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What Is “Mainstreaming”?
The purpose of the Federal Highway Administration (FHWA)’s “mainstreaming”
program is to organize and manage the deployment of Intelligent Transportation
Systems (ITS) for Commercial Vehicle Operations (CVO).  ITS/CVO services are
streamlining the administration of motor carrier regulations, focusing safety
enforcement activities on high-risk carriers, and reducing congestion costs for motor
carriers.  ITS/CVO services involve automating existing operations, networking
information systems, and changing the way that states and carriers do business.

The objectives of the mainstreaming program are to:

♦ Incorporate ITS/CVO more fully into state and metropolitan transportation
planning activities;

♦ Coordinate ITS/CVO activities among agencies and among states; and

♦ Explain the ITS/CVO program to key decision makers in the public and 
private sectors.

Why Do We Need a Mainstreaming Program?
A mainstreaming program is necessary because ITS/CVO involves the introduction
of new technology into a complex organizational environment and asks states and
carriers to change the way they do business.  Early operational tests and research
projects indicates that most barriers to ITS/CVO deployment are institutional, not
technical.  These barriers include the needs to:

♦ Bring operations personnel from states and carriers together to discuss solutions
to common problems;

♦ Build a constituency for ITS/CVO in public sector transportation planning
processes; and

♦ Convince state administrators and legislators, as well as carrier executives, 
to invest scarce resources in ITS/CVO.

The experience of the past five years confirms that support for these types of activ-
ities will advance the ITS/CVO program.

What Activities Does Mainstreaming Include?
The mainstreaming program includes the following types of activities:

♦ Support for state and regional working groups comprising representatives of key
public and private sector CVO stakeholders.

♦ Development of state and regional CVO business plans that identify specific
projects, milestones, funding sources, and responsibilities.

♦ Benefit/cost analyses and other technical studies that provide supporting infor-
mation for deployment planning activities.

♦ Appointment of a CVO “champion” in each region to work with the regional
and state working groups and encourage CVO deployment.

♦ Outreach to and education of state and industry stakeholders that will increase
the awareness of and support for ITS/CVO activities.
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How Much Funding Is Available?
The FHWA has approved a total of $2.26 million for state and regional main-
streaming activities in fiscal year 1996.  The FHWA will provide a minimum of
$30,000 to each interested state and $100,000 to each of seven regional consor-
tia.  If fewer than 50 states participate, the FHWA will redistribute the remaining
funds to accelerate the regional efforts.  Individual states must provide a cost
share equal to the amount of Federal funds received.  The FHWA encourages, but
does not require, cash contributions. The $100,000 in regional funds requires no
cost sharing.  Pending Congressional approval, additional funding will be avail-
able in fiscal year 1997.  

How Will Mainstreaming Activities Be Organized?
Through its mainstreaming activities, the ITS/CVO program will develop policies,
plans, and projects at three levels:

♦ The state level, because it is the states that have the first-line responsibility for
motor carrier regulations.

♦ The regional level, because many truck trips are interstate.

♦ The national level, because of the need to ensure uniformity of services for 
carriers operating in more than one region.

What Is the Role of the State Program?
The state program will emphasize planning for and deployment of specific ITS/CVO
technologies and services, with a particular emphasis on the deployment of the
Commercial Vehicle Information Systems and Networks (CVISN), a framework for
electronic data interchange among agencies and carriers.  This will be achieved
through the following activities:

♦ Working Groups: Each participating state will form a working group compris-
ing representatives of the full range of agencies involved in CVO regulation and
enforcement, as well as the motor carrier industry.  The experience of operational
tests and institutional issues studies demonstrates that these groups are effective
at improving awareness and communication within the CVO community.

♦ Business Plans: The working groups will develop business plans with specific
projects, milestones, and funding sources.  These business plans will formalize the
CVO planning process, promote the development of public/private partnerships,
and provide justification for ITS/CVO funding in state budgets.  The business
plans also will guide the integration of ITS/CVO technologies with existing state
regulatory programs.

What Is the Role of the Regional Program?
Regional CVO programs will provide the context for the state programs.  These
regional programs will reflect the reality that most truck movements are regional
and local rather than national; that most state-to-state interaction occurs within
loosely defined regions or “trucksheds”; and that the needs and interests of state
agencies and motor carriers differ more across regions than within them.

Available data on freight generation and truck traffic loosely define seven “truck-
sheds.”  Participating states are encouraged to join one or more such regional con-
sortia. This structure will ensure that the development and deployment of ITS/CVO
services matches the markets.  
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The regional mainstreaming program will include the following activities:
♦ Regional Forums: The primary objective of the regional consortia will be to

establish an ongoing, regional CVO forum that can provide policy and program
direction.  These forums will include both public agencies and motor carriers.
Although state government provides a framework for coordinating CVO activities
at the local level, and Federal government and trade associations provide a frame-
work at the national level, little integration occurs at the regional level.  These
forums will fill a critical gap in the current CVO organizational structure.

♦ Business Plans: Each regional consortium will produce and regularly update an
ITS/CVO business plan.  The regional plan will reflect coordination with the con-
stituent state CVO plans, and show how the regional program will integrate its
effort with the national ITS/CVO program.

♦ Regional “Champion”: Each regional consortium will hire the equivalent of a
full-time “champion” or program director.  This “champion” will facilitate the
work of the forum and the development of the business plan.  The champion also
will present and explain ITS/CVO services and their potential benefits to admin-
istrators, legislators, motor carriers, and the public.  A strong outreach and edu-
cation program targeted at ITS/CVO users is critical to ensuring long-term
deployment success.

What Is the Role of the National Program?
The national program will emphasize the development of standards and uniform
policies in areas that affect interstate commerce.  Working with the FHWA, the ITS
America CVO Committee will play an important role in the evolution of the nation-
al program.  The development of the national ITS/CVO program will be coordinat-
ed with the broader national ITS program and architecture.
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How Will the Program Be Managed?
The FHWA will manage the mainstreaming program through its Office of Motor
Carriers region and division offices, in cooperation with the Federal-aid offices.
The ITS/CVO division in the FHWA headquarters will provide high-level oversight
and support.

What Is the Implementation Schedule?
The FHWA expects that the first round of state and regional business plans will be
completed by March 1998.   Pending Congressional approval, it is anticipated that
the mainstreaming program will continue through fiscal year 1999, with the Federal
share of the costs decreasing each year.

For more information, contact the FHWA Office of Motor Carriers:
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Name Address Phone/Fax

Region 1 Carolyn K. Temperine Leo W. O’Brien Federal Building 518/431-4239 (p)
Seventh Floor 518/431-4208 (f)
Albany, NY  12207

Region 3 Robert Ketenheim II City Crescent Building 410/962-4571 (p)
100 South Howard St., Suite 4000 410/962-2273 (f)
Baltimore, MD  21201

Region 4 Glennon W. Musial Atlanta Federal Center 404/562-3607 (p)
100 Alabama Street, 17th Floor 404/562-3704 (f)
Atlanta, GA  30303-3104

Region 5 Michael C. Nighbert 19900 Governors Drive, Suite 210 708/283-3577 (p)
Olympia Fields, IL  60461-1021 708/283-3579 (f)

Region 6 Ronald D. Havelaar 8A00 Federal Building 817/334-3225 (p)
819 Taylor Street, PO Box 902003 817/334-4666 (f)
Fort Worth, TX  76102

Region 7 John Carkin 6301 Rockhill Road 816/276-2760 (p)
P.O. Box 419715 816/363-3804 (f)
Kansas City, MO  64141-6715

Region 8 Alan T. Brown 555 Zang Street, Room 190 303/969-6744 (p)
Lakewood, CO  80228 303/969-6967 (f)

Region 9 Susan Seckler 201 Mission Street, Suite 2100 415/744-3088 (p)
San Francisco, CA  94105 415/744-2665 (f)

Region 10 Joel L. Hiatt Evergreen Plaza 360/753-9035 (p)
(in Washington 711 South Capitol Way, Suite 501 360/753-9024 (f)
Division Office) Olympia, WA  98501

Headquarters Jeff Loftus 400 Seventh Street, SW 202/366-4516 (p)
Washington, DC  20590 202/366-7908 (f)

Produced by the U.S. Department of Transportation, Federal Highway Administration, Office of
Motor Carriers, ITS/CVO Division. 
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Abstract

The purpose of the National ITS Program Plan is to guide the development and deployment
of Intelligent Transportation Systems (ITS) in the United States. This first edition of the Plan
was a joint effort of ITS America and the United States Department of Transportation. The
plan was developed through a consensus process involving the entire ITS community. The
National ITS Program Plan consists two volumes. An Executive Summary and a Synopsis are
also available. The Executive Summary provides a very brief overview of the goals,
objectives, and recommendations presented in the National ITS Program Plan. The Synopsis
provides a 50 page encapsulation of the major subject areas within the document, with special
emphasis on deployment. Volume I focuses on goals, compatibility, deployment, and
program assessment. Volume II contains detailed descriptions and plans for each of the 29
user services.

For copies of this report contact:

ITS America
400 Virginia Avenue, S.W., Suite 800
Washington, D.C. 20024
U.S.A.
Telephone: (202) 484-4847
FAX: (202) 484-3483

This document was produced, in part, with funding provided by the U.S. Department of
Transportation, Contract Number DTFH61-94-R-00076.
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PREFACE

This first edition of the National ITS Program Plan was a joint effort of ITS America and the
United States Department of Transportation. The plan was developed through a consensus
building process which sought the involvement of the entire ITS community. Over 36
individuals participated actively as authors, and well over 200 individuals from a wide range
of organizations critiqued, commented, and otherwise contributed substantially to the material
presented here.

The National ITS Program Plan consists of two volumes. An Executive Summary and a
Synopsis are also available. The Executive Summary provides a very brief overview of the
goals, objectives, and recommendations presented in the National ITS Program Plan. The
Synopsis provides a 50 page encapsulation of the major subject areas within the document,
with special emphasis on the area of deployment. Volume I focuses on the goals of ITS,
compatibility, deployment, and program assessment. Volume II contains detailed descriptions
and plans for each of the 29 user services.

Work on the National ITS Program Plan formally commenced in June, 1993. The Second and
Final Drafts of the Plan, completed in May 1994 and November 1994 respectively,
incorporated the comments and contributions of a substantial number of individuals and
organizations. In total, more than 4,000 draft copies of the plan were distributed to ITS
America members, U.S. DOT staff, and the general public through the Federal Register. Over
200 individuals and organizations commented and provided input for one or more of the
drafts.

The process of developing the National ITS Program Plan was, in itself, a valuable exercise.
The focus of the first draft was upon the creation of the user service development plans now
contained in Volume II. The remainder of the draft consisted largely of annotated outlines.
A Joint Writing Team (JWT) was formed and given the responsibility of developing the Plan.
In the second draft, the deployment and deployment considerations chapters took shape, and
with the third draft, deployment scenarios emerged. Each draft represented significant
advances in our deliberations on ITS technology, systems, deployments, and impacts.

Overall guidance to the JWT on the Plan was provided by U.S. DOT officials and the ITS
America Planning Committee. The Joint Writing Team, co-chaired by Doug Robertson (ITS
America) and Gary Euler (US DOT ITS Joint Program Office), consisted of ITS America
and US DOT staff and ITS America members. The JWT members, acknowledged by name
and organization below, worked extensively with ITS America members, US. DOT staff, and
the general public with a goal of ensuring balanced representation of the goals, objectives,
concerns, and needs of a diverse ITS Community.

The field of ITS is advancing rapidly on many fronts; keeping abreast of it will require a
continuing effort. This document will serve as the basis for periodic updates, providing
information on activities, as well as projections for the future.
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I. INTRODUCTION

Surface transportation in the United States faces a number of challenges. Despite the fact that
the United States has one of the best surface transportation systems in the world, mobility is
declining and safety remains a serious problem. Inefficient movement of vehicles reduces
productivity, wastes energy, increases emissions, and threatens the quality of life we enjoy.
The continued development and maintenance of a safe, efficient, environmentally responsible
transportation system is vital to the social and economic health of the nation.

Intelligent Transportation Systems (ITS) apply advanced and emerging technologies in
information processing, communications, control, and electronics to meet surface
transportation needs. ITS, formerly called Intelligent Vehicle-Highway Systems (IVHS),
provide a means to address current problems, as well as anticipate and address future demand
through an intermodal, strategic approach to transportation. While ITS technology alone
cannot solve our transportation problems, it can enable us to re-think our approach to problem
solutions, as well as to make current activities more efficient.

The Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA)

The Intelligent Vehicle Highway Systems Act within the Intermodal Surface Transportation
Efficiency Act (ISTEA) established the IVHS (now ITS) program in the United States and
called for the development of the US DOT Strategic Plan for IVHS. The purpose was to
provide a new vision of surface transportation in America.

The Act was structured to address a number of the societal challenges involved in providing
accessible transportation, including the goals of:

. enhancing the capacity, efficiency, and safety of the highway system, including
alternatives to additional physical capacity;

. enhancing efforts to attain air quality goals established by the Clean Air Act;

. reducing societal, economic, and environmental costs associated with traffic congestion;

. developing and promoting an ITS industry in the United States, particularly creating an
American presence in this emerging field of technology; and

. developing a technology base for ITS systems.

Goals and Objectives

The national ITS program goals and objectives evolved as the program developed. The
program goals set out in ISTEA provided the basic framework, and were expanded in both
ITS America’s Strategic Plan for Intelligent Vehicle-Highway Systems and the US DOT’s
IVHS Strategic Plan. The goals are to:

- Improve the safety of the nation’s surface transportation system;
. Increase the operational efficiency and capacity of the surface transportation system;
. Reduce energy and environmental costs associated with traffic congestion;

1
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.  Enhance present and future productivity;

. Enhance the personal mobility and the convenience and comfort of the surface
transportation system; and

. Create an environment in which the development and deployment of ITS can flourish.

Potentially, the most effective approaches to developing a more efficient, safe,
environmentally conscious transportation system are those which address the fundamental goal
of transportation as one of “moving passengers and goods” through a system by the most
efficient, effective means possible. This requires that transportation policy makers, service
providers, planners, and users develop a “systems approach” to transportation. The system is
viewed as an integrated transportation network where users have the choice of a number of
modes, routes, and travel times, and may move easily through the system. Achieving more
integrated transportation systems requires institutional, legal, and technical innovation. In
some instances, the technological capabilities provided by ITS can facilitate institutional
changes which remove barriers to the development of integrated systems.

II. THE PLAN

The Strategic Plans for IVHS developed by ITS America and the US DOT articulated the
need to develop a framework for the deployment of ITS. This framework would provide a
common conceptual language for discussing ITS, address the potential roles of various levels
of government, and identify and address the impacts of ITS and the potential barriers to the
development of beneficial services. The specific goals of the National ITS Program Plan
(NPP) are to:

. Promote shared ITS goals, providing integrated descriptions of activities that are public,
private, and cooperative;

. Guide ITS investment decisions, laying a foundation for the private and public sectors, and
service consumers;

. Encourage coordination by providing a framework for planning;

. Focus on deployment by reflecting on the key forces affecting deployment decisions, and
the order in which user services can and likely will be deployed;

. Facilitate the development of an intermodal, integrated national transportation system by
presenting visions of ITS deployment which facilitate intermodal linkages for passengers
and freight.

The NPP is the result of a joint effort of the US DOT and ITS America. Authors and editors
were drawn from ITS America members and staff, and US DOT staff. In total, more than 35
individuals contributed substantial text and editorial assistance in the formation of this plan.
Another 200 reviewed one or more drafts of the document. The contributors to the plan
included representatives from local, state, and federal government; universities and research
organizations; other societies and public interest groups; and the private sector. Private sector
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participants represented manufacturers, transportation service providers, communications
companies, and transportation consultants. In short, this diverse group represented most of the
ITS community .

The NPP is structured around the concept of “User Services.” These User Services are, in
essence, products and services that may be developed to meet the needs of users. In this
context, the term “user” refers to a wide range of individuals and organizations including
travelers, service providers, and transportation policy makers.

The 29 user services are shown in Table 1. Some of these are oriented toward meeting the
needs of individual travelers, others focus on efforts to provide efficient, cost effective
transportation services under a wide range of circumstances. These services do not cover
every possible application of ITS, rather they are intended as steps toward the development of
a common framework for discussion, The list of services and their definitions are expected to
evolve over time. New services may be added and existing service descriptions may change.

HI. THE DEPLOYMENT OF ITS

The deployment of ITS will be distinctly different from the centralized, staged development of
major national systems in the aviation, defense, and space programs. One reason for this is
the extremely diverse set of players involved in the development, planning, deployment and
operation of transportation infrastructure and services. Some ITS products will be developed
and deployed wholly within the private sector, as consumer products. Other ITS deployment
and operations will unfold through partnerships involving federal, state, and local
governments, and the private sector. Others may be primarily public sector activities.

Where is ITS Today?

ITS should not be regarded as futuristic or even the technology of tomorrow. ITS is here and
now. Traffic surveillance systems are increasingly visible on the roadway. Commercial
vehicles and transit operators routinely use vehicle location systems and on-board computers
to manage their fleets. Electronic toll collection systems are springing up around the country,
and in-vehicle route guidance systems are available to consumers. Table 2 presents a
“snapshot” of current deployment in the United States.

How Will ITS Be Deployed in the Future?

As shown above, there are a number of ITS services emerging in the market place. A number
of others are “on-the-shelf” and could be deployed under the proper circumstances. ITS could
evolve over the next 10 years in a number of possible ways. Future deployment of ITS can
be characterized as a three-stage process:

1997-1999: The Era of Travel Information and Fleet Management
2000-2005: The Era of Transportation Management
2010: The Era of the Enhanced Vehicle.

