway (Route  195) and Pocahontas
Parkway (Route  895). The Chesapeake Bay
Bridge Tunnel does not have electronic toll
collection.

Upcoming High-Occupancy Toll (HOT) lane
facilities have been proposed for I-495
(Capital Beltway), I-95 between I-495 and
Fredericksburg; VDOT also awarded a Public-
Private Transportation Act (PPTA) initiative to
convert I-81 to a toll facility, with separate
truck lanes provided to enhance travel safety.

All of these facilities would utilize electronic
tolling technologies compatible with Smart
Tag and E-ZPass.
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Lab Evaluates Real-Time Travel Model in Hampton Roads

T
HE SMART TRAVEL Laboratory is
conducting a field evaluation study of
a real-time traffic estimation and pre-

diction program, DynaMIT-R, in Hampton
Roads. The project is jointly sponsored by
the Federal Highway Administration (FHWA)
and the Center for Transportation Studies at
the University of Virginia. This is the first time
that such an evaluation is to be conducted by
an independent research team.

The deployment of ITS, including Ad-
vanced Traffic Management Systems
(ATMS) and Advanced Traveler Information
Systems (ATIS) helps to improve the effi-
ciency of surface transportation facilities.

However, a significant limitation is
that most of these systems are being
operated reactively (that is, in re-
sponse to conditions) than in a pro-
active manner (in anticipation of con-
ditions), mainly due to lack of reliable
prediction capabilities.

To this end, FHWA has been spon-
soring an initiative known as Dy-
namic Traffic Assignment (DTA), in-
tended to provide ITS operators with
the capability of estimating and pre-
dicting traffic network conditions for
the purpose of off-line planning and
online operation.

A DTA-based traffic estimation and
prediction system (TrEPS) will be a
key subsystem for future traffic man-
agement centers, providing the abil-
ity to anticipate traffic conditions and
the impact of control strategies.

These systems are capable of cap-
turing decision-making capabilities
and dynamic nature of the users of
the surface transportation network,
and therefore are helpful in providing infor-
mation and guidance to the users of the sys-
tem.

This feature is very important, especially
from an operational perspective, because it
helps to manage the traffic conditions
proactively rather than in the current reactive
manner.

Furthermore, it helps better coordination of
ITS strategies because several subsystems,
including Advanced Traveler Information
Systems (ATIS), Advanced Public Transpor-
tation Systems (APTS), and Emergency
Management Services (EMS) are very much
dependent on the availability of information
on present traffic conditions and expected fu-
ture conditions over a wide area.

The Federal Highway Administration
(FHWA) initiated the DTA research program
in 1994 that was aimed at developing
TrEPS both for real-time and planning appli-
cations. In October 1995, Massachusetts In-

stitute of Technology (MIT) and University of
Texas at Austin (UT) were chosen as two in-
dependent developers for the design and
development of a deployable DTA system.

Three years later, DynaMIT-R (real-time
version) and DynaMIT-P (planning version)
were introduced by the MIT group while
DYNASMART-X (real time version) and
DYNASMART-P (planning version) were de-
veloped by UT. In the following years, labo-
ratory evaluations were performed for these
four prototypes.

From July 2000 to September 2002,
DynaMIT was field-evaluated in the Trans-
portation Management Center (TMC) of
Irvine, California, while DYNASMART was
tested by the Metropolitan Planning Organi-

zation (MPO) of Knoxville, Tennessee. Cur-
rently, field evaluations are being performed
in Los Angeles, Houston and New York.

The DynaMIT program to be evaluated by
the Smart Travel Laboratory is a simulation-
based real-time traffic prediction system.
DynaMIT-R consists of several models and
algorithms to achieve two main
functionalities:

(1) estimation of the current state of a net-
work using both historical and real-time infor-
mation; and

(2) generation of prediction-based informa-
tion for a given time prediction interval.

As shown in the graphic above, DynaMIT
can graphically display network status for
both estimation and prediction intervals.

The DynaMIT-R evaluation that will be per-
formed in Hampton Roads consists of two
phases – offline evaluation (Phase I) and
online evaluation (Phase II).

The primary objectives of Phase I evalua-
tion are (1) to calibrate and validate the de-
mand and supply parameters involved in
DynaMIT-R, (2) to examine the robustness of
DynaMIT-R under representative conditions
including normal, bad weather and crash
conditions, (3) to study the impact of different
OD estimation and prediction intervals on
DynaMIT-R’s prediction accuracy, (4) to
evaluate the impact of VMS in alleviating traf-
fic congestions and (5) to identify the techni-
cal issues and additional requirements
needed for online evaluation.