3
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Table l- User Service Bundles

Bundle

1. Travel and Transportation
Management

User Services

1. En-Route Driver Information
2. Route Guidance
3. Traveler Services Information
4. Traffic Control
5. Incident Management
6. Emissions Testing and Mitigation

2. Travel Demand Management 1. Demand Management and Operations
2. Pre-Trip Travel Information
3. Ride Matching and Reservation

3. Public Transportation Operations 1. Public Transportation Management
2. En-Route Transit Information
3. Personalized Public Transit
4. Public Travel Security

4. Electronic Payment

5. Commercial Vehicle Operations 

1. Electronic Payment Services

1. Commercial Vehicle Electronic Clearance
2. Automated Roadside Safety Inspection
3. On-board Safety Monitoring
4. Commercial Vehicle Administrative Processes
5. Hazardous Materials Incident Response
6. Freight Mobility

6. Emergency Management 1. Emergency Notification and Personal Security
2. Emergency Vehicle Management

7. Advanced Vehicle Control and
Safety Systems

1. Longitudinal Collision Avoidance
2. Lateral Collision Avoidance
3. Intersection Collision Avoidance
4. Vision Enhancement for Crash Avoidance
5. Safety Readiness
6. Pre-Crash Restraint Deployment
7. Automated Highway System

4
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Table 2: A Snapshot of Current Deployment

Travel and Transportation Management Some states are use pen-based data input devices to quickly
upload inspection data electronically, reducing the total time for

Many metropolitan and state transportation agencies employ some routine roadside safety inspections of trucks and buses. Vehicle
form of advanced transportation management system. Loop inspections still are conducted manually. Advanced inspection
detectors, video cameras, and vehicle identification devices such procedures are under development.
as toll tags can be used to monitor current traffic conditions.
Active control of traffic is achieved through use of signal timing, Advanced Vehicle Contro1 and Safety Systems
ramp meters, variable message signs, highway advisory radio, and
commercial traffic information reporting services. Adaptive, real A few longitudinal and lateral collision warning systems are
time traffic control systems are now available, but most signal available on the market. AU of the major automobile
timing adjustments are still made by time of day or other pre- manufacturers are working  on intelligent cruise control systems.
established patterns. These systems are expected to be available within 3 to 5 years,

perhaps in conjunction with rear end collision avoidance systems
Private sector companies collect travel information from a variety to reduce liability risks.
of sources; then package and sell the information. Radio and
television broadcasts provide travelers with information that may Public Transportation Operations
allow them to make better travel choices. Personal devices (such
as digital cellular telephone and paging systems, portable digital Most large- and medium-sized transit agencies use scheduling and
personal communications devices, in-vehicle subcanier radio, and run-cutting software. Computer-aided dispatch  transit  radio
palm top computers) can be used to receive travel information; systems and automatic vehicle location systems are becoming
however, widespread implementation is hampered by uncertainty more commonplace among agencies. Fourteen transit properties
about marketability and a lack of specific, localized traveler currently have automated vehicle location capability. Location
information. information is provided by GPS, signposts, or map matching

applications.
Static route guidance systems are commercially available to
consumers as in-vehicle devices, in rental cars, and as personal
computer software packages. Dynamic route guidance systems
cannot be widely implemented until more real-time travel data is
available and greater consistency can be achieved among
jurisdictions.

Demand responsive trip scheduling software is in widespread use
in specialized transportation systems for older and disabled
travelers. Some small systems use route deviation schemes.
Advanced transit security devices, such as closed circuit TV in
parking lots and stations, slow-scan recording cameras in vehicles,
and emergency alarms in vehicle radios, are in use.

Commercial Vehicle Operations
Emergency Management

Commercial fleet management systems have been deployed in
over half the major US trucking fleets. Private truck and bus Nationwide, 24 emergency management systems are now
companies incorporate safety data from on-board devices, such as equipped with automatic vehicle location (AVL) systems, 104
engine temperature and driver hours, in their routing and others are planning to implement AVL. Enhanced 9-l-l
dispatching decisions. Automatic vehicle and container deployment is bringing emergency services to accident scenes
identification systems are expediting just-in-time deliveries and more quickly and efficiently. Through automatic phone number
intermodal shipping operations. and location identification, emergency service vehicles are

assigned to respond and are quickly routed to the proper location.
Motor Carrier Management Information System (MCMIS)  is a
federal database of motor carrier safety information used by states Electronic Payment
in roadside inspections. Automatic vehicle identification and
weigh-in-motion technologies are used to gather information on Several public transit systems now use magnetic stripe technology
truck credentials and vehicle weight. Heavy Vehicle Electronic to collect fares. Some systems are evaluating the use of “smart
License Plate, Inc. (HELP, Inc.) and the Advantage I-75 cards” for multiple transportation and non-transportation purposes,
operational test will soon use electronic clearance services to such as parking fees and telephone usage. Electronic payment
permit safe and legal trucks equipped with transponders to bypass systems are planned or deployed at 20 toll facilities around the
weigh stations and state ports-of-entry at highway speeds. country, and a robust, competitive market has developed for these

systems. In some regions efforts are underway to install
compatible systems in adjacent states, but broad interoperability
has not yet been achieved. Standards development to address
interoperability is making headway, however.
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Table 3 provides descriptions of the systems that may be deployed in each of these eras.
The final form of ITS deployment will be influenced by a confluence of factors and the
cumulative impact of decisions made by a number of diverse players. Private sector
activities in ITS depend heavily on their confidence in the market for ITS and their ability to
develop a revenue stream. Because state and local governments are directly responsible for
construction, operation, and maintenance of the transportation systems in their jurisdictions,
they have a major role in how ITS deployment will take shape. The US DOT has an
important role in supporting the deployment of ITS through research, development, testing,
and support for early deployment planning.

IV. SUPPORTING ITS DEPLOYMENT

ITS deployment is under way. The NPP identifies a number of broad challenges that will
sustain and in some cases, accelerate the development and deployment of ITS. These include
the problems of national compatibility and a series of near- and long-term institutional
challenges.

National Interoperability

National compatibility and interoperability is not likely to emerge from a random,
evolutionary process. It must be fostered through cooperation. The development of the
National ITS Architecture and on-going work in the development of standards are essential
components of this effort.

The National ITS Architecture will provide a framework that describes how ITS components
interact and work together to achieve total system goals. Many different designs might be
implemented within the framework of an architecture. An open system architecture will
describe the system operation and the information exchanged among the components. The
architecture will also be modular, which will facilitate the introduction of new technologies
and system capabilities. Phase I, completed in January 1995, produced four architectures.
Two teams, led by Loral Federal Systems and Rockwell were selected to implement Phase II.
They are working together in a non-competitive environment to refine the Phase I
architectures into a single national ITS architecture. This phase began in February 1995 and
is scheduled for completion in July 1996. Each step in the process has included a broad
consensus effort as an intregal part of the architecture development.

Establishment of ITS standards will also accelerate ITS development and deployment in
several ways. Appropriate standards will facilitate national, global, and cross-modal
compatibility and interoperability and help U.S. industries gain greater access to the
international ITS marketplace by ensuring that ITS components will operate in a consistent,
predictable way. Standards development will improve overall product design and
performance, safety, and ease of operation and maintenance. The emergence of industry
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Table 3: Future Deployment Scenarios

1997.1999: THE ERA OF TRAVEL
INFORMATION AND FLEET
MANAGEMENT

Private companies and public agencies at
all levels, and for all modes collect travel
data; however, no one has a broad enough
information network to support real-time,
detailed travel decision making. A crucial
ITS objective in the next three to five years
is to build the relationships among public
agencies and private companies necessary
to share data from all modes of surface
transportation and provide that data to the
public in a timely and effective way. The
development of rich, shared travel
information bases could provide the
foundation on which states and
metropolitan areas could support and
integrate many ITS traffic, transit, safety,
and commercial vehicle services. Over
time, data bases will be expanded to pro-
vide more detailed and comprehensive
transportation information.

Data sharing for commercial vehicle op-
erations will accelerate as well. State
databases, linked to exchange regulatory
and safety information, will boost the use
of advanced technologies to verify cm-
dentials and monitor fleet safety perform-
ance. Automated vehicle identification and
weigh-in-motion systems will be oper-
ational on most major trucking corridors
and international border crossings. Navi-
gation systems using GPS and satellite
communications will become common in
truck and bus fleets, enhancing the eff-
iciency of freight distribution and fleet
management systems.

Electronic toll collection systems will be
deployed at an accelerated pace as their
convenience is recognized by the general
public and toll authorities begin to achieve
cost savings.

By reaching this interim ITS deployment
scenario, the stage will be set for achieving
longer term transportation management
objectives and establishing U.S. industries
as strong players in the global market for
ITS technologies and services. The
completion of the national ITS architecture
and the emergence of more public

infrastructure will provide private sector
companies with greater confidence about
entering the ITS market and supporting the
communications required by transportation
management systems.

The technologies will be available to
implement congestion pricing if local pol-
icy dictates. Revenues from congestion
pricing applications and privatization act-
ivities might be seen as an appropriate
resource for ITS operations and main-
tenance funding.

Automobile manufacturers will offer a
variety of in-vehicle products, such as
intelligent cruise control. Autonomous
route guidance systems will be readily
available to consumers, and as travel
information bases mature, dynamic route
guidance will become possible in some
parts of the country. Mayday safety and
security services will be deployed in both
rural and urban areas.

2000-2005: THE ERA OF
TRANSPORTATION MANAGEMENT

By the turn of the century the vision of the
“smart traveler” can indeed become a
reality. With the institutional mechanisms
and transportation infrastructure in place to
provide a steady stream of reliable travel
information, effective personal and public
transportation management can take place.
State and local agencies will have
established the alliances with the private
sector for the travel information
dissemination methods that work best in
their own areas. More capable roadside-to-
vehicle communications infrastructure will
be deployed to provide richer data and real-
time, adaptive traffic control over large
areas will become a realistic goal.

Jurisdictions will cooperate to support real-
time sharing of information and
transportation management strategies by
traffic,  freeway, transit, and emergency
services control centers. Integration and
adaptive control of freeways and surface
streets will improve the flow of traffic, give
preference to public safety, transit, and
other high occupancy vehicles, and
minimize congestion. The public and
private sectors will cooperate to share the
up-to-the-minute information needed to
support real-time, dynamic route guidance
systems for private and commercial
vehicles.
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Universal electronic payment systems will
be available for tolls, transit fares, parking,
and other financial transactions.
Communities wishing to implement
congestion pricing strategies will have a
ready infrastructure and may see this as a
source for operations and maintenance
support.

By the year 2000, electronic clearance for
commercial vehicles may be operational
nationwide. An integrated network and
database of electronic clearance and safety
information will be available to support
North American uniformity and
productivity for the nation’s commercial
fleets. Hazardous materials incident
notification services will provide early,
accurate information for emergency
responders in some segments of the motor
carrier industry.

In this second wave of deployment,
application of aerospace and defense
technologies will provide dramatic
advances to automotive systems to improve
traveler safety and provide real-time
navigation assistance. Enhanced vehicle
control systems, such as lateral warning
and early collision avoidance features, will
be marketed in private vehicles.
Deployment of vehicle-to-vehicle
communications systems may make
preliminary intersection collision avoidance
systems possible.

2010: THE ERA OF THE ENHANCED
VEHICLE

By the year 2010, research and testing will
have brought ITS to a stage of reliability
and accuracy that will support introduction
of more sophisticated vehicle safety and
control services, such as in-vehicle signing
and more advanced collision avoidance
systems. These advanced systems will
include lateral and longitudinal space
control, vision enhancement systems, and
assisted braking and steering. The data
collection, sharing, and dissemination
systems established in preceding years will
provide a foundation for the early stages of
deployment of automated highway systems.
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standards will also boost consumer confidence, because new ITS products would be more
likely to retain their value. Costs for manufacturers could be reduced by mitigating the risk
that new products would depend upon “orphan” technologies. Although standard setting
activities are underway, the adoption of the National ITS Architecture in 1996 will provide
the framework for establishing many new ITS standards.

Near-term Institutional Challenges

The NPP identifies a number of important challenges which must be addressed and, if
possible, resolved. The challenges which impact those ITS services already in the deployment
phase and those which could be deployed in a three to five year time frame, are described
below.

. Lack of Market Information - Before committing resources to marketing and deploying
ITS services, many stakeholders feel they need a better understanding of the potential
market for ITS. Public agencies want to know if ITS will influence traveler behavior and
whether ITS might help generate revenue. Private companies need to determine the
market risk involved in ITS investments and how soon investments can be recouped.

. Uncertain public infrastructure base - Although most ITS stakeholders believe a public
ITS infrastructure will eventually be in place, they are uncertain about its nature and
extent. Private companies do not want to rush to build private infrastructure, such as
transportation data collection infrastructure, if public platforms will soon emerge. They
also want greater assurance that their products and services will be compatible with the
technologies that will ultimately dominate the public infrastructure.

. Competition for scarce resources - Current demands for transportation funding outstrip
resources at all levels of government. Public ITS deployment investments compete with
traditional projects such as highway resurfacing and reconstruction, transit fleet
replacement, and other types of important capital improvements. Proposed ITS
deployments must demonstrate that they will deliver significant travel efficiencies and
other public benefits to win funding commitments for initial deployment as well as
continuing operation and maintenance expenses.

. Need for new ski l l s  - Public agencies may not have the technical and engineering skills
that are needed to manage the application of electronics and communications technologies
to transportation services. Agencies must seek employees with appropriate technical
training, provide updated training for current personnel, or use private sector technical
expertise to substitute for or augment public agency skills.

.  Inexperience in partnerships - ITS will cross city, state, and even international
boundaries, and will link services which have traditionally been delivered by separate
public agencies. Successful ITS deployment will depend upon the formation of new
partnerships among different levels of government, across geographical lines, and even
among agencies within jurisdictions. Possibly the most significant partnerships to be
established in the near term are those between the public and private sectors to distribute

8
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travel information. Reluctance to enter into new public/private partnerships is often
founded on uncertainty about governmental policies, particularly those related to
commercialization of traffic information and services, willingness to grant sufficient
franchise rights to balance market risk, and long-term commitment.

. Potential Loss of Privacy - To the extent ITS services identify a specific traveler or
vehicle, substantial privacy concerns are raised which could ultimately affect public
acceptance of ITS. Because ITS is still in the initial stages of deployment, the ITS
community can formulate and apply principles and safeguards to address privacy.
Extensive consideration must be given to the circumstances under which travelers or
vehicles need to be identified, how identifying information will be stored and used, who
will have access to the information, and which secondary uses of the information will be
permitted.

Longer-Term Institutional Challenges

. Implications of ITS Deployment for Society- ITS will provide many benefits for society,
but attention must also be given to the effect ITS will have upon land use and
communities. Care must be taken to ensure that the benefits and costs of ITS are fairly
distributed. ITS services must not be available only to those who can afford high-end
consumer products but must be accessible across a broad range of social, economic, and
geographic groupings.

. Concern for the Environment- As ITS deployment matures, environmental issues must be
addressed on a comprehensive basis. For example, it will be necessary to clarify
appropriate processes for environmental review under the National Environmental
Protection Act and the Clean Air Act Amendments. Also to refine assessments of ITS
environmental impacts and promote involvement of the environmental community in
project level ITS deployment decisions.

. Improving Procurement of ITS - Procurement issues will require substantial attention as
deployment progresses and could require some degree of federal, state, or local legislative
change. ITS procurements involve new, complex technologies, new partners, and multiple
levels of legal requirements. There are an unusually large number and variety of public
agencies involved in ITS procurements. Some specific procurement issues encountered in
ITS deployment include requirements pertaining to competitive bidding, organizational
conflicts of interest, bonding, treatment of intellectual property, and cost accounting and
audit, as well as project uncertainties resulting from the procurement process.

. Managing Liability Risks - Private ITS developers have expressed the view that while
motor vehicle drivers presently bear the burden of the cost of automobile accidents, ITS
user services which begin to exercise more vehicle control may shift liability to developers
and operators of these services. The perceived vulnerability to lawsuits has resulted in
calls for techniques to manage liability risk in certain ITS deployments.
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While the US DOT, ITS America, academic institutions, and many other members of the ITS
community have made significant progress in identifying and researching nontechnical barriers
to ITS development and operational testing, much remains to be done. Nontechnical
considerations may eventually present more demanding challenges to sustained and
widespread expansion of ITS user services. The very nature of ITS deployment presumes
fundamental changes in the institutional aspects of how transportation business has been
conducted for many years.

V. WORKING TOWARDS ITS DEPLOYMENT

There is a clear national interest in realizing the benefits of enhanced transportation manage-
ment, traveler services, safety, productivity, and in establishing the U.S. ITS market early so
as to gain a competitive global advantage for the domestic ITS industry. The NPP establishes
a vision of what can be accomplished in ITS deployment for the near future and explores the
implications of different public and private deployment roles. The following section
summarizes the NPP recommendations for roles and activities for the private sector, state and
local governments, the US DOT, and ITS America in support of the continuing deployment of
ITS.

State and Local Government

The role of state and local governments is to determine the needs of their communities and to
organize funding, develop, and execute those projects which address their transportation
needs. In that sense, state and local governments will likely initiate ITS infrastructure related
projects, which may also involve private sector and the federal government participation. It is
essential that state/local governments become aware of how ITS can be used to address their
transportation needs, and then make short and long-range plans for the deployment of ITS.
State and local governments should be encouraged to work closely with the US DOT, the
private sector, and ITS America to coordinate deployments and achieve national compatibility.

The Private Sector

The primary role of the private sector is to develop and commercialize ITS products and
services for consumers, industry, and the public sector. To fulfill this role, the private sector
will invest and engage in a variety of activities, including research and development, market
studies, product testing, and system evaluations. The private sector actions will be based on
feasibility, marketability, and levels of acceptable risk. The private sector may take risks in
deploying ITS products in advance of a well established market.

Public sector confidence and commitment to deploying the basic infrastructure to support in-
vehicle, traveler, and other end-user information products is vital in encouraging early private
sector investment. The public sector role must be vigorous enough to stimulate private sector
participation, but not so aggressive as to preempt private sector involvement. Close
cooperation between the private and public sectors is indispensable for achieving this balance.

The US DOT

10
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The role of the US DOT is to facilitate the deployment of ITS information and
communications infrastructure and stimulate private sector involvement and investment. The
US DOT may, for example, facilitate the development of the communications and information
infrastructure needed to deliver many ITS services by facilitating public and private
institutional relationships; or supporting the development and coordination of travel and
transportation management data bases; and by helping to fund the design, development, and
deployment of ITS. The US DOT should continue to invest in long-term research, such as
automated highway systems.

The US DOT should employ incentives rather than regulatory mandates to achieve their
objectives. The role of the private sector as partners and as infrastructure providers should be
further developed. Where appropriate, federal funds should be used to enhance the
development and deployment of ITS infrastructure. The use of private funds should be
cultivated, or perhaps required, as part of the Federal-aid matching funds.

ITS America Role

The ITS community recognizes that ITS will be most effectively developed and deployed
through a partnership of the public, private and academic sectors. ITS America is the
embodiment of this partnership. It has a vital role in establishing cooperative working
relationships and in’promoting a national ITS program.

ITS America brings new interests and constituencies into the ITS deployment process,
expanding ITS involvement through technical committees and state chapters, disseminating
information, and building international relationships. ITS America plays a major role in
guiding and building consensus for the national ITS architecture and for coordinating the
development of standards and protocols. It plays an important role in building support for
and awareness of ITS through its outreach program. ITS America’s involvement in consensus
building has focused attention on technical and non-technical issues and in the promotion of
intermodalism. ITS America is the vehicle through which the members of the ITS community
can exchange ideas and concerns.

The recommendations and issues in the NPP are presented for consideration and further
discussion by the ITS community. Strategies for deployment and effective involvement of the
participants must be implemented. A consensus on how ITS deployment should proceed will
speed the realization of the benefits offered by ITS to travelers and transportation users.
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1. Introduction

1. Introduction

A state ITS/CVO Business Plan is a “roadmap” to a state’s Commercial Vehicle Operations
(CVO) program that defines broad goals and objectives, as well as specific projects, milestones,
responsibilities, and funding levels. The Business Plan emphasizes the application of
Intelligent Transportation Systems (ITS) technologies to improve state CVO processes and
procedures.

This guide reviews the status and results of state ITS/CVO business planning to date. It also
provides a guide to developing a state ITS/CVO Business Plan for state and Federal officials.

This report is intended for state agencies that are responsible for developing a state’s CVO
program. It also will assist representatives from the Federal Highway Administration (FHWA)
Office of Motor Carriers who are assigned to support state agencies in developing ITS/CVO
Business Plans. In addition, it will educate the private sector, elected officials, and the general
public who wishes to know more about the purpose and content of state ITS/CVO Business
Plans.

This report is organized as follows:

Section 2.0 provides a background to ITS/CVO and Business Plan development;

Section 3.0 explains the methodology and approach of this report;

Section 4.0 explains the process that a state should undertake to develop an ITS/CVO
Business Plan;

Section 5.0 includes an outline for and a prototype of an ITS/CVO Business Plan; and

Section 6.0 summarizes the conclusions and recommendations of this report.

Appendix A includes the bibliography for this report. Appendixes B and C include inter-
view and survey guides that may be used to collect data for the Business Plan.
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2. Background

2. Background

This section provides a background to ITS/CVO Business Plan development. It explains ITS
and CVO, various approaches to improve CVO activities, and the purpose of an ITS/CVO
Business Plan.

CVO AND  ITS

Commercial vehicle operations involve approximately three dozen areas of interaction between
public agencies and motor carriers. They include functions such as truck registration, size and
weight enforcement, vehicle maintenance and inspection, and fleet routing and dispatching.
These transactions are critical for highway safety, carrier productivity, and revenue collections.

ITS apply advanced and emerging technologies in such fields as information processing, com-
munications, control, and electronics to address surface transportation needs. ITS/CVO are the
application of ITS technologies to CVO to streamline administrative procedures and improve
the safety and productivity of trucking (see Figure 1).

The objectives of the national ITS/CVO program are to:

l Improve highway safety;

-  Streamline the administration of motor carrier credentials and taxation;

-  Reduce congestion costs for motor carriers; and

l Ensure regulatory compliance by and equitable treatment of motor carriers.

ITS/CVO services offer a range of benefits to the states, the Federal government, the private
sector, and the general public. ITS/CVO  will:

l Reduce the frequency and severity of commercial vehicle accidents;

-  Reduce administrative costs for regulatory agencies and motor carriers;

-  Reduce congestion and improve efficiency at weigh stations and international border
crossings; and

l Improve economic competitiveness by reducing the cost of motor carrier transportation and
regulation.

ITS/CVO include the following types of activities:

l Automating existing procedures and operations. Agencies and carriers are purchasing
computer hardware and software, communications systems, electronic sensors, and other
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2. Background

instruments to automate their existing recordkeeping, inspection, and communication
procedures.

l Networking information systems. The deployment of electronic data interchange and
electronic funds transfer capabilities enables agencies and carriers to share information and
transfer money. The development of linked databases and networks of information systems
will enhance the systems now operated independently by agencies and carriers.

l Changing the way that agencies and motor carriers do business. Over time, the automa-
tion and networking of information systems will encourage changes in traditional processes
and roles to reflect the changing needs of the intermodal transportation system. A com-
monly cited goal is “transparent borders,” which refers to enabling safe and legal carriers to
travel through multiple states or across international borders, with no more than a single
stop. Another common goal is “one-stop shopping,” which refers to enabling carriers to
obtain permits for multiple states through a single source, either physically through a single
office or electronically through the use of information systems and software.

The national ITS/CVO program comprises dozens of initiatives covering multiple functions.
These initiatives represent the efforts of individual states, consortia of states, the Federal gov-
ernment, individual motor carriers, and industry associations. The ITS/CVO program is
developing capabilities in four broad areas (see Figure 2):

Safety assurance. Programs and services designed to assure the safety of commercial driv-
ers, vehicles, and cargo. These include automated roadside safety inspections and carrier
reviews, safety information systems, and onboard safety monitoring.

Credentials administration. Programs and services designed to improve the deskside pro-
cedures and systems for managing motor carrier regulation. These include electronic appli-
cation, purchasing, and issuance of credentials, as well as automated tax reporting and
filing.

Electronic screening. Programs and services designed to facilitate the verification of size,
weight, and credential information. These include the automated screening and clearance
of commercial vehicles at weigh stations and international borders.

Carrier operations. Programs and services designed to reduce congestion and manage the
flow of commercial vehicle traffic. These include travel advisory services and hazardous
materials incident response services. The private sector is taking the lead in the deployment
of fleet and vehicle management technologies that improve motor carrier productivity.

The Commercial Vehicle Information Systems and Networks (CVISN) initiative will provide a
high-level infrastructure to link these projects and information systems, including common
standards for electronic communication among participating agencies and carriers. The
Mainstreaming initiative is developing an organizational infrastructure for ITS/CVO deploy-
ment, including the creation of state and regional ITS/CVO Business Plans and policy forums.

5







2. Background

PURPOSE OF BUSINESS PLANS

The purpose of developing an ITS/CVO Business Plan is to ensure support for coordinated
ITS/CVO deployment in a state. A well-developed Business Plan will:

l Provide a framework for identifying problems in current CVO procedures and oppourtuni-
ties to address those problems. The Business Plans may include both the application of ITS
technologies, as well as non-technical solutions such as process reengineering.

l Achieve consensus on the implementation of changes in CVO and the improvement of
communication among and between state agencies and the motor vehicle industry. The
typical state allocates responsibility for motor carrier regulation among five or six agencies
(see Figure 3). Many CVO regulatory programs operate in virtual isolation from one
another; the lack of coordination and interaction leads to inefficiency and ineffectiveness.
An effective ITS/CVO Business Plan requires participation and support from all relevant
agencies. In addition, a CVO Business Plan can help improve cooperation among state
agencies and the motor carrier industry.

l Allow ITS/CVO to be developed and deployed in a coordinated manner to conserve
resources and to ensure that “balkanized” CVO regulatory programs are not replaced by
equally uncoordinated ITS/CVO programs. There are numerous ITS/CVO projects at the
local, regional, and national levels in various stages of development. Nationally, more than
50 projects are in some stage of development or deployment.

l Serve as a concise program summary that may be distributed to state agencies, legislators,
the general public, and other states.

The FHWA is providing funding to the states through the ITS/CVO Mainstreaming initiative
to support the development of ITS/CVO Business Plans. The FHWA views the development
of an ITS/CVO Business Plan as an opportunity to formalize the CVO planning process, pro-
mote the development of public/private partnerships, and provide justification for ITS/CVO
funding in state budgets.
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3. Approach

3. Approach

This section explains the methodology used to develop this report. The research included the
following work steps:

l Collection and review of business plans and relevant literature at the state, regional, and
national level in CVO, ITS, and other transportation areas;

l Identification of “best practices” among state ITS/CVO programs;

l Analysis of the results of the literature review and best practices search;

l Development of a model business plan; and

l Development of findings and conclusions based on this research effort.

A complete list of the documents that were reviewed for this project is included in
Appendix A. The literature includes state and regional ITS/CVO Business Plans; the National
ITS/CVO Program; and literature on business plan development” Only three individual states -
Minnesota, Missouri, and Oregon - have developed ITS/CVO Business Plans to date. Other
states have developed detailed project plans for CVISN implementation (e.g., Maryland and
Virginia) or credentials process reengineering (e.g., Colorado and Minnesota). At least eight
multistate consortia have developed ITS/CVO Business Plans, most often as part of institu-
tional issues studies that identified the barriers to ITS/CVO deployment (see Table 1). Table 2
lists major existing regional ITS/CVO Business Plans, identifying the year each plan was pro-
duced and the status of the document when it was reviewed for this project.

With the availability of Federal ITS/CVO Mainstreaming funds, more states will develop
ITS/CVO Business Plans in the coming year.

9
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Table 1. Selected regional ITS/CVO business plans.

Advantage CVO
Partnership

COVE

Eastern States

I-95 Corridor
Coalition

Kansas-Missouri

Multijurisdictional
Automated
Preclearance System

Multi-State
(Southeast)

Northern New
England

Alabama, Florida, Georgia, Indiana, Kentucky, Michigan, Mississippi, North
Carolina, Ohio, South Carolina, Tennessee, and Virginia

Arizona, Arkansas, Colorado, Louisiana, New Mexico, Oklahoma, and Texas

Delaware, Maryland, New Jersey, New York, Pennsylvania, Virginia, West
Virginia, and District of Columbia

Connecticut, Delaware, Maine, Maryland, Massachusetts, New Hampshire,
New Jersey, New York, Pennsylvania, Rhode Island, Vermont, Virginia, and
District of Columbia

Kansas and Missouri

Idaho, Oregon, Utah, and Washington

Alabama, Florida, Georgia, Kentucky, Michigan, Mississippi, North Carolina,
South Carolina, Tennessee, and Virginia

Maine, New Hampshire, and Vermont

10
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Table 2. Characteristics of selected ITS/CVO business and project plans.

Year Developed Status

State lTS/CVO Business Plans

Minnesota Guidestar
Missouri
Oregon Strategic Plan IVHS/CVO

State CVLSN  Project Plans

Maryland
Virginia

State Re-engineering Plans

Minnesota Guidestar
WHEELS Re-engineering (Colorado)

Regional ITS/CVO Business Plan

Advantage CVO Partnership
COVE CVO Implementation Plan
(produced as part of institutional issues study)
Eastern States Regional Business Plan
(produced as part of institutional issues study)
I-95 Corridor Coalition CVO Program

Kansas-Missouri ITS/CVO Implementation Plan
(produced as part of institutional issues study)

Multi-State Regional Business Plan
(produced as part of institutional issues study)
Multijurisdictional Automated Preclearance System
Northern New England ITS/CVO Business Plan
(produced as part of institutional issues study)

1995 Final report
1996 Final report
1993 Final report

1996 Draft plan
1996 Draft plan

1996 Final report
1995 Final report

1996 Draft
1994 Final report

1995

1996

1994

1993

1997
1995

Final report

Program endorsed
by Executive Board
Final report

Final report

Under development
Final report

11
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4. The Process of Developing an ITS/CVO Business Plan

4. The Process of Developing an ITS/CVO Business Plan

This section recommends a process for developing a state ITS/CVO Business Plan. It discusses
the responsibilities involved in developing the Plan, and presents an overall approach, organ-
ized into three phases: project initiation, Business Plan development, and Business Plan
implementation.

PROJECT INITIAT ION

An ITS/CVO Business Plan should be developed by a Business Plan Manager and a Steering
Committee. The Business Plan Manager is responsible for organizing and driving the devel-
opment of the Business Plan. The individual or individuals who led the request for Federal
ITS/CVO Mainstreaming funds most likely are the ones to initiate the business planning proc-
ess. Due to the complex nature of most states’ motor carrier regulations, the Business Plan
Manager may choose to have an outside consultant assist with the development of a compre-
hensive Business Plan.

Most existing ITS/CVO Business Plans have been developed under the guidance of a steering
committee or working group. The primary responsibilities of the Steering Committee are to:

l Develop the Business Plan’s vision, guiding principles, goals, and objectives;

l Agree upon a work plan for the Business Plan Manager;

l Designate representatives from the state CVO agencies and the motor carrier industry to
participate in the development of the ITS/CVO Business Plan; and

l Review, plan, and approve each phase of the business planning process.

The Business Plan Manager should establish the Steering Committee and serve as a committee
member. The Committee should include managers from the full range of state agencies with
CVO responsibilities, including departments of transportation, revenue, motor vehicles, public
safety, and environmental protection; public utility commissions; toll authorities; and the state
police. The state motor carrier industry should be represented by the state motor truck or bus
association, as well as by individual carriers where possible. The composition of steering
committees for existing ITS/CVO Business Plans is included in Table 3.

FHWA Role

The FHWA should play an active role in the development and implementation of state
ITS/CVO Business Plans, both through participation in Steering Committee meetings and
through the review of documents. This level of participation will help ensure that the individ-
ual state Business Plans are consistent with the direction of the national ITS/CVO program.

13
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4.  The Process of Developing on ITS/CVO Business Plan

Table 3. Composition of selected ITS/CVO Business Plan steering committees.

_________________________________________________________________________________________________

        State Police/                                                                              Truck or
            Public         PUC     P u b l i c     Toll                                 Motor        Bus

D O T    D M V    D O R        Safety         PSC       Works      Authority    FHWA       Carriers        Association     Other
_______________________________________________________________________________________________________________________
State ITS/CVO Business Plans
 Minn esota     T T T  T     T
Oregon     T T     T

State CVISN Project Plans
Maryland CVISN     T T T T T  T     T       T1
Virginia CVISN     T T T T  T     T

State Re-engineering Plan
Colorado    T T        

Regional ITS/CVO Business Plans
COVE    T T T     T
Eastern States    T     T T T     T
I-95 Corridor    T T T     T
Coalition
Kansas and Missouri    T T     T T T     T       T2
Multi-State    T T T     T 
Northern New England    T T T T T T T T     T

_________________________________________________________________________________________________
T Indicates that a department or agency has at least one representative on the committee.

1 Department of the Environment
2 Department of Economic Development

14
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4. The Process of Developing an ITS/CVO  Business Plan

The FHWA should provide technical assistance to the states in the development of ITS/CVO
Business Plans. The FHWA may:

l Offer guidance from staff of the Office of Motor Carriers (OMC) division offices;

l Continue to fund the appointment of regional ITS/CVO  “champions” to work with consor-
tia of states, both individually and collectively, on ITS/CVO planning and deployment; and

l Identify “best practices” in state ITS/CVO business planning, and make reports available to
the states.

B USINESS P L A N  D E V E L O P M E N T

The development of a Business Plan typically involves four steps: data collection, data analy-
sis, project definition, and report preparation. The state’s CVO stakeholders must participate
in all phases of Business Plan development.

As a rule, the ITS/CVO Business Plan is created in an iterative fashion. Figure 4 shows the
general flow of work involved in preparing the Plan. The data collection effort may consist of
interviews, surveys, focus groups, and/or workshops involving representatives of the motor
carrier industry and CVO agencies. Current practices within the state’s CVO program should
be reviewed, as well as “best practices” from other states. The Business Plan Manager, Steering
Committee members, and any outside consultants will gather data, perform analysis, and pre-
pare draft conclusions and recommendations for review by CVO stakeholders. As a result of
this review, additional data collection and analysis may be required to improve and refine con-
clusions and recommendations. This iterative process should continue so long as meaningful
improvements to the Plan occur and resources permit.

The effort required to produce a Business Plan depends on the level of investment that each
state wishes to make and how quickly the various stakeholders are able to reach consensus,
Each state will invest in its Business Plan according to the priority accorded to ITS/CVO. From
initiation to completion, the development of an in-depth Business Plan will require 6 to 18
months.

The following tasks represent the work steps that are involved in developing a typical Business
Plan. The specific activities included in each task will vary based on each state’s unique politi-
cal and economic environment.

Task 1. Define Strategic View

The Steering Committee should define a preliminary strategic view for the Business Plan. The
strategic view includes the following elements:

l Mission Statement: Overall, long-range intention for the state’s CVO program;

l Guiding Principles: Underlying assumptions that guide the development of the ITS/CVO
Business Plan;
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4. The Process of Developing an ITSlCVO  Business Plan

l Goals: Broad achievements toward which the ITS/CVO program is directed; and

l Objectives: Specific components of the goals.

Examples of the four components are included in Section 5 of this report. The strategic view
will be refined later in the business planning process, but the Steering Committee should reach
consensus about the strategic view early in the process to provide a context for future work.

Task 2. Collect Data on CVO Issues and Opportunities

Once the Steering Committee has defined a preliminary strategic view, a core working group,
including the Business Plan Manager, agency staff, and an outside consultant (as appropriate)
can begin the data collection process. The core working group should identify the types of
data that will be required, the purpose of the data, where the data can be collected, and how
the results should be documented. The Plan should draw on three major data sources: a
review of the existing state CVO program, a review of business plans from other states and
regions, and input from public and private sector CVO stakeholders.

State CVO Program
A clear understanding of the current state CVO program is required to identify any bottlenecks
or missing links in the regulatory processes. The review of the CVO program should explain
current regulatory procedures, the levels of ITS/CVO deployment, and the responsibilities of
all state agencies involved in motor carrier administration and safety enforcement. If the cur-
rent state CVO program has not been documented for an ITS/CVO institutional issues study,
interviews with key CVO agency personnel may be necessary to understand the overall
program.

“Best Practices” from Literature Review
A literature review that includes other state and regional ITS/CVO business plans may be
conducted to assess the “best practices” among CVO programs, and to ensure coordination of
CVO activities at the state, regional, and national levels. The literature review should include:

l Documentation of operational tests, particularly within the individual state;

l The state or region’s ITS/CVO institutional issues study;

l ITS/CVO business plans from other states, including other states in the region and plans
with a high degree of innovation or success in implementation;

l The regional ITS/CVO business plan that includes the individual state, if such a plan has
been developed;

l The National ITS/CVO  Program, which is available from the FHWA; and

l Other related transportation business plans and studies.

17



4. The Process of Developing an lTS/CVO  Business Plan

A major goal of the literature review is to ensure that each state Business Plan is consistent
with the general goals and approach of the national ITS/CVO program and the appropriate
regional business plans (see Figure 5).

CVO Stakeholder Input from Surveys, Interviews, Workshops, and Focus Groups
Surveys, interviews, workshops, and focus groups can help to assess existing CVO administra-
tive and enforcement procedures and to solicit suggestions for improvement. The individuals
who participate in these forums should be actively involved in CVO and represent a wide
range of CVO interests, including both public sector agencies and the motor carrier industry.