The objectives of Phase II would be (1) to
integrate DynaMIT-R with Hampton Roads
Smart Traffic Center system, (2) to implement
the system in real-time under crash condi-

tions, and (3) to adjust and update
parameters automatically and peri-
odically.

The study network consists of four
freeway segments: I-64, I-264, I-664
and I-564 between Terminal Boule-
vard and I-64. The current coverage
area under Hampton Roads Smart
Traffic Center is shown in the graphic
below as a bold line along I-64, I-264
and I-564 in Norfolk and Virginia
Beach. An expanded area to the
west of the current Smart Travel
Center coverage area addresses I-
64, I-664, and I-264 serving Ports-
mouth, Chesapeake and Hampton.

This project will evaluate the per-
formance of the DynaMIT-R program
for traffic estimation and prediction
for normal and bad weather as well
as normal traffic and incident condi-
tions. Five scenarios consisting of
two off-peak and two peak periods,
and a variable message sign (VMS)
case are to be evaluated. For each

of non-peak and peak periods, five normal
days are to be evaluated for the performance
of DynaMIT-R under normal conditions, and a
mix of normal, bad weather, and incident
days are to be evaluated for such mixed con-
ditions.

The VMS scenario will evaluate the impact
of diversion due to the implementation of
VMS display of incident conditions. In addi-
tion, different estimation and prediction inter-
vals are to be evaluated. Estimation intervals
of 5 minutes (with prediction intervals of 5,
10, 15 and 30 minutes), 10 minutes (with pre-
diction intervals of 10, 30 and 60 minutes)
and 15 minutes (with prediction intervals of
15, 30 and 60 minutes) are to be tested.

Brian Park is Research Assistant Profes-
sor at the Smart Travel Laboratory at the
University of Virginia.

Hot Topics in Research

By Byungkyu (Brian) Park

Graphical view of DynaMIT estimation and prediction
in Hampton Roads Network.
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CapWIN Addresses Institutional Barriers to Public Safety
Communications Interoperability in D.C. Region

By Roger Stough, Marc Thibault, Shaoming Cheng, and Mark Maggio

THE CAPITAL WIRELESS Integrated
Network Program (CapWIN) has been an
ongoing research effort that includes George
Mason University, University of Maryland,
and the University of Virginia.

It is in the process of transitioning into a
regional organization that builds on an
ongoing partnership that includes the Federal
Government, the District of Columbia,
Maryland and Virginia, and over 20 local
governments.  CapWIN’s goal is to develop a
wireless public safety communications
network in the National Capital Region
(including Northern Virginia) that integrates
public safety data inquiry systems and voice
communications systems.

The CapWIN system will allow public
safety workers, police, firemen, emergency
medical responders, and transportation
workers, to communicate with each other
regardless of geographic location or public
safety discipline. This will allow the region’s
public safety workers to communicate and
coordinate their operations in ways that were
once technically impossible.

The CapWIN system has undergone
extensive development and testing and is

nearing its operational deployment. A major
reason for CapWIN’s success to date is that it
utilizes open software architecture and
addresses the institutional barriers to public
safety interoperability within the U.S. National
Capital Region.  However, to be successful in
the long run, CapWIN must develop a formal
governance structure that will provide it with
the flexibility to address future institutional
and technical public safety barriers to public
safety communications that it may encounter.

Institutional Public Safety Barriers in
National Capital Region

The U.S. National Capital region consists of
the District of Columbia and portions of the
states of Maryland and Virginia. The region
for many years has strived to increase its
communication interoperability but it still has
a fragmented public safety communication
systems.  Its public safety workers have
experienced significant challenges
communicating across political jurisdictions
and public safety disciplines during
emergency incidents.

This public safety communications difficulty
is a result of the diversity of political

jurisdictions, public safety disciplines, and the
lack of communications interoperability.  Each
level of government has different laws,
regulations, and policy priorities for their
public safety agencies.  As a result, elected
leaders and public safety officials have
different objectives, constraints and are
accountable to different sets of constituents.

This limits the ability of different political
jurisdictions within the National Capital
Region to coordinate their public safety
efforts. In addition, each public safety
discipline and organization, as a result of its
daily operations, technical and policy
constraints, have established their own
procedures for interacting and jointly
operating with other public safety agencies.
This makes it difficult for the National Capital
Region’s various public safety organizations
to coordinate their operations and
communications with each other during
emergency incidents.

Public safety coordination and
communication in the National Capital Region
is hindered primarily by institutional factors.

Continued on page 6
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Each political jurisdiction and public safety
organization has it owns capability and
procedures for dealing with emergency
incidents.  However, the overall public safety
of the region depends on all jurisidictions to
effectively coordinate and communicate
during emergency incidents.