If resources are minimal, written surveys may be the best method of obtaining some level of
input from CVO stakeholders who are not represented on the Steering Committee. Surveys
can provide feedback from a wide range of CVO stakeholders with a relatively quick turn-
around time.

Interviews conducted with one or two individuals at a time provide an opportunity to collect
more unstructured and detailed information than is possible from a workshop or survey. Well-
structured interviews will ensure consistency and high-quality results. Appendixes B and C
suggest guidelines for conducting these interviews.

The synergistic nature of workshops and focus groups permits a more interactive treatment of
a topic than if the same people addressed the topic individually. Workshops and focus groups
are especially useful when participants focus on project ideas and refine the preliminary
Business Plan. Workshops can be a one-time event or a series of meetings that emphasize
information exchange. Focus groups provide a comprehensive review of and response to the
data and analysis and are less time-consuming than conducting individual interviews.

The data gathered through the surveys, interviews, focus groups, and workshops should be
documented and categorized into the following areas:

l Current problems in CVO for both motor carriers and the state;

l Opportunities to resolve these problems, particularly through the application of ITS
technology;

l Technical and institutional barriers to ITS/CVO deployment; and

l Strategies to overcome these barriers.

The more extensive the data collection effort is, the more comprehensive the final Business
Plan will be. The data collection methods mentioned here can be used in whatever combina-
tion and sequence that the Steering Committee deems to be appropriate. The Business Plan
will benefit by having input from a broad cross-section of motor carriers and state agencies.
Not only will the Business Plan be enriched by the range of feedback, but stakeholder partici-
pation will create a shared sense of ownership for the Business Plan among agencies and the
motor carrier industry.
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Figure 5. ITS/CVO business plans.



4. The  Process of Developing an ITS/CVO  Business Plan

Case Study: Minnesota
Minnesota successfully used multiple data collection methods to develop its ITS/CVO
Business Plan. The process used to develop the Business Plan is shown in Figure 6. Following
an initial kickoff meeting, in-person interviews were conducted with key stakeholders. These
interviews were supplemented by telephone interviews with additional public and private
officials, including a limited number of representative organizations from neighboring states.

The consultant then conducted two one-day focus groups to test the interview findings about
the desirable components of the ITS/CVO Business Plan, and to provide an additional forum
for gathering information on the interests of the CVO community. The focus groups,
consisting of middle management and operational personnel, discussed ITS/CVO applications
and identified differences in interests and priorities between operators of large fleets and
operators of small fleet.

Subsequently, A workshop was held to review and validate the CVO interests and priorities
identified through the interviews and focus groups. The workshop brought together partici-
pants from the interview and focus groups as well as other relevant parties identified during
these activities. The workshop produced a preliminary ITS/CVO program scope that served a
the basis of the Business Plan.

After the consultant developed the draft Business Plan, which incorporated the findings of the
interviews, focus groups, and initial workshop, the state’s Project Manager reviewed the Plan
and the recommended changes. A revised draft Business Plan was reviewed and discussed in
a second one-day workshop. Using the same participants as the first workshop, the Business
Plan Manager and the consultant were able to obtain input from the key stakeholders on the
content of the Plan.

Based on the results of the second workshop and further consultation with the Business Plan
Manager, a final Business Plan was submitted by the consultant to Minnesota. This Business
Plan addresses all of the major issues and concerns expressed by the state’s public and private
CVO stakeholders.

Task 3. Analyze Data

The next step in the ITS/CVO business planning process is data analysis. Various techniques
may be used to conduct the analysis, including the following:

l Focus groups or workshops involving public and private CVO representatives not serving
on the Steering Committee. These individuals can review the data collected and offer feed-
back to the Steering Committee.

. Process maps of regulatory procedures. Process mapping, a systematic method of docu-
menting and understanding current regulatory procedures, can provide a benchmark for
analyzing potential improvements in CVO processes. Process maps indicate the sequence of
decisions and events that occur in a specific procedure. Process maps of the current state
CVO program should be developed to clarify current CVO processes, highlight the weak
links in regulatory and operational procedures, and suggest opportunities for the applica-
tion of ITS/CVO technologies (see Figure 7).
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Project Kick-Off and Scoping Session

I

I Prepare Interview Materials

Conduct Interviews

I

Task 4

Focus Groups
l Agency Focus Group
l Provider Focus Group

Task 5

Workshop - 1: Review Findings

Task 6

Prepare Draft Business Plan

I

Task 7

Workshop - 2: Review Draft Business Plan

Task 8 I

Prepare Final Business Plan

Figure 6. Process for developing the Minnesota CVO Business Plan.
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4. The Process of Developing an lTS/CVO  Business Plan

l Matrices matching the CVO functional responsibilities to the appropriate departments and
agencies. Such matrices help to identify functions for which multiple agencies claim
responsibility.

l Benefit/cost analyses. These analyses may clarify the costs of existing CVO administrative
and enforcement processes, estimate the potential benefits of lTS/CVO deployment to state
agencies or to the motor carrier industry, and project deployment costs in terms of capital,
operating, and maintenance expenditures. The benefits and costs may be estimated either
qualitatively or, if data permit, quantitatively. The FHWA has funded research by the ATA
Foundation and the National Governors’ Association on the costs and benefits of ITS/CVO
services for the motor carrier industry and the states, respectively.

Data analysis techniques that have been used in existing ITS/CVO  Business Plans are included
in Table 4.

The states may identify further methods of analysis appropriate to their business planning
process. The Steering Committee should review the results of the data analysis and provide
guidance for revisions, as needed. The strategic view should be revised or refined based on the
data analysis.

Task 4. Define Projects

At its core, the state lTS/CVO Business Plan is a summary of current and planned projects to
develop, test, and deploy specific lTS/CVO products and services. Once the data collection
and analysis is complete and the program’s mission, goals, and objectives have been refined,
the efforts of the Business Plan Manager and Steering Committee can shift to defining the
plan’s component projects. The Business Plan both should document existing ITS/CVO proj-
ects in the state and identify projects for future implementation. These projects should include
both national and regional initiatives in which the state will participate, as well as state-specific
projects.

For each project, the Business Plan should define the following:

Goals and objectives - Why conduct this project? How does it contribute to the overall
goals and objectives of the state ITS/CVO program?

Outcome - What is the intended results of this project? What services will it provide?

Project location - Where will this project take place?

Technical approach - How will the services be delivered?

Organization and management approach - Who is responsible for delivering these services
and managing this project?

Schedule and milestones - When will this project be completed?

Funding approach - How much funding is required? Who is responsible for funding this
project?
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4. The Process of Developing an ITS/CVO Business Plan

Table 4.  Techniques used in ITS/CVO Business Plan Development

_______________________________________________________________________________________

                       Workshops/ Benefit/
                           Focus  Liturature      Process cost

                                                            Surveys      Interviews        Groups          Review          Maps               Matrixes        Analysis            
State ITS/CVO Business Plan

Minnesota               T        T
Oregon                       T          T       T

 Limited

State Re-engineering Plan
Colorado                       T          T       T               T

         Limited         Limited

Regional ITS/CVO Business Plan
COVE     T     T T    T    T       T
Eastern States     T T

I-95 Corridor Coalition     T     T T    T

Kansas-Missouri          T T    T       T

Multi-State T    T       T

Northern New England          T T    T       T    T          T

____________________________________________________________________________________________________________________

2 Government Processes and business practices for truck administrative regulation and enforcement were collected and documented but in
the form of a process map.
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4. The Process of Developing an ITS/CVO Business Plan

The Business Plan should provide a framework to define the relationships among projects.
This framework should be used to explain relationships among projects that would affect proj-
ect development; identify coordination required between individual projects due to technical
or resource constraints; and assign a priority to each project that will guide resource allocation
decisions. It is recommended that the states use a program framework similar to that of the
national ITS/CVO program, which categorizes projects into four major areas, as discussed in
Section 2:

l Safety assurance;
l Credentials administration;
l Electronic screening; and
. Carrier operations.
Most ITS/CVO projects can be categorized into one of these four areas (see Figure 8). In addi-
tion, the national ITS/CVO program includes two major cross-cutting projects: the CVISN ini-
tiative, which is developing a technical infrastructure for ITS/CVO projects; and the
Mainstreaming initiative, which is developing an organizational infrastructure to manage
ITS/CVO deployment. Most state ITS/CVO Business Plans will include similar cross-cutting
initiatives. On the technical side, these could include participation in the CVISN model
deployment, or preparation for future adoption of the CVISN architecture. On the organiza-
tional side, these could include projects in the areas of outreach, training, or communication.

Figure 9 illustrates the component projects of an ITS/CVO Business Plan for a specific state.
As shown, this sample Business Plan lays out specific projects in the areas of safety assurance,
credentials administration, electronic screening, and carrier operations. In addition, this
Business Plan includes a project to begin preliminary planning for future deployment of the
CVISN infrastructure and a project to continue the state mainstreaming initiative.

Task 5. Prepare Business Plan Report

Once the Business Plan is in final form, the Business Plan Manager and/or the consultant must
document the Plan in a report. Although the research during the development of the Business
Plan may be extensive, the final written document should be brief and concise. Section 5 pres-
ents a suggested model for the outline and content of this report. A written summary of the
interviews, surveys, focus group discussions, and workshop findings may be included. Addi-
tional detailed information and analysis may be included in appendices.

B USINESS PLAN IMPLEMENTATION

While the Business Plan is being written, marketing and outreach to the CVO community
should begin. The purpose of marketing is to educate the CVO community about the mission
and goals of the Business Plan, and secure support for the overall Plan and the individual proj-
ects. A shared sense of ownership for the Business Plan by all CVO stakeholders is critical to
the Plan’s success. Outreach should be extended to both state agencies and the motor carrier
industry. Local motor truck associations should be involved in the outreach to the motor car-
rier industry.
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4. The Process of Developing an ITS/CVO Business Plan

Once the ITS/CVO Business Plan is approved, the implementation of the individual projects
outlined in the Plan may begin. The Manager or Steering Committee must decide if the proj-
ects will be developed in-house or contracted to an outside consultant. If a project is to be
developed internally, then the Steering Committee should assign the project to a specific
agency and development should begin as scheduled in the Plan. If the project is to be con-
tracted, the state must write and issue Requests for Partners or Requests for Proposals (RFPs)
to solicit project ideas. The selection of a partner or contractor to design and implement the
projects should occur in a timely manner.

Additionally, a process should be established to ensure that the Business Plan will be updated
regularly. The FHWA recommends updating state ITS/CVO Business Plans at least once every
three years because ITS/CVO services are still in the early stages of development. This time-
frame will vary from state to state depending on a variety of factors, including the state fiscal
calendar and the update of the state transportation improvement plan.
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5. Content of a Model ITSICVO  Business Plan

5. Content of a Model ITS/CVO Business Plan

This section offers a model for states to follow when developing an ITS/CVO Business Plan.
The model is provided as a guide that should be adapted to the specific requirements of each
state. An outline of the model Business Plan is included in Figure 10. A prototype ITS/CVO
Business Plan also is provided to help Business Plan developers understand the level of detail
that is appropriate. In this prototype plan:

l The shaded box at the left annotates each section; and

l The text to the right is an example of how the section might begin, or is written in full in the
case of a few simple topics.
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5. Content of a Model ITS/CVO  Business Plan

Model ITS/CVO Business Plan Report I

Executive Summary
1.0 Introduction
2.0 Overview of the Business Planning Process
3.0 Description of the State

3.1 Current State CVO Program
3.2 Economic and Political Characteristics
3.3 Issues and Opportunities

4.0 Strategic Overview
4.1 Mission Statement
4.2 Guiding Principles
4.3 Goals and Objectives

5.0 Program Summary
5.1 Business Plan Structure
5.2 Description of Projects
5.3 Ranking of Projects

6.0 Organization and Management Approach
6.1 Lead Agencies
6.2 Scheduling and Milestones
6.3 Costs, Funding, and Return on Investments

7.0 Contact Names
Appendixes (as needed)

Figure 10. Outline of the written report of the ITS/CVO business plan.
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5. Content of a  Model lTS/CVO  Business Plan

The introduction identifies
the purpose of the
Business Plan, the
contributors to the Plan,
and the agencies who
financially supported the
Plan.

1.0 INTRODUCTION

The purpose of the State ITS/CVO Business Plan is to
develop coordinated, efficient, safe commercial vehicle
operations throughout the state, and initiate steps towards
regional coordination and cooperation in CVO activities and
ITS/CVO project deployment.

This Business Plan was organized and developed by the
Department of Transportation with support from the
Department of Revenue, Department of Motor Vehicles, the
State Police, and the motor carrier industry.

The development of this Business Plan was supported by a
grant from the FHWA ITS/CVO Mainstreaming funds and a
state match provided by the state agencies.
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5. Content of a Model ITS/CVO  Business Plan

2.0  OVERVIEW OF THE BUSINESS PLANNING

that were involved in
developing the Business The business plan was developed in four phases, as follows:
Plan.

l In Phase I, a Steering Committee was established to
develop a strategic view for the ITS/CVO Business Plan.

l In Phase II, input from a broad range of state motor carrier
agencies and the motor carrier industry was solicited
through individual interviews and group workshops to
identify problems in current CVO processes and potential
solutions.

l In Phase III, specific projects were designed based on the
recommendations of the Steering Committee in Phase I
and the findings from the data analysis in Phase II. In
addition, the roles and responsibilities for implementation
of the Business Plan were identified and assigned.

l In Phase IV, a written report was prepared summarizing
the Business Plan.
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The state ITS/CVO
Business Plan explains the
current procedures and
practices used to
administer and enforce
motor carrier regulations.

The Business Plan should
document existing
TTS/CVO projects and
deployment levels in the
state.

5. Content of a Model ITS/CVO Business Plan

3.0 DESCRIPTION OF THE STATE

This section describes the issues and characteristics of the
state that impact motor carrier activity, including current
motor carrier regulatory processes and procedures, economic
and political characteristics of the state that affect CVO, and
opportunities for change in CVO.

3.1 Current State CVO Program

Currently, the State requires each motor carrier to register for
up to 10 different credentials, including commercial drivers
license, registration, and fuel tax. In the case of a non-
standard load, the carrier must apply for a permit
appropriate to the characteristics. These permits include:
oversize/overweight permit, hazmat permit, . . .

The ITS/CVO projects that currently are being implemented
in the State include:

Participation in an operational test of regional electronic
one-stop shopping;

Deployment of laptop computers at 10 percent of fixed
weigh stations;

Upgrading 25 percent of current weigh-in-motion
systems to high-speed weigh-in-motion;
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5. Content of a Model ITS/CVO  Business Plan

This section describes the
economic and political
characteristics of the state
that affect CVO, including
the CVO regulatory
structure.

3.2 Economic and Political Characteristics

There are X thousand motor carriers based in the State,
accounting for a total of X thousand vehicles. These motor
carriers account for the equivalent of X thousand full-time
jobs. X hundred buses in the State account for X thousand
passenger trips per year.

Currently five agencies are involved in motor carrier
credentialing and two agencies are responsible for safety
enforcement. These agencies are as folows: . . .

The motor carrier industry accounts for $X million in state
revenues annually...
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This section identifies the
issues that affect CVO in
the state and the
opportunities that exist to
 apply ITS technologies.

5. Content of a Model lTS/CVO  Business Plan

3.3 Issues and Opportunities

Major issues affecting the administration and enforcement of
CVO regulations in the State include the following:

l The Department of Transportation recently completed an
extensive reorganization...

l The Department of Revenue recently automated its fuel
tax accounting system in preparation for its imminent
membership in International Fuel Tax Agreement...

-   
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5. Content of a Model ITS/CVO  Business Plan

The mission statement is
the overall, long-range
intention for the state’s
CVO program.

Guiding principles are the
underlying principles that
guide the development of
the ITS/CVO Business
Plan.

Goals are the broad
achievements toward
which the ITS/CVO
program is directed.
Objectives are specific
components that embody
these goals.

4.0 STRATEGIC OVERVIEW

This section explains the vision and direction of the Business
Plan. It includes the State’s mission statement, guiding
principles, goals, and objectives for its CVO program.

4.1 Mission Statement

The mission of the State’s CVO program is as follows:

l Provide high-quality, efficient, safe, and legal commercial
vehicle shipping and busing services throughout the state.

4.2 Guiding Principles

The projects included in this Business Plan were developed
to reflect the following principles:

l Projects should reduce the costs associated with the
administrative processes of state agencies and motor
carriers.

l Projects should lead to quantifiable improvements in
public safety and revenue collection.

-  . . .

4.3 Goals and Objectives

The goals and objectives of the State’s ITS/CVO program are
as follows:

Goal: Enhance highway safety.

l Objective: Reduce the number and severity of highway
accidents involving commercial vehicles.

l Objective: Improve motor carrier compliance with
safety regulations.

Goal: Promote efficient state administration of commercial
vehicle regulatory and enforcement functions.

l Objective: Implement one-stop shopping for
registration, fuel taxation, and insurance registration.

-  Objective: Automate credentials acquisition and transfer
procedures.

36

It
I. .
0
I
I
1.
R
1
I
c
1
a
I
I
I
R
I
I
0



8
II
t
1
I
D
I
II
I
I
I
a
a
I
1
I
Y
I
II

5. Content of a Model ITS/CVO Business Plan

Goal: Improve motor carrier productivity.

l Objective: Reduce the impact of traffic congestion on
motor carrier operations.

l Objective: Eliminate unnecessary delays for weight and
safety checks.

Goal: Support state, regional, and national economic growth
and global competitiveness.

l Objective: Eliminate unproductive requirements,
regulations and processes.

l . . .
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5.. Con tent of a Model ITS/CVO  Business Plan

5.0 PROGRAM SUMMARY

The program summary includes an explanation of the
Business Plan’s classification of projects, a description of the
projects, and a ranking of projects in order of priority.

This section explains how
the projects in the Business
Plan will be categorized,
and connect each project
to the specific objectives it
is intended to fulfill.

5.1 Business Plan Structure

The ITS/CVO projects included in this Business Plan are
categorized in four program areas: safety assurance,
credentials administration, electronic screening, and carrier
operations. They address the following problems:

Problems by Program Category

Safety Assurance

Projects

l Lack of access to real-time data on motor Project #l
carrier status (Objectives a & b)

Project #2
(Objective c)

Credentials Administration

l Complex and redundant administrative Project #3
system (Objectives d & e)

Project #4
(Objective f)

Electronic Screening

l Inefficient clearance of commercial vehicles Project #5
at weigh stations and international borders (Objectives g & h)

Carrier Operations

l Lack of access to real-time data on Project #6
congestion and weather (Objectives i & j)
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The project description
gives an account of each of
the ITS/CVO  projects in
the Business Plan,
including its objective,
intended result,
participating agencies, and
technical approach. The
projects include both ITS
and non-ITS projects.

5. Content of a Model ITS/CVO  Business Plan

5.2 Project Description

Project No. 3: Administrative Process Reengineering
Objective: Reengineer the CVO regulatory processes in the
State to make them more cost-effective, productive, user-
friendly, and efficient in meeting the state’s objectives in
maintaining a CVO regulatory system and in minimizing the
administrative burden on the motor carrier industry.

Outcome: More efficient and cost-effective agency
administrative processes resulting in improved agency and
carrier productivity.

Lead Agency: State Department of Transportation (DOT)

Other Participating Agencies: All CVO regulatory offices

Market: Motor carrier industry and regulatory agencies

Approach:

l Conduct a management audit to document and quantify
(where possible) the major inefficiencies and
redundancies in the CVO regulatory administration
process which result in lost productivity, foregone
revenues, industry frustrations, and compromises to
safety.

l Develop recommendations for reengineering the
administrative processes (registration, fuel tax, OS/OW
permits, operating authority, and commercial drivers’
licences) to improve their efficiency.

l Quantify the costs and benefits of the reengineered
systems to the extent possible.

l Develop process maps to document and understand
regulatory procedures. The maps will facilitate the
measurement of staff, time, and cost associated with each
process, identify changes that will be required to improve
the processes, and quantify the benefits of those changes.
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Key Issues:
.  A certain amount of agency staff resistance, defensiveness

and nervousness should be anticipated.

l Process reengineering may require statutory changes.

l Quantifying the benefits of changes, particularly expected
outcomes such as improved safety, can be difficult and
expensive due to data limitations, sampling size
requirements, and the relatively small number of
incidents over short time periods.

Products: Management audit of existing conditions and
recommendations for process engineering.

Schedule: 12 months - interim product within six months.

Cost: $800,000 estimated to conduct the management audit,
develop the reengineering strategy, and quantify the
benefits.

Estimated Project Management Requirement: One-half
full-time equivalent.

Project No. 4: . . .
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This section explains how
the projects are ranked, as
well as the actual project
ranking in order of
priority.

5.3 Ranking of Projects

Based on the national ITS/CVO program and the
prevailing sentiment among the members of the Steering
Committee, it was decided that the State’s highest priority
is safety. Therefore the safety assurance projects that focus
enforcement efforts on the identification of high-risk
carriers are most important...

Projects Ranked by Priority

1. Project #1 Safety Assurance
2. Project #2 Safety Assurance
3. Project #5 Electronic Screening
4. Project #4 Credentials Administration
5. Project #6 Carrier Operations
6. Project #3 Credentials Administration
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5. Content of a Model lTS/CVO  Business Plan

6.0  ORGANIZATION AND MANAGEMENT
 APPROACH

The organization and management approach covers:

1) The roles and responsibilities of public and private sector
CVO stakeholders;

2) Scheduling, duration, and sequencing of projects; and

3) Anticipated funding levels and sources.

6.1  Lead Agencies

The Steering Committee will coordinate the scheduling of all
projects through the lead agency assigned to each project.
The lead agency is responsible for project management,
financial reporting, coordination with other agencies, and
management of outside contractors. Lead agencies are listed
below.

Lead Agencies

Project #1 State Police
Project #2 State Police
Project #3 Department of Revenue
Project #4 Department of Transportation
Project #5 Department of Transportation
Project #6 Department of Transportation

R
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This section identifies the
schedule for
implementation of the
projects in the Business
Plan, including key
milestones, project

5. Content of a Model ITS/CVO  Business Plan

6.2 Schedule and Milestones

Schedule and Milestones

Project #1

l

l

.

Milestone A Complete research and data collection
(Scheduled completion date: l/1/00)

Milestone B Complete data analysis, findings,
recommendations of alternatives
(Scheduled completion date: 2/2/00)

Milestone C Evaluate alternatives and propose work
plan
(Scheduled completion date: 3/3/00)

Milestone D Complete implementation of project’s
action plan
(Scheduled completion date: 8/8/00

Project #2

- . . .

Project Duration and Sequencing

Month

Task Jan Feb  Mar Apr Mav J u n  lul A ug Sep Oct Nov Dec

             
- -                    

              .        
 

,
 .          . 

Project No. 3

Project No. 1
Project No. 2
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This section cites the
overall cost of designing
and implementing the
projects, the available
sources and levels of
funding, and the probable
return on the investment.

6.3 Costs, Funding, and Return on Investment

Project cost

Project #l $200,000

Project #2 $100,000

Project #3 $400,000

Project #4 $500,000

Project #5 $300,000

Project #6 $500,000

Total $2,000,000

Funding is available through both public and private
sources. Public funding sources include:

l The State Department of Transportation, Division of
ITS/CVO;

l The State Department of Motor Vehicles, Division of
Motor Carriers;

l The State Police, Motor Carrier Division;

l The State Department of Revenue; and

l The Federal Highway Administration, including the ITS
field operational test program, the Motor Carrier Safety
Assistance Program, . . .

Private sector funding includes funds provided by the State
Motor Truck Association,...
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5. Content of a Model ITS/CVO Business Plan

The Business Plan should
I

7.0 CONTACT NAMES
include contact names to
allow for follow-up,
requests for additional
information, and feedback.
The Business Plan
Manager, Steering
Committee members, and
the consultant should be
listed with their addresses
and telephone numbers.

Business Plan Manager
Eileen U. All, Manager, Motor Carrier Division
Department of Transportation
100 Main Street, Capitol City, State 00000
Phone: (555) 555-5555 Fax: (555) 555-5555
E-mail: Eileed@state.gov

Steering Committee
Lesley Ismore, Manager, Motor Fuel Tax Division
Department of Revenue
200 Main Street, Capitol City, State 00000
Phone: (555) 555-5555 Fax: (555) 555-5555

Sgt. Raymond Dahr
Motor Carrier Division, State Police
300 Main Street, Capitol City, State 00000
Phone: (555) 555-5555 Fax: (555) 555-5555

Dustin Rhodes, Manager, Hazardous Materials Division
Department of the Environment
400 Main Street, Capitol City, State 00000
Phone: (555) 555-5555 Fax: (555) 555-5555

Charles Wagon, Executive Director
State Motor Truck Association
500 Main Street, Capital City, State 00000
Phone: (555) 555-5555 Fax: (555) 555-5555

Roland Home, President
Family Trucking Company
600 Main Street, Capitol City, State 00000
Phone: (555) 555-5555 Fax: (555) 555-5555

Consultant
William Bucks, Vice President
Consultants, Inc.
300 State Street, Othertown, State 11111
Phone: (555) 555-5555 Fax: (555) 555-5555
E-mail: US@4Higher.com
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6. Conclusions and Recommendations

6. Conclusions and Recommendations

A comprehensive and well developed ITS/CVO Business Plan provides a framework to:

l Identify problems in current CVO procedures and opportunities to apply ITS to address
those problems;

l Achieve consensus to improve state CVO processes and improve communication among
and between the state motor carrier agencies and motor carriers;

l Facilitate the development and deployment of ITS/CVO in a coordinated and cost-effective
manner; and

l Create a concise summary of the state’s plan for commercial vehicle operations.

The states and the motor carrier industry can contribute to the effective lTS/CVO business
planning in the following manner.

STATE INITIATIVES

1. Each state should develop, and update on a regular basis, an ITS/CVO Business Plan with a
strong policy commitment from state officials. The Plan should define the ITS/CVO
services to be deployed in each state. It should detail the projects, objectives, roles,
responsibilities, milestones, and funding, and estimate the costs and benefits of these
activities for the state, motor carriers, and the public. Until states make these Business Plans
a regular part of their doing business, the only constituency to continue ITS/CVO
deployment will be individual agencies.

2. Each state should demonstrate its commitment to the Plan’s success by allocating the
appropriate financial and human resources to produce a comprehensive, meaningful plan.
This commitment must include designating a Business Plan Manager to direct the plan’s
development; establishing a Steering Committee with broad representation of CVO
agencies; and retaining outside contractors as necessary.

3. Each state should seek input from a broad range of agencies, both through formal
representation on the steering committee and through participation in interviews,
and focus groups. This participation should include not only state departments of

surveys,

transportation, but also state police, departments of revenue, public utility and commerce
commissions, and toll authorities. Unless all of these agencies begin to communicate and
work together, it will be impossible to develop and implement an effective Business Plan.

4. Each state should reach out to all relevant agencies and to the private sector to increase
participation in, as well as to heighten awareness about, its ITS/CVO program.
Communication, training, and education should be an important part of the business plan
development process, as well as a core element of specific projects in the Business Plan.
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6. Conclusions and Recommendations

M OTOR C ARRIER INDUSTRY INITIATIVES
6

1. The motor carrier industry must participate fully in the development and implementation of
ITS/CVO Business Plans. Many state agencies do not understand fully the needs and
desires of the industry. Motor carrier participation should include industry associations
such as the American Trucking Associations (ATA) or National Private Truck Council
(NPTC), as well as representatives of individual carriers. Without sufficient private sector
involvement, these Business Plans will fail.
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Appendix B

Appendix B
Suggested Interview Format for Motor Carriers

INTRODUCTION

The interviewer will:

l Explain the purpose of developing a CVO Business Plan for the state;

l Explain the approach to developing the Business Plan; and

l Explain the purpose or goals of the interview.

- Understand something about the carrier’s operations and involvement with ITS; and
- Gather information and opinions on the problems with the current system and how ITS

might be used to improve CVO in the state.

Q U ES T I O N S

Brief Overview of Company

l How many trucks does your company operate?

l Do you operate locally, regionally, or nationally?

l In what other states do you operate?

l How time sensitive are your shipments?

l Do your routes vary often?

l Are you a for-hire carrier or private?

l What type(s) of products are you hauling?

l Does your company only operate in-state or does it operate out-of-state also?

l How does your company’s operation compare in size with other carriers based in the state?
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General

l

b

0

b

0

l

l

b

b

b

What frustrations do the members of your firm express about their interaction with agency
personnel and the credential/reporting process?

How much staff time is required to stay in compliance with state and federal requirements?

Does your company experience delays at the roadside for safety or weight inspections?
What causes the delay?

- What is the average length of delay?
- How frequently are you issued a citation?

If yes, is there a substantial cost that your company incurs for this delay?

-   In terms of time?
- In terms of money for citations?
- In terms of lost business due to delayed deliveries?

What is your impression of commercial vehicle enforcement in the state? How does it
compare to other states in which you operate? (Be specific as to which state.)

What is the biggest CVO problem in the state? How would you recommend that this
problem be addressed?

What would you like to see changed about the regulatory system in the state with respect to
deskside transactions (i.e., fuel tax, permits, CDL)?

What would you like to see changed about the regulatory system in the state with respect to
roadside enforcement (i.e., inspections)?

How familiar are you with ITS technologies for commercial vehicle operations?

Has your company been involved with any of the ITS initiatives in the state? If yes, please
elaborate about the project(s) and its degree of success.

Who is responsible for obtaining credentials for vehicles within the company? Is there staff
at your company dedicated solely to obtaining credentials?

How are credentials obtained from state agencies? Is the process automated in any way?

Do you know which agencies are responsible for which CVO functions?

What is the best way for you to learn the responsibilities of each agency?

- Pamphlet
- Diagrams
- Presentation
- Other
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Appendix B

l Based on your understanding of ITS technologies, what programs or initiatives should the
state pursue to improve conditions?

l What are some non-technical barriers to implementing ITS technology?

l Are there any issues you wish to comment on concerning CVO in other states or Canada ?

l Do you have additional concerns, issues, or suggestions?
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Appendix C

Appendix C
Suggested Interview Format For Agencies

The interviewer will:

l Explain the purpose of developing a CVO Business Plan for the state;

l Explain the approach to developing the Business Plan; and

l Explain the purpose or goals of the interview.

- Understand the role of the individual or the role of the agency in the regulatory and
enforcement process;

- Understand the individual ‘s level of knowledge of ITS in general and in the state in
particular; and

- Find out how the individual thinks ITS could be used to improve CVO in the state.

Q UESTIONS

Brief Overview of Responsibilities

l What are your responsibilities with respect to commercial vehicle operations?

l Please give an overview of the responsibilities of your agency with respect to motor carrier
regulation.

General

l What type of computerized systems (i.e., databases) does your agency use to support the
administration of the regulatory requirements?

l Do you anticipate any upgrades or changes to your computer system or administrative
procedures in the near future?

l What is your impression of how the current system works? Do the regulatory requirements
accomplish what they were designed to accomplish?

l Is the system user friendly for the customer (i.e., the motor carrier?)

l What aspects of the regulatory system, do you sense, are most frustrating to motor carriers?
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Is the system user friendly for your agency?

What communication exists between your agency and other agencies with regulatory
oversight responsibilities?

- Are there forums to discuss CVO-related topics?
- Are annual meetings or similar meetings held?

What are the strengths and weaknesses of the existing system?

What is the most difficult part of your job?

What is the best part of your job?

How familiar are you with ITS technologies for commercial vehicle operations?

Have you been involved with any of the ITS/CVO initiatives in your state? If yes, please
elaborate about the project(s) and its degree of success.

For each of the regulatory functions that your agency oversees, please explain how the
application and renewal process work for motor carrier credentials. What aspects have been
automated?

Which information is most difficult for you to get from motor carriers?

What information does your agency check prior to issuing credentials to motor carriers?
How is this information accessed if it is maintained by another agency? Is it difficult to
obtain from other agencies?

How are credentials issued to motor carriers? Is this process automated?

Who is responsible for enforcing the credentials that your agency issues? How is that
information verified from fixed or mobile enforcement facilities?

Does your agency conduct motor carrier audits? If yes, how is this accomplished?

Do you understand the functions of the agencies for CVO? If not, why not?

What is the best way for you to learn the functions of the agencies for CVO?

- Pamphlet
- Diagrams
- Presentation
- Other

Based on your knowledge of the available technology, which technologies have the
potential to improve or streamline administrative functions?
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l Which technologies do you think have the potential to reduce delays and improve safety at
the roadside?

l What do you think are some non-technical barriers to adopting ITS/CVO technology?

l What ideas do you have to make the regulatory system operate more smoothly?

l What other programs or issues would you like to see included in a CVO Business Plan in
your state?

l Are there any issues you wish to comment on concerning CVO in other states or Canada ?

l Do you have additional concerns, issues, or suggestions?
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Review of ITS/CVO Institutional Issues Studies

Several regional coalitions are developing multi-year programs for commercial vehicle opera-
tions (CVO)1  This program will include the application of Intelligent Transportation Systems
(ITS)2 technologies and services.  This report identifies the institutional barriers that are likely
to impede the development of ITS/CVO programs, and recommends strategies to overcome
these barriers.3

OBJECTIVE

Early efforts to apply ITS to CVO focused primarily on the development, demonstration, and
integration of specific technologies, such as weigh-in-motion, automatic vehicle identification,
and onboard computers.  Over the course of these early projects, it became apparent that the
most serious barrier to the effective implementation of ITS for CVO may not be the ability to
perfect the technologies themselves.  Instead, the most significant barriers may be non-techni-
cal or “institutional issues” related to statutory, administrative, organizational, and resource
constraints on the ability of the affected public sector and private sector organizations to incor-
porate these technologies into their business operations.  The successful implementation of ITS
for CVO must address these constraints.

To this end, in 1991 the Federal Highway Administration (FHWA) offered $50,000 to each state
department of transportation to study the institutional barriers to the deployment of ITS for
CVO.  Every state except Hawaii participated in such a study, either independently or as part
of a multi-state consortium.

This report reviews the institutional issues studies, and presents a synthesis of their findings.
The objective of this review is to answer the following questions:

• What institutional issues have been identified as impediments to the deployment of
ITS/CVO services and technologies?

                                                  
1 Commercial vehicle operations comprise three dozen areas of interaction involving public agencies

and motor carriers.  These include functions such as truck registration, size and weight enforcement,
vehicle maintenance and inspection, and fleet routing and dispatching.  These transactions are critical
for highway safety, carrier productivity, and tax collections.

2 ITS (formerly known as Intelligent Vehicle-Highway Systems or IVHS) involve the application of
advanced and emerging technologies in such fields as information processing, communications,
control, and electronics to surface transportation needs.  C.f. U.S. Department of Transportation, Joint
Program Office for Intelligent Transportation Systems and Intelligent Transportation Society of
America, National ITS Program Plan, First Edition, March 1995.

3 This memorandum is based upon the technical memorandum for the I-95 Corridor Coalition’s Project
No. 4, Commercial Vehicle Operations Phase II, Task 1, entitled, “Review of ITS/CVO Institutional
Issues Studies,” prepared by Cambridge Systematics, Inc.  (Document number I-95 CC 4-95-02)
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• What strategies have been developed to resolve these issues?

• How have the institutional issues studies contributed to the deployment of ITS/CVO serv-
ices and technologies?

• What lessons can be learned for the development of future CVO programs?

STRUCTURE AND PURPOSE OF STUDIES

The institutional issues studies were intended to provide a “bottom up” perspective on the
institutional barriers, as well as the strategies to overcome these barriers and develop a
national ITS/CVO program.  The objective of the initial round of studies was to document the
existing business practices for administering and enforcing commercial vehicle regulations;
describe how ITS technologies could be applied to current regulatory programs; and identify
the institutional barriers to ITS for CVO.

In all, 19 studies were commissioned:  seven multi-state studies, comprising 37 states and the
District of Columbia; and 12 single-state studies.  Rather than forcing the states into particular
groupings, the FHWA let the states find their own partners.  The clusters of states that formed
generally represent broad regional truck markets, centered in the Southeast, Middle Atlantic,
Southwest, and Northwest regions (see Figure I).

A second phase of the studies, now underway, will emphasize the development and deploy-
ment of specific ITS/CVO services (see Figure II).

ITS/CVO SERVICES AND TECHNOLOGIES

The institutional issues studies demonstrated broad similarities in their examination of critical
ITS/CVO technologies, services, and programs.  The studies focused on a small list of tech-
nologies and services related to the administration and enforcement of motor carrier regula-
tions.  Other ITS/CVO services, such as fleet or traffic management, were discussed but not
emphasized in the first-round studies.