CapWIN and Public Safety in the
National Capital Region

The CapWIN program addresses
institutional barriers to public safety
coordination and communications within the
National Capital Region.  CapWIN is
currently a university based research project
but it is operated as a regional partnership.
Its Executive Leadership Group consists of
elected officials, political appointees, and
senior public safety officials from all three
levels of governments in the National
Capital Region.

This administrative body approves all of
CapWIN’s major policy decisions. It also
helps insure that CapWIN addresses the
public safety issues and constraints facing
each level of government.  Further, CapWIN
has several working groups that consist of
technical experts from various public safety
organizations.  This helps insure that the
CapWIN system meets the operational and
technical requirements of public safety
organizations from different levels of
government.

Finally, CapWIN
has a small
professional staff
with experience in
law enforcement,
fire fighting, and
emergency medical
response. This
professional staff
further helps
CapWIN address
the policy issues and constraints.

CapWIN’s Future Governance
Structure

CapWIN is nearing the point from which it
will transition from a university based
research project to an independent regional
organization. There are several institutional
factors that CapWIN Executive Leadership
Group is taking into account as it considers
its future governance structure.

CapWIN political membership consists of
a federal district, two states, and over
twenty local jurisdictions. CapWIN’s
governance structure should preserve the
political decision making capabilities of each
level of government.

Otherwise, CapWIN, in effect, may
become an un-elected policymaking body or
its decision making may become dominated
by one level of government.

Either of these outcomes could have a

detrimental effect on regional cooperation.

In addition, CapWIN’s potential users come
from public agencies representing the federal,
state, and local public safety agencies.
Therefore, CapWIN must also ensure that it
meets the institutional and technical needs of
these different agencies. A failure to do this
may also have a
negative effect on the
regional public safety
cooperation that
CapWIN is attempting to
create.

There, however, is no
organizational model
that is directly
applicable to CapWIN.
The goal of CapWIN is
improve public safety communication and
cooperation in the U.S. National Capital
Region. Public safety is not a market good that
can be assigned a market price. Therefore,
this precludes organizational structures, such
as a Transit Authority or a Private toll agency,
which charge the general public for their
services.

In addition, CapWIN’s memberships include
three levels of political jurisdictions. It would be
problematic for CapWIN to be a local, state, or
federal organization while preserving the
political decision making responsibilities of the
three levels of government. CapWIN has
assumed the technical role of resolving the
institutional and technical interoperability
issues between public safety agencies.
Therefore, CapWIN must be more than a
regional planning organization. It must also be

organization that can
deploy resources to
meet the institutional
with technical
challenges associated
with promoting regional
public safety
cooperation and
communication.

However, an
Interstate Compact

between the District of Columbia, Maryland,
Virginia, and the Federal Government can
provide CapWIN with the governance structure
it needs to meet institutional and technical
challenges of promoting public safety
interoperability in the U.S. National Capital
Region.

Interstate Compact

An Interstate Compact is a written legal
contract among states, which may also include
the District of Columbia, to cooperate on a
policy issue or program that extends across
and through state boundaries. When approved
by Congress, interstate compacts
automatically become federal law. Many
interstate compacts function with�out the
need of Congressional approval.

The Constitution of the United States of
America (1787) and subsequent case law sets
forth the foundation for interstate compacts.
Even the precursor to our Constitution, the

Articles of Confederation (1781), anticipated
interstate compacts in its Section VI.

States are seen to be sovereign, and may
enter into any agreements that they deem
appropriate, so long as they do not conflict
with the Constitution. Case law indicates that
U.S. states, territories, and the District of

Columbia may
establish these inter-
jurisdictional compacts
Interstate compact
creations are a form of
hybrid organization
and they occupy a
unique position in the
U.S. federal system.

They indicate
agreement among

sovereigns (the States) and at the same time,
the Constitution requires federal government
approval when they operate in areas affecting
the national interest.

Proposed CapWIN Interstate Compact

CapWIN is currently in the process of
preparing its proposed Interstate Compact for
approval by the legislative bodies of the
District of Columbia, the Federal
Government, Maryland, and Virginia. The
proposed compact envisions an 18 member
commission. Each State Jurisdiction will have
one Commissioner that represents the
executive branch and three Commissioners
that represent the local jurisdictions and
public safety organizations.

The Federal Government will have five
Commissioners but two votes.  Finally, there
will be one commissioner that represents the
regional authorities that are located with the
U.S. National Capital Region.  Each
executive branch Commissioner will have
veto power.  Major CapWIN policy decision
will have to be approved unanimously by the
Executive Commissioners and a super-
majority of CapWIN commissioners.  This
governance structure will insure the political
sovereignty of the States and the District of
Columbia while insuring that the policy issues
of the Federal government and local
jurisdiction and agencies are met.

Summary

CapWIN started as a university based
research project that sought to integrate
public safety data inquiry systems and voice
communications systems.

In order to accomplish this goal, CapWIN
had to address many of the institutional
barriers that have limited public safety
cooperation and communication in the
National Capital Region.

As a result, the CapWIN program has
grown into a regional partnership that has the
potential to make a significant contribution to
the overall public safety of the National
Capital Region.

The authors are with George Mason
University’s School of Public Policy.

CapWin
continued from page 5

The goal of CapWIN is

improve public safety

communication and

cooperation in the U.S.

National Capital

Region.

CapWin has the potential

to make a significant

contribution to the overall

public safety of the

National

Capital Region.
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I
N RECENT YEARS, the Virginia
Department of Motor Vehicles (DMV)
has enhanced its weighing operations

through an aggressive program of
construction, renovation and technological
innovation resulting in a program that is
recognized as a leader nationally.

A key component in this success has been
the application of a number of advanced
technologies that enhance business
processes,
increase
productivity
and improve
safety.

Efforts to
keep pace
with
increasing
traffic
volumes
has been a
major factor
in the
implemen-
tation of
technologies
designed to
safely and
efficiently
process
vehicles
through
weighing
facilities and
to provide
an effective
means to
monitor
motor
carrier
regulatory
compliance.

As the
number of
vehicles
using the highways increases, it is imperative
that we continue to research and develop
advanced technologies in order to preserve
and maintain a safe and efficient
transportation system for the Commonwealth.

To that end, Virginia has embarked on a
program to deploy state of the art electronic
screening systems at high volume weigh
stations. These electronic screening systems,
including a weigh-in-motion component, are
intended to be part of the overall Commercial
Vehicle Information Systems and Networks
(CVISN) architecture.

CVISN is a program begun by the Federal
Motor Carrier Safety Administration (FMCSA)
to promote Intelligent Transportation Systems
initiatives.

In the late 1990’s, Virginia was selected to
serve as a prototype state for the
development of the CVISN architecture and
has been successful as a model for other
states.  Under the CVISN concept,
transponder equipped commercial vehicles,
which participate in a state’s electronic
screening program and whose weight, safety
and credentials are in compliance are
allowed to bypass the weigh station without
having to stop for further scrutiny.

The
prototype
project at
the
Stephens
City weigh
station on
I-81 was
developed
in concert
with
FMCSA,
Virginia
State
Police, the
State of
Maryland,
Johns
Hopkins
University
Applied
Physics
Laboratory,
and
International
Road
Dynamics,
Inc., to
serve as
the
baseline
system
design for
national
deployment.

The knowledge and experience gained
during the prototype were factored into the
current design that allows for participating
commercial vehicles to be screened on the
mainline of the roadway at highway speeds.
In doing so traffic volumes entering the weigh
station are reduced allowing emphasis to be
focused on vehicles that are potentially in
non-compliance with regulations.

In order to participate in Virginia’s
electronic screening program a motor carrier
must equip their vehicles with a transponder.
At this time participation is voluntary and
requires eligible carriers to enroll in a third
party transponder administrator’s screening
program to obtain the transponders.

Currently, Virginia’s electronic screening
program is processing vehicles that are

By C.T. Wicker

DMV Enhances Electronic Truck
Screening Activities

Congestion Savings Due to Public

Transit Use:

♦ Annual savings per peak traveler: two

person-hours

♦♦♦♦♦ Total savings: $27 million per year

Richmond

♦ Population: 840,000 (ranked 46th)

♦ Total peak travelers: 446,000

♦ Annual delay per peak traveler: 15
person-hours (58th highest)

♦ Congestion cost: $270 per peak

traveler

Congestion Savings Due to ITS/

Operational Improvements (including

signal coordination, incident management):

♦ Annual savings per peak traveler: one

person-hour

♦ Total savings: $4 million per year

Congestion Savings Due to Public

Transit Use:

♦ Annual savings per peak traveler: one

person-hour

♦ Total savings: $6 million per year

Source: Texas Transportation Institute. For
further information, see
http://mobility.tamu.edu/ums/

Mobility Study
continued from page 3

The ultimate CVISN architecture contains three basic ele-
ments - core systems which are tied into the Federal Motor
Carrier Safety Administration (FMCSA), state agencies re-
sponsible for administering truck operations (e.g., Virginia
DMV), and fleet management systems operated by the motor
carriers themselves. (Graphic courtesy FMCSA).

eligible members of HELP, Inc.’s PrePass
screening program.  However, the Virginia
system design allows for multiple third party
transponder administrators to participate
under the CVISN architecture.