Most of the studies recommended the development of the following four ITS/CVO services
(see Table I):

• Creating or enhancing information systems or central databases;

• Creating or enhancing electronic data interchange (EDI) and electronic funds transfer (EFT)
capabilities;

• Enhancing mobile enforcement capabilities through the use of portable weigh-in-motion
(WIM) systems, portable computers, and other technologies; and

• Automating driver and vehicle safety inspections through the use of portable computers,
timely roadside access to safety databases, and specialized in-vehicle equipment.
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A copy of Table I can be found on the disk under the file name
table1.doc.
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These four services are likely to represent priorities for most ITS/CVO programs.  Other serv-
ices that were recommended include:

• Using dedicated short-range communication (DSRC), WIM, and similar technologies to
develop automated methods for verifying credentials and clearing vehicles at weigh
stations and other inspection sites;

• Developing a one-stop permit shopping program;

• Deploying electronic toll collection systems;

• Providing basic information services to the trucking industry (such as a toll-free
information number);

• Enhancing WIM capabilities; and

• Developing advanced traveler information systems for commercial vehicles.

A central theme of many studies was that improvements to CVO administrative and enforce-
ment activities need not involve advanced technologies.  The studies found that in many
states, major efficiency gains could be realized simply by making computers and EDI/EFT
capabilities more widely available.  Most often, the missing element is the capability for
different agencies to link systems and share data.

INSTITUTIONAL BARRIERS AND STRATEGIES

The studies displayed a striking degree of commonality in the identification of institutional
barriers and strategies to overcome barriers.  To compare the barriers across the studies, a
framework encompassing three broad categories – mandate, organization, and resources – was
used.

Mandate

Mandate barriers and strategies are associated with the legal and political conditions and
requirements, or the commercial market, for ITS/CVO programs.  Most efforts that signifi-
cantly affect the way that business operations are conducted require some kind of mandate –
from legislation, executive order, popular demand, or market demand.  A mandate provides
legitimacy and support for action.

Barriers
The studies identified three primary mandate barriers to the ITS/CVO programs.  These
barriers are as follows:

• Inconsistent support from the top management of the agencies involved in CVO.  Efforts
to implement ITS/CVO services cannot succeed without support from the top management
of the public agencies that are involved in CVO.  Without this mandate, it is difficult to
make the organizational changes or commit the resources necessary to support ITS/CVO
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programs.  Each agency with commercial vehicle responsibilities – from departments of
transportation and revenue to state police and utility commissions – must make ITS/CVO a
priority for any major innovation to succeed.  However, this support is uneven and incon-
sistent, both among states and among agencies within a single state.  A primary source of
this inconsistent support appears to be a lack of customer service orientation among CVO
agencies.  Other contributing factors include inadequate understanding and appreciation of
ITS/CVO services and their potential benefits, as well as uncertain support from state leg-
islatures.

• Limited support from the motor carrier industry.  Uneven and inconsistent support for
ITS/CVO programs also is evident in the motor carrier industry and among third-party
service providers.  Most major ITS/CVO programs – apart from purely internal reengi-
neering of state administrative processes – require that the motor carrier industry be a full
partner in achieving the change.  Industry support often has been limited because of fears
about the use of technology for enforcement and revenue enhancement.  Other contributing
factors include the lack of well-defined ITS/CVO products, services, and benefits for motor
carriers; concerns about equity and the impact of new technologies on smaller carriers; and
concerns about data privacy, security, and use.

• Statutory, regulatory, and administrative impediments.  In many states, the current lan-
guage of statutes and regulations does not reflect the advent of modern communications
systems and information technologies.  References to “written communication” or “paper”
credentials that are “carried” in vehicles or by drivers, if strictly enforced, would prohibit
the widespread use of EDI, EFT, and DSRC.

Potential Impact on ITS/CVO Programs
These mandate barriers are likely to impede efforts to implement ITS/CVO programs in many
regions.  Generating support for an ITS/CVO program from the many state agencies that
affect CVO throughout a region, as well as from legislative chambers and state houses, is
difficult.  Congestion and highway safety are well-recognized problems, but few regional
stakeholders appear to realize that all of the affected states and agencies, as well as the motor
carrier industry, must work together toward a common solution.  The critical hurdle to
achieving this top-level buy-in is the lack of understanding about CVO services, ITS
technologies, and the need for change.  Agencies must be convinced that investments in
advanced traffic and fleet management systems, and the streamlining of administrative
processes, will support their efforts to improve safety, productivity, and economic growth.

Similarly, support from the motor carrier industry for ITS/CVO services is uncertain.  The
diverse motor carrier industry often is divided on public policy issues.  Most motor carriers
agree that congestion is a problem and that improving productivity is a priority, but not all see
ITS/CVO services as a solution.

Strategies
The major strategies to overcome these mandate barriers include the following (see Table II):

• Involve the top leadership of major agencies in the development and implementation of
the ITS/CVO program, to foster a sense of “ownership” and secure “buy in.”  Work with
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Table II.  Mandate barriers and strategies.

Barrier Strategies

Inconsistent agency support Involve top leadership in planning and
development; conduct information programs;
document early successes

Limited motor carrier support Conduct outreach programs; make
participation voluntary; emphasize services
with broad appeal to the industry; use a third
party to manage data

Outdated statutes and regulations Draft enabling language or legislation
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 middle and line-managers from state agencies on the details of deployment, and help nur-
ture a customer service orientation.

• Conduct education and information programs among public sector agencies and motor
carriers to raise the level of understanding about the structure, objectives, and functions of
CVO, as well as the technologies and potential benefits associated with ITS.

• Make carrier participation voluntary, particularly in the early stages of program develop-
ment.  An explicit policy supporting voluntary participation will channel early benefits to
the carriers who are willing to support deployment and make the required investment in
necessary equipment.  It also will relieve fears about the use of technology for revenue
enhancement.

• Begin with less controversial applications that will benefit a broad range of carriers.  The
early stages of the ITS/CVO program should emphasize services that have broad appeal
within the motor carrier industry.

• Document the early successes of ITS/CVO projects.  Although the major demonstration
projects (Heavy-vehicle Electronic License Plate [HELP] and Advantage CVO) are relatively
well documented, less information is available about many of the other ITS/CVO projects
and operational tests across the nation.  Better documentation of these projects, and wide-
spread dissemination of their results, can help agency and carrier managers understand the
processes and technologies involved.  Documentation also can make the case for agencies or
carriers to invest their own time and resources in further deployment.

• Promote changes in outdated statutes, regulations, and rules.  Agencies can draft enabling
legislation or language, seek support from key legislators and administrators for the
changes, and identify opportunities in existing laws and regulations where flexible lan-
guage supports ITS/CVO services.

Organization

Organization barriers and strategies relate to the ways in which organizations are structured
and administered, and how they respond to or implement change.  ITS/CVO programs
encompass three dimensions of organizational relationships:  agency-to-agency, state-to-state,
and agency-to-carrier.

Barriers
The studies identified three primary organization barriers.  These barriers are as follows:

 Lack of intrastate coordination among agencies involved in motor carrier administration
and enforcement.  Lack of communication, cooperation, and coordination among CVO
agencies within a single state is a fundamental obstacle to achieving meaningful improve-
ments in current CVO administrative and enforcement activities.  In every state, CVO
responsibilities are fragmented among multiple agencies.  The goals and priorities of these
agencies often are unclear or inconsistent.  Redundancies and overlapping responsibilities
often create “turf wars” among agencies involved in CVO.  These conflicts can lead to disa-
greements about the objectives and configurations of ITS/CVO programs.
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• Lack of uniform regulations and policies across states.  Organizational complexity is as
much a problem across states as it is within states.  The problem is not just lack of coordina-
tion among states; it also encompasses outright conflicts in regulations and policies.  Issues
relating to intrastate organization quickly multiply when multiple states become involved
in a single truck movement.  For example, states with large numbers of weigh stations tend
to be more concerned with preclearance than are states that rely primarily on mobile
enforcement.  This is but one example of where differing priorities for state CVO programs
lead to conflicting needs for ITS/CVO services.

• Lack of cooperation and trust between state agencies and motor carriers.  Historically,
state agencies and motor carriers have had difficulty developing cooperative, non-adver-
sarial relationships.  For the most part, carriers have seen the state only as a regulator and
collector of fees and taxes.  Motor carriers have no perception of being a “client” of state
services, and many state agencies are not oriented toward providing customer service to the
trucking industry.  Carriers and agencies often have difficulty communicating, and fre-
quently are unable to work together.

Potential Impact on ITS/CVO Programs
Even if a mandate develops in support of an ITS/CVO program, it is not clear that the public
and private organizations in the region are prepared to implement the changes that the pro-
gram would require.  Coordination and communication among multiple layers of organization
are a significant hurdle that an ITS/CVO program must overcome.  In each region, a multitude
of state agencies, local governments, toll authorities, and port authorities have responsibility
for some piece of the CVO process.  This dispersion of authority is associated with overlapping
responsibilities, conflicting priorities, and bureaucratic stalemate, both within and among
states.  The historical lack of cooperation and trust between agencies and carriers poses
another organizational challenge.

Strategies
The major strategies to overcome these organization barriers include the following (see
Table III):

• Create formal inter-agency, multi-state, public/private working groups to improve com-
munication.  Participants in the institutional issues studies indicated that the use of
working groups dramatically improved communication and information sharing about
CVO activities.  These working groups have continued to meet in several states and
regions.

• Clarify the role of each state and agency, and designate a lead agency to develop and
implement particular ITS/CVO services.  The working groups must make all agencies
aware of the role they play in CVO, and where agency responsibilities and objectives may
overlap or conflict.  Once roles are defined more clearly, the next step is to develop more
efficient coordination among agencies.  The institutional issues studies demonstrated that
multiple agencies can work together to analyze problems; now, this process must be
extended to develop solutions and put them into operation.
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• Develop state, regional, and national ITS/CVO business plans and agreements.  The
development of formal, written plans can resolve many concerns about roles and priorities,
as well as identify future projects.  Policies, plans, and programs must be developed at three
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Table III.  Organization barriers and strategies.

Barrier Strategies

Lack of coordination among agencies Create a formal inter-agency working group;
clarify agency roles; designate a lead agency;
develop a state CVO plan

Lack of uniform regulations and
policies across states

Create a formal inter-state working group;
pursue multi-state agreements; develop a
regional and national CVO plan

Lack of cooperation and trust
agencies and carriers

Create a formal public/private working
group; involve carriers in planning and
implementation
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 levels:  the state level, because state agencies have first-line responsibility for administering
and enforcing commercial vehicle regulations; the regional level, because many truck trips
occur in multiple states; and the national level, because of the need to ensure uniformity of
services for carriers that operate in multiple regions.

• Involve carriers in ITS/CVO planning and implementation.  The major trucking industry
associations such as the American Trucking Associations (ATA) and National Private Truck
Council (NPTC) played a valuable role in the institutional issues studies.  However, partici-
pation by individual carriers usually was limited by time constraints.  Creative ways to
obtain input and support from carriers that do not require major time commitments must
be developed.  Communication between agencies and carriers must be enhanced.

Resources

Resource barriers and strategies relate to the availability of key human, financial, and technical
resources to produce an ITS/CVO program.

Barriers
The studies identified four common resource barriers, as follows:

• High anticipated public and private implementation costs.  The potential cost of ITS/CVO
technologies and services was identified as a barrier in every study.  Funding needs include
one-time capital costs for purchasing and installing equipment and for developing informa-
tion systems, as well as ongoing costs for operations, maintenance, and personnel training.
Cost concerns are real because of funding constraints at most CVO agencies, as well as the
relatively low priority given to CVO by most state governments.  The lack of demonstrated,
quantifiable benefits to justify the new technologies and systems exacerbates this concern.
In addition, agencies and carriers are concerned about how the costs of ITS/CVO programs
will be allocated, and whether their share of costs will be in proportion to their share of
benefits.

• Lack of technical expertise among the current personnel of many CVO agencies.  Many
agencies are hindered in their ability to implement ITS/CVO programs because their per-
sonnel have had limited exposure to communications and information technologies.  Trans-
portation agencies historically have been oriented around skills such as highway
engineering and planning.  ITS/CVO program support requires a different set of skills,
including expertise in electronics, computer programming, and information systems.

• Lack of public sector data processing capabilities, and the incompatibility of existing sys-
tems among and within states.  Inventories of existing equipment and systems confirm that
many public sector agencies currently lack the data processing and information systems
that are capable of handling the wide variety of data and tasks required by most ITS/CVO
programs.  In addition, many of the existing systems are not compatible across agencies
and across states.

• Lack of national technical standards.  The lack of clear national standards for many tech-
nologies contributes to agency and carrier reluctance to invest in ITS systems for fear that
they will deploy technologies that are destined for obsolescence.  Areas that need standards
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include transponder capabilities, communications protocols, data definitions, and vehicle
and carrier identifiers.

Potential Impact on CVO Programs
The major resource barrier facing most CVO programs will be a lack of funding.  Fiscal condi-
tions among most levels of government are tight.  In addition, large numbers of CVO stake-
holders raise concerns about the distribution of costs and benefits.  Strengthening the mandate
for ITS/CVO may increase the availability of existing funds.  Efforts must be made to secure
federal and state monies for large-scale programs.

The major technological hurdle is the incompatibility of existing information systems across
agencies and states.  Technology is less likely to be a pressing issue in regions with leading
high-tech industries and a high level of formal educational attainment among area workers.

Strategies
The major strategies to overcome these resource barriers include the following (see Table IV):

• Develop an incremental implementation plan.  Start with low-cost technologies and use
the savings generated by early efforts to expand the system.  An incremental approach can
build support for the program, particularly as early successes are documented and
publicized.  An incremental approach would begin with small-scale pilot programs and
operational tests, and move toward wide-scale deployment.  From a cost perspective, a
well-planned incremental approach that generates early cost savings can be leveraged to
finance additional ITS/CVO services.  From a technical perspective, beginning with
relatively simple technologies can give staff time to move up the learning curve.

• Develop a broad-based funding plan that includes a combination of federal, state, local,
and private sector resources.  Federal funding can provide seed money, but ongoing pro-
gram support will require a strategy to increase state and carrier investments.  Agencies
and motor carriers must be encouraged to share the costs of the ITS/CVO program in a
reasonable manner.

• Expand and leverage staff expertise through a combination of offering training programs
to existing staff; recruiting staff with specialized skills in engineering, electronics, informa-
tion systems, law, finance, and other areas; and retaining outside contractors, where appro-
priate.

• Invest in new equipment and software.  An early emphasis of ITS/CVO program expen-
ditures should be to procure new computers, software, and data communications capabili-
ties that are state-of-the-art and compatible with those of other states and agencies.  States
and agencies should cooperate in systems development and implementation.

• Encourage the development of national technical standards for automated communica-
tion.  National agreement on the protocols for DSRC, EDI, and EFT would help achieve
interstate system compatibility.
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Table IV.  Resource barriers and strategies.

Barrier Strategies

High anticipated public and private
implementation costs

Adopt an incremental implementation plan;
develop a broad-based funding plan;
document costs and benefits

Lack of technical expertise among
current personnel of state agencies

Begin with simple technologies; set up
training programs; recruit new staff or retain
outside contractors as needed

Incompatibility of existing
information systems across states

Invest in new equipment and software;
cooperate in systems development and
implementation

Lack of national technical standards Encourage the development of standards
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RECOMMENDATIONS FOR REGIONAL CVO PROGRAMS

The analysis of the institutional issues studies reveals several lessons that regional ITS/CVO
consortia should apply in developing their long-term ITS/CVO programs:

• Form and support multi-state, multi-agency working groups.  The establishment of formal
working groups proved to be one of the most valuable contributions of the institutional
issues studies.  The most successful groups have endured beyond the projects’ completion
to implement some of the recommendations.  All regions should identify opportunities to
form strong, cohesive working groups.  Federal or state resources will be necessary to
ensure continuity of participation in these groups.

• Incorporate the full spectrum of agencies involved in CVO.  The more successful institu-
tional issues studies benefited from participation by a wide range of CVO agencies - not
just state DOTs, but also state police, revenue departments, public utility commissions, and
toll authorities.  Unless all of these agencies begin to communicate and work together, it
will be impossible to achieve an effective solution to the organizational problems facing
CVO.  Many of these agencies are not members of a regional consortium and must be
engaged in the process.

• Seek private sector participation.  It is clear from the institutional issues studies that many
state agencies do not understand fully the needs and desires of the motor carrier industry.
The studies experienced varying degrees of success in involving the motor carrier industry.
Most working groups included representation from the American Trucking Associations
(ATA), the National Private Truck Council (NPTC), or another association, but less than half
of all studies benefited from dedicated participation by individual motor carriers.  Regional
consortia must develop innovative ways to involve motor carriers in the planning process.

• Include a major outreach effort.  The regional consortium must reach out to all relevant
agencies and to the private sector to increase the awareness of, and participation in,
ITS/CVO programs.  The institutional issues studies highlighted widespread deficiencies in
the awareness and appreciation of not only particular ITS technologies, but also the full
scope of CVO.  The development of a common framework for understanding ITS and CVO
would enable more substantive discussions among the CVO stakeholders in the corridor.

• Document the costs and benefits of ITS/CVO projects.  Benefit/cost analysis has been the
weak link of the institutional issues studies.  Although formal benefit/cost analysis often
requires a large data collection effort, the regional consortium must develop information on
the benefits and costs of its projects to build support and diffuse concerns about funding.

• Address the needs of individual states.  The experience of the institutional issues studies
suggests that multi-state projects are better able to address the full spectrum of challenges
facing interstate trucking and CVO regulation.  However, single-state projects are more
adept at generating tactical recommendations and supporting the implementation process.
Regional consortia should recognize that the challenges, political systems, and personalities
involved in CVO vary across states.  The process for developing and implementing the
ITS/CVO program must provide both a common vision for the region and a means for indi-
vidual states to pursue projects of interest.



18

Table I.  ITS/CVO programs recommended by institutional issues studies.

Selected Studies

Programs
Easter

n
States

NNE CT MA
Sout

h
East

COV
E

Wester
n

States
CA

Set up/enhance information
systems/central database

u u u u u u u u

Enhance EDI and EFT capabilities u u u u u u

Enhance mobile enforcement
capabilities

u u u u u u u

Automate driver/vehicle safety
inspections

u u u u u u u

Develop and deploy electronic
preclearance

u u u u u u u

Test/implement one-stop shopping
concept

u u u u u u

Automate toll collection u u u

Develop basic information services
for motor carriers

u u u u

Monitor international border
clearance

u u u u

Enhance WIM capabilities u u u u
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CVISN Model Deployment and Mainstreaming:
How Do They Fit?

The work that has been underway for several years to apply Intelligent
Transportation Systems (ITS) to Commercial Vehicle Operations (CVO) will take a
major step forward in 1997, primarily through two initiatives sponsored by the
Federal Highway Administration (FHWA):  the prototype and model deployment of
the Commercial Vehicle Information Systems and Networks (CVISN) technologies;
and the mainstreaming program, which is organizing and managing ITS/CVO
deployment.  Through these two initiatives, the FHWA is investing in the technical
and organizational infrastructure that is necessary to support widespread ITS/CVO
technology deployment.

THE NATIONAL ITS/CVO PROGRAM

ITS involve the application of advanced and emerging technologies in such fields
as information processing, communications, control, and electronics to surface
transportation needs.  ITS are being applied to CVO to streamline the
administration of motor carrier regulations, focus safety enforcement on high-risk
carriers, and reduce congestion costs for motor carriers.  ITS/CVO products and
services involve automating existing processes and operations, networking existing
information systems, and changing the way that states and motor carriers do
business.

The national ITS/CVO program comprises dozens of initiatives covering multiple
functions.  These initiatives represent the efforts of the Federal government,
individual states, consortia of states, individual carriers, and industry associations.
The program is developing capabilities in four broad areas:

Safety assurance.  Programs and services designed to assure the safety of
commercial drivers, vehicles, and cargo.  These include automated roadside
safety inspections and carrier reviews, safety information systems, and onboard
safety monitoring.

Credentials administration.  Programs and services designed to improve the
deskside procedures and systems for managing motor carrier registrations, fuel
taxes, and other credentials.  These include electronic application, purchasing,
and issuance of credentials, as well as automated tax reporting and filing.

Electronic screening.  Programs and services designed to facilitate the



verification of size, weight, and credentials information.  These include
automated vehicle screening at weigh stations and international borders.

Carrier operations.  Programs and services designed to reduce congestion and
manage the flow of commercial vehicle traffic.  The public sector role in this
area is focusing on hazardous materials incident response services and travel
advisory services.  The private sector is leading the deployment of fleet and
vehicle management technologies that improve motor carrier productivity.

The ITS/CVO program already has made great progress.  Key technologies such as
weigh-in-motion, electronic data interchange, and mobile communications have
been developed and deployed.  States and carriers are participating in operational
tests and deployments using these and other technologies to screen vehicles at
weigh stations and international border crossings; to enforce out-of-service orders
issued as a result of driver or vehicle safety inspections; and to create regional
electronic “one-stop shopping” systems.  Working with the states, the FHWA has
deployed portable computers and inspection software at approximately 200
roadside inspection sites, nearly one year ahead of a Congressional mandate.  In
addition, all states have joined the national agreements to administer interstate
vehicle registration and fuel tax collections.

STEPS TO NATIONWIDE DEPLOYMENT

The next steps toward achieving the goal of nationwide deployment involve the
implementation and endorsement of two broad frameworks by the states:

A technical framework for linking information systems and ITS/CVO services.
Through the CVISN initiative, the FHWA is developing a blueprint for a national
ITS/CVO a
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Figure 1.  CVISN PROTOTYPE AND PILOT STATES



An institutional framework to coordinate ITS/CVO planning and deployment.
States and motor carriers must coordinate among the dozens of existing and
planned operational tests and deployment activities to ensure that these
disparate projects are compatible with the CVISN architecture, as well as to
ensure cost effective use of resources.  In addition, agencies and carriers must
address policy and institutional issues at the state, regional, and national levels.
The mainstreaming initiative is supporting the creation of state and regional
ITS/CVO business plans and policy forums, as well as the appointment of
“champions” to work with groups of states to promote and coordinate ITS/CVO
deployment.  A total of 33 states are participating in the initiative, organized
into seven regional forums (see Figure 2).

Figure 2.  REGIONAL ITS/CVO MAINSTREAMING FORUMS



I-95 Corridor Coalition/Northern States 

I-95 Corridor Coalition/Eastern States 

Advantage CVO/Southeast 

Advantage CVO/Great Lakes 

Mississippi Valley 

Northwest 

West 

Multiple Consortia 

Not Participating

Note: 
The following states are participating in two CVO consortia:  Kentucky (Great Lakes and Southeast), Utah (Northwest and West),  
Virginia (Eastern States and Southeast), New Jersey (I-95/Northern and I-95/Eastern), and West Virginia (Eastern States and Great Lakes).

Together, the CVISN model deployment and the mainstreaming initiative will
build the technical and organizational infrastructure that will support nationwide
deployment of ITS/CVO services (see Figure 3).  Coordination between the CVISN
and mainstreaming initiatives should occur at three levels:  state, regional, and
national.



Figure 3.  ITS/CVO PROGRAM AREAS

CVISN (Technical Infrastructure)

Carrier 
Operations

Credentials 
Administration

Electronic 
Screening

 • Electronic credentialing 

 • Electronic one-stop 
shopping 

 • Interagency  
  data exchange 

 • Interstate data exchange 

 • Automated weight and 
credentials screening 
(fixed site) 

 • International electronic 
border clearance 

Safety  
Assurance

 • Access to driver, 
vehicle, and carrier 
safety information  

 • Automated inspections 
and reviews 

 • Onboard monitoring

 • Fleet and vehicle 
management 

 • Traveler information 
systems 

 • Hazardous materials 
incident response

ITS/CVO Program

Mainstreaming (Organizational Infrastructure)

WORKING TOGETHER AT THE STATE LEVEL

The mainstreaming initiative includes support for ITS/CVO working groups and
business plans in each participating state.  Mainstreaming will provide planning
and policy support for the CVISN model deployment in the pilot states, and will
initiate the organizational and technological changes necessary to move toward
implementation of CVISN technologies in the remaining states.

State ITS/CVO Working Groups.  The state ITS/CVO working groups will oversee
the ITS/CVO program of each participating state.  In the CVISN pilot states, the
working groups will focus on the integration of other activities and projects with
the CVISN initiative.  It is recommended that the ITS/CVO working group and
CVISN steering committees overlap in membership.  It may be appropriate for
the CVISN steering committee to be a subcommittee of the broader ITS/CVO
working group.  In the remaining states, the ITS/CVO working groups are
encouraged to establish a subcommittee to begin planning for CVISN
deployment, with an emphasis on ensuring that other ITS/CVO projects and
information systems are consistent with the CVISN architecture.  The working



groups also should consider inviting representatives from the CVISN pilot states
in their “truckshed” to participate in meetings to share lessons learned and
showcase new technologies.

State ITS/CVO Business Plans.  The state ITS/CVO business plans will define
specific projects, responsibilities, milestones, and funding sources.  The CVISN
project plans developed by the pilot states will form one element of the broader
ITS/CVO business plan.  These business plans also will identify other ITS/CVO
planning and deployment activities, and explain the relationship between these
activities and the CVISN model deployment.  In the remaining states, the state
ITS/CVO business plans will incorporate a schedule for initiating CVISN
deployment, assign responsibilities to key agencies, and develop a plan for
funding CVISN deployment.

Regional Champions.  The regional champions will provide support for state-level
ITS/CVO planning, outreach, and technical research.  The regional champions
will give particular emphasis to the CVISN model deployment.  The champions
will participate in CVISN planning meetings in the region’s pilot state.  The
champions will work with the lead agency, the ITS/CVO working group, the
CVISN steering committee, and any third-party contractors to ensure that the
pilot proceeds efficiently and is coordinated with other ITS/CVO activities in
the state.  The champions also will include the status and results of the CVISN
pilot as a major element of outreach activities to other state agencies and the
motor carrier industry.

FHWA Division Offices.  The FHWA state director and staff will play an important
role in coordinating among the CVISN and mainstreaming initiatives.  Each
division office will designate an ITS/CVO technical specialist to participate in
both CVISN and ITS/CVO working group meetings.  The FHWA Federal-aid
offices will coordinate on projects involving the use of Federal highway funds.

WORKING TOGETHER AT THE REGIONAL LEVEL

At the regional level, the mainstreaming initiative will be critical to ensure that the
CVISN initiative moves beyond the pilot states to incorporate other states.

Regional ITS/CVO Mainstreaming Forums.  Regional ITS/CVO mainstreaming
forums will meet quarterly to review ITS/CVO activities in each member state,
as well as to oversee regional initiatives.  The agenda for each forum meeting
should include a review of the CVISN model deployment in that “truckshed,”
focusing on major accomplishments, problems, and solutions.  Twice a year, the
forum meeting should be preceded by a day-long regional conference to bring
together a broader cross-section of CVO stakeholders in the region to share



progress and information regarding the CVISN model deployment.  By attending
pilot state showcases and reviewing key documents, other states in the region
will lay the groundwork for CVISN implementation within the next two to three
years.

Regional ITS/CVO Business Plans.  The regional ITS/CVO business plans will
integrate the ITS/CVO business plans of each participating state.  The regional
plans should include a schedule for expanding the CVISN from the pilot state to
other states in each region.

Regional Champions.  The regional champions will provide support for the
regional forums, the development and implementation of the regional business
plans, and the coordination of efforts with other regions and the national
ITS/CVO program.  In particular, the champions will manage the dissemination
of information to other states in the region about the benefits of, and lessons
learned from, the CVISN pilot.  The champions will organize the semi-annual
CVISN regional conferences.  The champions also will participate in CVISN
planning meetings, workshops, and showcases.

FHWA Regional Offices.  The FHWA regional offices will provide support to the
state directors and help ensure progress in meeting the CVISN and
mainstreaming milestones in a cost-effective manner.  An ITS/CVO technical
specialist from each regional office will participate actively in both CVISN pilot
state and regional ITS/CVO mainstreaming forum meetings.

WORKING TOGETHER AT THE NATIONAL LEVEL

At the national level, the mainstreaming initiative will be critical to ensure that
nationwide deployment occurs as planned.

National ITS/CVO Forum.  Although other organizations play an important role in
planning and policy, the ITS America CVO Technical Committee is the key
forum for the national ITS/CVO program.  ITS America is a Federal Advisory
Committee to the U.S. Department of Transportation.  Regular meetings of the
new Policy Subcommittee will review the progress of both the CVISN and
mainstreaming initiatives, focusing on how these two initiatives are contributing
to the goal of nationwide ITS/CVO deployment.  Membership on the Policy
Subcommittee includes state-level officials drawn from the CVISN pilot and
prototype states and the mainstreaming lead states.

FHWA Management.  The FHWA ’s Office for Motor Carriers (OMC) is managing
both the CVISN model deployment and the mainstreaming programs.  Staff from
the OMC ’s ITS/CVO division will work internally with the FHWA’s Research and



Development Division and the U.S. DOT’s Joint Program Office (JPO) for ITS, as
well as externally with contractors and other organizations, to coordinate the
direction of these two initiatives.



Attachment 1
CVISN Model Deployment

The CVISN initiative is developing a blueprint for a national ITS/CVO architecture
and a framework for future cooperation and growth.  Through the CVISN initiative,
the ITS/CVO program is developing the following:

Standards, protocols, and unique identifiers to facilitate the electronic data
interchange and vehicle-to-roadside communications capabilities that enable
most ITS/CVO services;

Interstate clearinghouses for vehicle registration, fuel tax administration,
hazardous materials permits, and other credentials; and

The Safety and Fitness Electronic Records (SAFER) system to provide a much-
needed link between existing and planned motor carrier safety information
systems.

The CVISN is not a new database or system, but rather a way for existing systems
to exchange information electronically through the use of standards and
commercially available communications systems.  The CVISN will integrate the
information systems operated by the states, the FHWA, motor carriers, and other
stakeholders.  Its central vision is that by the year 2005, most CVO business
transactions will be handled electronically.

The CVISN is being developed in five major stages:

Plan.  The first stage, which is nearly complete, is developing the management
plans and technical framework necessary to coordinate the subsequent phases of
the project.

Prototype.  Prototype tests in Maryland and Virginia began in early 1996.  The
prototypes are demonstrating the technology and refining the operational
concept.

Pilot.  A pilot test or “model deployment” began in late 1996 in eight states –
California, Colorado, Connecticut, Kentucky, Michigan, Minnesota, and a team of
Oregon and Washington (see Figure 1).

Expansion.  Deployment will expand from the pilot states to other states in each
ITS/CVO region.



Full Deployment.  Nationwide deployment among all interested states is expected
to be completed by the year 2005.

The CVISN model deployment initiative will move the CVISN from the concept
stage into operation.  It is intended to be a cooperative effort among the FHWA, the
states, government and industry associations, and motor carriers.  The pilot
program will prepare for the expansion of the CVISN to other states in three ways:
by establishing a “core infrastructure” of multistate information systems and
clearinghouses; by supporting the definition of formal standards for electronic
communication; and by producing tools for use by other states.

For more information on the CVISN initiative, refer to the CVISN Pilot Program
Plan, prepared for the FHWA by the Johns Hopkins University Applied Physics
Laboratory, September 30, 1996.



Attachment 2
Mainstreaming Initiative

The FHWA ’s mainstreaming initiative will organize and manage the deployment of
ITS/CVO services.  The objectives of the mainstreaming program are to:

Incorporate ITS/CVO more fully into state and metropolitan transportation
planning activities;

Coordinate ITS/CVO activities among agencies and among states; and

Explain the ITS/CVO program to key decision makers in the public and private
sectors.

The mainstreaming program includes the following types of activities:

Providing support for state and regional working groups comprising
representatives of key public and private sector CVO stakeholders;

Developing state and regional ITS/CVO business plans that identify specific
projects, milestones, funding sources, and responsibilities;

Performing benefit/cost analyses and other technical studies that provide
supporting information for deployment planning activities;

Appointing a ITS/CVO “champion” in each region to work with the regional and
state working groups and encourage ITS/CVO deployment; and

Conducting outreach and educational activities to increase the awareness of, and
support for, ITS/CVO activities.

Through its mainstreaming activities, the ITS/CVO program is developing policies,
plans, and projects at three levels:

The state level, because the states have the first-line responsibility for motor
carrier regulations.  The state program will emphasize planning for and
deployment of specific ITS/CVO technologies and services.  Each of the 33
participating states is forming a working group comprising representatives of
the full range of agencies involved in CVO regulation and enforcement, as well as
of the motor carrier industry.  The working groups will develop business pans
with specific projects, milestones, and funding sources.  The regional
champions will provide technical expertise and a regional perspective to



support ITS/CVO planning activities in each state.

The regional level, because many truck trips are interstate.  Regional ITS/CVO
programs will be developed by seven regional consortia to provide the context
for the state programs (see Figure 2).  The consortia correspond to the major
“trucksheds” that are defined by freight generation and truck traffic volumes.
Each regional consortium will establish an ongoing ITS/CVO mainstreaming
forum to provide policy and program direction.  Each forum will produce and
regularly update an ITS/CVO business plan.  The champion will facilitate the
work of the forum and the development of the business plan.

The national level, because of the need to ensure uniformity of services for
carriers operating in more than one region.  The national program will
emphasize the development of standards and uniform policies in areas that
affect interstate commerce.

For more information, refer to The ITS/CVO Mainstreaming Program brochure and
the Fall 1996 issue of ITS/CVO Mainstreaming News .  A November 1996
memorandum from Rose McMurray, Director of the Office of Motor Carrier Safety
and Technology, defined guidelines for the selection of the regional champions
and the development of the state ITS/CVO business plans.  Copies of these
documents can be obtained by contacting the Office of Motor Carriers (OMC) field
offices.
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Executive Summary

The nation’s economic future increasingly

depends on the ability of American businesses

to compete successfully in a global economy.

States have used regulatory reform to support
improvements to the productivity of U.S.

firms. The commercial motor carrier industry

is among the most regulated segments of the
economy, Although the industry has raised

questions about the degree of state regulation,

the majority of complaints about state

regulation and taxation of commercial motor

carriers have focused on the excessive adminis-

trative burden and costs to comply with each

state’s requirements rather than the require-

ments of one national entity. To address these

concerns, states, in consultation with the

motor carrier industry, have developed base
state and reciprocal systems such as the Inter-

national Registration Plan and the Interna-
tional Fuel Tax Agreement to support the
vision of a “seamless” national highway system.

Concurrent with the development of base
state and other reciprocal agreements, new
technologies have emerged that are designed

to replace manual administrative processes
with automation and electronic substitutes,
The ability to send and receive information

from a commercial motor vehicle traveling at

highway speeds and to disseminate that infor-
mation along the vehicle’s entire route is an

essential element of the vision of seamless

highways. In addition, the ability of a carrier

to electronically request and receive credentials

or to file tax reports with its base state elimi-

nates the need for state employees to enter
information manually. Equally important, this

electronic data can be shared more easily with
other states in which the carrier operates.

This collection of advanced information and

communications technologies is known as

intelligent transportation systems/commercial
vehicle operations (ITS/CVO) and covers

three generals areas of state motor carrier regu-

lation: safety assurance: administration of the

credential process (e.g., vehicle registration):

and commercial vehicle clearance at ports of

entry and weigh stations. Many of the specific

technologies (e.g., weigh-in-motion, auto-

mated vehicle identification, and automated
vehicle classification) have or are being tested

through a series of operational tests funded by

the U.S. Department of Transportation.

States and the motor carrier industry are look-

ing at institutional barriers that may prevent

or deter deployment of ITS/CVO technolo-

gies nationwide. This guide examines the

potential roadblocks to implementing these

technologies and the role Governors can play
in overcoming these barriers to implementation.

States and the motor carrier industry must

address the following question: Is there suffi
cient benefit from deployment of ITS/CVO

to justify investment in new facilities and sys-
tems? The question is crucial because there is
no federal mandate for either states or the

industry to use ITS/CVO technologies. The
willingness of both the public and private sec-
tors to invest in the up-front costs and long-

term operation and maintenance of the system

will depend on the potential for real cost sav-

ings and increases in productivity. Research in

this area is not complete. A cost/benefit analy-

sis from the carriers’ perspective conducted by
the ATA Foundation suggests that certain

ITS/CVO elements are more beneficial to the

industry than others.’ Moreover, the benefits

of any component of the system vary accord-
ing to each carrier’s characteristics.

A state’s willingness to invest both fiscal and

political capital to convert to ITS/CVO varies

according to the size of the state and the num-

ber of commercial motor carriers based and/or

operating in the state. It also varies among state
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commercial vehicle operations services. An

additional issue for states is whether the intro-

duction of advanced information technologies
will result in major regulatory reform, not sim-

ply the automation of current procedures.