This “dual path” capability is the nation’s
first-of-a-kind system that realistically
demonstrates interoperability between
multiple transponder electronic screening
programs.

[Editor’s Note: Other screening programs in
the US include Norpass, which incorporates
the former Advantage I-75 program, and
Operation Green Light, led by Oregon.]

The overall goal is for the continuation of
Virginia’s CVISN initiative to deploy mainline
weigh-in-motion electronic screening at
selected weigh stations across the state.

Through the innovative use of this
Intelligent Transportation System traffic
management technology, enforcement
operations can make intelligent screening
decisions in a dynamic environment allowing
compliant commercial vehicle operators to
continue uninterrupted on the mainline
maximizing resources for both government
and industry.

C.T. Wicker is Deputy Director for Motor
Carrier Service Operations at the Virginia
Department of Motor Vehicles.
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ITS in the Media

Question: [A Washington Post] article men-
tions the possibility of HOT lanes on 395 in
the future. Currently, the HOV lanes often
backup from the Pentagon in the morning.
Would the current HOV lanes be made into
HOT lanes?

Mal Kerley: That particular proposal is an-
other PPTA proposal that we are in the initial
stages of reviewing. It would convert the ex-
isting HOV lanes into HOT lanes. It would
also carry HOV lanes down to
Fredericksburg.

Question: How much a will commuter have
to pay on HOT lane? Will that depend on the
distance, e.g., exit numbers or will it be flat
fare?

Kerley: Tolls would vary with the time of day
with the higher toll being charged during
peak travel time. It’s estimated in 2010 that
the toll rate per mile would be about 18
cents. The average toll rate—if you went the
total distance—would be about $2.50 and
then if you’re at the peak toll time, it would be
about $5.00.

Question: How will non-HOT lanes be af-
fected? It appears from the graphic that ap-

peared in the Post that at least one lane will
be taken away from already overcrowded traf-
fic lanes. If this is so, traffic that now uses 4
lanes will be forced to merge into three
lanes—likely causing massive bottlenecks
and accidents—or be forced to pay a sur-
charge.

Kerley: The proposal increases the number
of lanes. It will be 4-2-2-4 lane makeup. There
will be four general purpose lanes in each di-
rection and two HOT lanes in each direction.
So we would not be taking any of the existing
lanes away.

Question: How exactly will the enforcement
on the HOV/HOT lanes occur? What’s going
to be the deterrent effect for cheaters given
that photo enforcement can’t occur at the
gantry points with cameras due to the HOV
users not using a transponder?

Kerley: Obviously there’s concern with en-
forcement. It would be through cameras and
technology that’s developed for this type of
monitoring. There would be increased en-
forcement by physical presence of law en-
forcement individuals but this is a concern we
have and as we develop the project we’ll be

looking at the most cost effective methods in
order to enforce the new system. Technology
is advancing in our ability to enforce this type
of tolling system and with the use of cameras
and other devices, we plan to enforce as
much as is practically possible.

Question: I drive the Beltway and I-270 ev-
eryday with little headache. This looks like a
dangerous plan to have these barriers on a
high-speed road. Is it really safe to have
people trying to merge on and off HOT
lanes? Are these HOT lanes practical?

Kerley: The HOT lane concept has been
used in other states, most notably California.
There will not be a barrier separation be-
tween the general purpose lanes and the
HOT lanes. There will be a four foot buffer
area that would have crash-tested pylons to
separate the two lanes.

Question: HOT lanes have the effect of en-
couraging people to drive rather than take
public transportation. While congestion may
be loosened on the Beltway, secondary roads
may become more congested. Is any of this a
consideration?

Kerley: We would look for the HOT lanes
also to enhance public transportation. During
the advisory panel meetings, there was much
discussion of how HOT lanes would impact
transit. By improving the schedules of transit,
transit will ride free on the HOT lanes. Hope-
fully people will have more reliability in that
system and be willing to take and use transit
more effectively.

VDOT Chief Engineer Mal Kerley took part in an online discussion at

washingtonpost.com in late August, answering questions from the public

about plans to build high-occupancy toll lanes on a 14-mile stretch of the

Capital Beltway. The project would be the first in an extensive network of HOT

lanes in Northern Virginia and will be developed with Fluor Daniel under the

Public-Private Transportation Act. The following was excerpted from that

discussion.