Any full-scale deployment of ITS/CVO tech-

nology will occur only after the question of

who will pay for the system is answered. The

answer to this question is closely related to the
issue of demand. If the deployment of ITS/
CVO results in real productivity gains for

enough carriers, the industry will determine
that it is in its interest to invest in the system.

Similarly, if states can realize administrative

efficienices and cost savings, they will shift

revenues to this effort.

The financing of a national ITS/CVO net-

work involves both front-end investment in

facilities and funds to cover long-term opera-

tion and maintenance costs. To date, the fed-

eral government has covered the majority of

front-end costs through the operational tests.

In addition, these demonstrations have subsi-

dized the cost of equipment (e.g., transpon-

ders) for participating carriers. Many states

acknowledge that they need to invest in new
facilities (e.g., weigh stations) because the

existing ones are obsolete or need repair. As

states make these investments, they can sup-

port ITS/CVO  deployment or consider

ITS/CVO technology alternatives. Only one
multistate ITS/CVO  project now includes a

transaction fee for carriers that use the system.

It is too early to determine whether there is

sufficient demand to make the system self-

supporting.

Although substantial questions remain regard-

ing the costs and financing of these technolo-

gies, there are also concerns about coordina-

tion and standards. Primary among these

concerns is one voiced by the motor carrier
industry that it cannot support a framework
in which vehicles must be equipped with

redundant systems in order to comply with

varying state technical specifications. This
issue has significant economic ramifications

for the vendors that have attempted to
penetrate the ITS/CVO market. Resolution of

this sensitive issue will require agreements

among states and between states and vendors

concerning the eventual standard for on-road
transmission and receipt of electronic data.

Coordinating the automated collection and
dissemination of data is also hampered by

continuing differences among states in regula-

tory policies and interpretations of these poli-

cies. Eventual agreements on standards may
depend much more on substantive policy
agreements among states than on technical

specifications.

Finally, there is the issue of coordinated data

sharing among states and among agencies

within a state. This issue is being addressed

through the Commercial Vehicle Information

Systems and Networks (CVISN) initiative.

This system, based on a standard set of data

transmission protocols, will ensure that carri-

ers and state agencies can communicate elec-
tronically regardless of the hardware and

software that is used by system clients. The

most formidable barriers are institutional, not

technical, including the desire of some state

agencies to protect what they view as propri-

etary networks.

Two other important issues have emerged dur-

ing the ITS/CVO  operational tests. The first

relates to the protection of a carrier’s propri-
etary information, generally defined as data

related to specific customers, specific com-
modities transported, and specific routes. The
second issue is the potential use of ITS/CVO

technology to change the way that states tax

the commercial motor carrier industry. The

availability of more accurate information
about weights and routes raises concerns that

states will use ITS/CVO  to change from the

current system of fuel-use taxes to one using

weight-distance taxes.

Assuming that ITS/CVO provides an avenue
for states to reform their motor carrier regula-

tion and taxation systems in ways that benefit
both the public and private sectors, Governors

can play a critical role in promoting further

acceptance and deployment of these technolo-
gies. Governors can take the following steps to

facilitate implementation of ITS/CVO.
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l Draw the links between ITS/CVO  deploy-

ment and other state development objectives.

l Establish mechanisms and forums through

which states and the motor carrier industry

can jointly address barriers. Including the

regulated industry in the decisionmaking
process is especially important to address

issues such as the protection of proprietary
information and potential changes to the

tax structure.

l Identify incentives to encourage public and

private officials to shed their traditional

views of the state/industry relationship,

opening the door for more creative applica-

tions of advanced technologies to facilitate

regulation of the motor carrier industry.

l Support and facilitate multistate arrange-
ments that ensure the coordination and

development of standards across state

boundaries.

l Encourage the directors of state agencies

with responsibility for motor carrier regula-

tion and taxation, as they prepare their

budgets, to investigate the potential of
ITS/CVO technologies for producing cost

savings and more effective administration.

Greater support for ITS/CVO can be achieved

only if the demand for and benefits of these
technologies can be determined. Two activities
are central to this determination. First, NGA

has received a grant from the Federal Highway
Administration to conduct an objective cost/

benefit analysis of ITS/CVO  from the states

perspective. This analysis will take into

account differences among states and the value

of applying ITS/CVO technologies to specific

state motor carrier services. A report on the

study will be released at NGA’s Annual Meet-

ing in July 1997.

Second, the benefit of ITS/CVO to the indus-
try depends on the extent to which these tech-

nologies bring about a truly seamless national

highway system. For this reason, the future of

ITS/CVO depends heavily on states’ ability to

reconcile the differences among ITS/CVO

approaches and develop standards for national

deployment.
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Introduction

The economic health of the United States

depends largely on the ability of American
businesses to compete successfully in a global
economy. To increase the competitive advan-

tage of firms doing business within their

states, many Governors have implemented or

are exploring ways to reform the regulatory

climate. The debate over regulatory reform

must reconcile the financial and administra-

tive burdens on industry with the need to per-

form legitimate government functions, such as
constructing and maintaining public infra-

structure and protecting public health and
safety.

The commercial motor carrier industry is

among the most regulated segments of the
U.S. economy. State regulation of motor carri-

ers includes:

assessing the safety of motor carrier opera-
tions, especially the condition of vehicles,

. .the qualifications of drivers and the trans-

portation of hazardous materials and haz-
ardous wastes; and

collecting registration fees and fuel taxes
through which motor carriers reimburse

states for their use of publicly maintained

highways.

States, in cooperation with the motor carrier

industry, have sought to ease the regulatory
burden through uniform standards and proce-

dures as well as through reciprocal and base

state agreements. The desire of both states and

the industry to make the regulation of motor

carriers more efficient without compromising

the performance of legitimate state govern-

ment responsibilities has resulted in the fol-

lowing policies and programs.

l Uniform standards for on-site and roadside
inspections developed through the Com-

mercial Vehicle Safety Alliance (CVSA)

have helped motor carriers by clarifying

what is expected of them regardless of the
state(s) in which they operate.

Base state agreements for the proportional
registration of commercial vehicles through

the International Registration Plan (IRI’)

and the reporting of fuel taxes through the

International Fuel Tax Agreement (IFTA)

have eliminated the need for motor carriers

to file multiple applications and reports.

The recent implementation of the commer-
cial driver license (CDL) ensures that a dri-
ver licensed in one state is deemed capable

of driving in other states based on national

standards.

The Uniform Program for the base state

registration and reciprocal permitting of
hazardous materials transporters, recently

piloted in four states, has the potential to
reduce the paperwork and costs associated
with individual state programs.

Although the implementation of base state

and reciprocal agreements improves the
administrative processes associated with state

motor carrier registration and permitting pro-

grams, it raises many questions about on-road

enforcement. In addition, the decentralization

of information on the motor carrier industry

complicates state infrastructure and emer-
gency response planning.

Base state and reciprocal agreements have not

resulted in motor vehicles being able to move

seamlessly from one state to another, an objec-

tive that is a high priority for the motor carrier

industry. In most cases, a vehicle must stop at

each state border or port of entry for authori-

ties to ascertain its weight and check its cre-

dentials. These multiple stops result in both
lost time and productivity.
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Concurrent with the development of base

state and reciprocal agreements, new tech-

nologies have emerged that are designed to

replace manual administrative processes with

automated and electronic substitutes. Much of
the fanfare surrounding these technologies has

centered on their use for congestion manage-

ment. Yet the ability to send and receive data

from commercial vehicles traveling at highway
speeds and to disseminate that information

electronically can help make motor carrier

regulation and enforcement more efficient

and realize the industry’s dream of a seamless

national highway system.

The potential for improving commercial

motor vehicle regulation depends on tech-

nologies that store, transmit, and distribute

data. The feasibility of various ITS technolo-

gies is being evaluated through a series of

operational tests funded by the U.S. Depart-

ment of Transportation (USDOT).  Address-

ing the technical feasibility of the technologies

is only one of the challenges in implementing
an ITS/CVO system. Instituting public poli-
cies and actions that resolve the human and

institutional barriers to technology deploy-
ment may be the more difficult task.

Defining ITS/CVO

ITS/CVO is a collection of advanced informa-
tion and communications technologies that

support state administration and enforcement

of motor carrier laws and regulations. ITS/

CVO helps states in the effective administra-

tion of the following three regulatory functions:

l safety assurance-performance of drivers

and inspection of vehicles;

l credential administration-processing of

applications for registrations, permits, and
fuel tax accounts; issuing of credentials: car-
rier reporting: and auditing; and

l commercial vehicle clearance-verification

of credentials and weighing at weigh sta-

tions, ports of entry, mobile sites, and inter-

national border crossings.

In addition, the ITS/CVO infrastructure can

be used by the motor carrier industry for fleet

management, including dispatching and
routing vehicles, as well as for monitoring

performance.

The technologies that support ITS/CVO  can

be grouped into the following five categories:

l weigh-in-motion (WIM)-electronic scales

embedded in highway surfaces that transmit
the weight of vehicles to enforcement offi-
cials while the vehicle travels at mainline

speeds;

l automatic vehicle identification (AVI)-

transponders that serve as electronic license

plates to identify vehicles at weigh stations

or ports of entry;

l automatic vehicle classification (AVC)-

system that identifies the number of axles

and axle spacing;

-  automatic vehicle location (AVL)-system

that provides real-time information about

a vehicle’s position, which is obtained

through a global positioning satellite (GPS)

network: and

l two-way communication (TWC)-interac-
tive onboard systems that transmit informa-

tion about the performance of the vehicle
and driver and receive instructions.

Each of these technologies is at different stages
of testing and deployment. For example, sev-

eral states are using WIM facilities to check

for oversized/overweight vehicles while the

vehicles travel at mainline speeds. TWC,

which requires much more extensive onboard
equipment and more sophisticated receivers,

lags behind WIM and AVI in terms of opera-

tional testing and deployment.

The final piece of the ITS/CVO  puzzle is the

communications network that will receive,
store, and distribute the information that is
needed to make the determinations associated

with vehicle clearance and safety. This infor-

mation architecture, referred to as Commer-
cial Vehicle Information Systems and Net-

works (CVISN), will give state regulators and

enforcement officials access to the state and

federal data repositories where critical infor-
mation about each commercial motor carrier
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and its vehicles and drivers is maintained. For

example, by entering an identifier common to
all of the linked information systems, a road-

side inspector will be able to determine

whether the vehicle is properly registered

under IRP, whether the carrier has complied

with IFTA reporting requirements, and

whether the carrier has the necessary

oversized/overweight and hazardous materials

permits. The inspector also will be able to

learn where and when the vehicle was last

inspected by a CVSA-authorized inspector
and whether that inspection resulted in an

out-of-service violation.

Setting the Framework for State
Policymaking

The eventual success of ITS/CVO  as a major

component of the nation’s public infrastruc-

ture will be determined in two arenas. The

technological issues will be resolved by the pri-

vate sector with input from public officials.
The lead on institutional issues lies with the

public sector, with participation by the regu-

lated industry and the vendor community.

This report establishes the parameters for a
national discussion on the institutional,

human resource, and political issues associated
with deployment of a national IVS/CVO pro-

gram. Drawing on the experience of the eight
ITS/CVO demonstration projects, this report:

informs Governors and their transportation

advisors about the potential of ITS/CVO to
improve state regulation of the motor car-

rier industry while easing the financial and

administrative burdens on the regulated

carriers;

articulates the major issues that will deter-

mine the future deployment and utilization

of ITS/CVO  technologies; and

identifies specific actions that need to be

taken before the potential benefits from
ITS/CVO can be realized.

Information for this report was gleaned from a
literature review, including a series of reports

on state ITS/CVO experiences to date, state
and regional institutional barriers reports

funded by the Federal Highway Administra-

tion (FHWA), and a study of the costs and

benefits of ITS/CVO to the industry prepared

by the ATA Foundation, FHWA has con-

tracted with the National Governors’ Associa-

tion (NGA) to conduct a similar cost/benefit

analysis from the state perspective. The report

will be released at the 1997 NGA Annual
Meeting. In addition to the literature review,

NGA held a roundtable involving state offi-
cials who have participated in the operational

tests. (A list of the roundtable participants is
found in the appendix.)
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State Experience with ITS/CVO
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Through a series of state operational tests and

other federal initiatives, transportation offi-
cials and industry representatives have been
able to refine their vision of what ITS/CVO

can and should be. In addition, experience

from the operational tests has identified spe-

cific institutional issues and barriers that must

be addressed before a national ITS/CVO pro-

gram can be deployed successfully. This chap-

ter provides a brief description of state

operational tests and initiatives that have been

funded by the Federal Highway Administration.
Of the eight operational tests, only one has
moved to a deployment phase.

on the west coast, or Interstate-10 or Inter-

state-20 in the southwest. The data are then
uploaded to a central computer that regularly
distributes vehicle information to the remain-

ing sites. Each vehicle is equipped with

transponders that identify the vehicle at main-

line speeds. If properly permitted, the vehicle

receives a green light signal to continue.

Approximately 5,000 motor carriers partici-

pated in the operational test.

HELP/Crescent

In 1982 Arizona and Oregon transportation

officials were looking for a better way to

process trucks through ports of entry. This

effort, initially funded with small grants from

FHWA, evolved into a full operational test of

ITS/CVO technology from 1990 to 1993

with participation by six states-Arizona, Cal-

ifornia, New Mexico, Oregon, Texas, and
Washington (see Table 1). The project focused

on monitoring oversized/overweight vehicles

through the use of three ITS technologies:

l weigh-in-motion;

HELP/Crescent represented a true partnership

between state regulators and the regulated
industry. To oversee development of the pro-
ject and future expansion, the participating

states established a nonprofit entity, HELP

Inc. The board of directors is composed of

two representatives from each state-one from

state government and one from industry. The
responsibility for day-to-day management of

the project lies with HELP Inc., staff located

in Phoenix, Arizona. Central computer ser-

vices are provided by Lockheed Martin IMS

from its corporate facilities in Santa Clara,
California.

l automatic vehicle identification; and

l automatic vehicle classification.

Vehicle information is captured at one of

thirty-three equipped sites along Interstate-5

Since completion of the operational test in

1993, HELP, Inc., has expanded both func-
tionally and geographically. The latest effort,

called Pre-Pass, includes electronic clearance
for vehicle registration and fuel tax reporting.
Ten states now participate in all or some of

HELP, Inc.‘s activities. In addition, HELP
Inc., is the first ITS/CVO  effort to move from

federal grants to debt and venture capital as its

Table 1. Completed Multistate Operational Tests

Project Participating States Application

HELP/Crescent Arizona, California, New Mexico, Oregon,
Texas, Washington

Electronic clearance, bypass

Automated Mileage and
State Border Crossing

Iowa, Minnesota Wisconsin Electronic mileage tracking, state border
crossing monitoring
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source of funding. Revenues are generated

from transaction fees assessed on carriers that

benefit from the system. Each time a vehicle is

successfully precleared at a weigh station or

port of entry, the carrier is charged a transac-

tion fee of ninety-nine cents. These revenues

now cover only a fraction of HELP, Inc.‘s

operating expenses. Long-term projections

suggest that as the functional value of the sys-
tem expands with the participation of addi-

tional states, the effort will become

self-sustaining.

HELP Inc., is the most mature example of

state utilization of ITS/CVO in terms of both

technology and organization. The lessons

learned from this project are highlighted

throughout this report.

Automated Mileage and State Border
Crossing

The Automated Mileage and Stateline Cross-

ing Operational Test (AMASCOT) evaluated

a system that tracks truck mileage and state

border crossings to facilitate faster and easier

reporting to state regulatory agencies using
global positioning satellite technology, The

system automatically tracks and updates a
truck’s position, records interstate border
crossings, and apportions actual mileage to
each state driven. It then distributes the data

to the carrier operations office for immediate

processing into IFTA and IRP formats. Six

carriers from three states-Iowa, Minnesota,

and Wisconsin- participated in the project

and traveled on taxable roads in the forty-

eight contiguous states.

The completed operational test evaluation
sought to answer the following questions.

l Can automation of fuel tax reporting satisfy

IFTA and IRP reporting requirements?

l Can automation enhance the ability of state
regulatory agencies to audit motor carrier

records?

l Will automated fuel tax reporting provide

time and cost savings to motor carrier
operators?

Final evaluation results indicate that the pro-

ject meets IFTA and IRP reporting require-

ments. Potential auditing benefits were

identified, including higher reporting accuracy

and cost savings from having to enter less data

manually, Actual benefits would depend on

other variables, however, such as staffing

resources. Carriers identified significant

potential cost savings from automated mileage
and route data collection; they estimated that

the savings could range from 33 percent to

50 percent of current IFTA and IRP adminis-

tration costs. The system is now being intro-

duced as a commercial product for motor
carrier operators.

Advantage l-75

Advantage I-75 is designed to facilitate motor
carrier operations by allowing transponder-
equipped and properly documented trucks to

travel any segment along the entire length of

Interstate 75 (I-75) at mainline speeds with

minimal stopping at weigh/inspection sta-

tions. Partners include Florida, Georgia, Ken-

tucky, Michigan, Ohio, Tennessee, Ontario
(Canada), the motor carrier industry, Ameri-

can Trucking Associations, National Private

Truck Council, United Parcel Service, SAIC,
Hughes, and the University of Kentucky (see
Table 2). Currently operational, the Mainline

Automated Clearance System (MACS)

includes the use of three ITS technologies:

l weigh-in-motion;

l automatic vehicle identification; and

l automatic vehicle classification.

Vehicle information is captured at one of

twenty-nine equipped sites along the I-75 cor-
ridor to identify participating trucks and

check their weight and credentials. Electronic
clearance decisions at downstream stations are

based on truck size and weight measurements
taken upstream and on computerized check-
ing of operating credentials in each state. Dur-
ing the operational test, transponders are

being provided to participating carriers at no
charge. Approximately 4,000 transponder-
equipped trucks are participating in the opera-

tional test. When MACS determines the
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Table 2. Ongoing Multistate Operational Tests
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Project

Advantage l-75

Participating States

Florida, Georgia, Kentucky,
Michigan, Ohio, Tennessee

Application

Electronic clearance, bypass

Electronic One-Stop
shopping

Arizona, Arkansas, California, Colorado
Illinois, Iowa, Kansas, Minnesota, Missouri
Nebraska, New Mexico, South Oakota,

One-stop multistate
electronic purchase of credentials

Texas, Wisconsin

International Border
Electronic Clearance

Out-of-Service
Verification

Arizona, California, Michigan,
New Mexico, New York

Idaho, Minnesota, Wisconsin

validity of weight and credentials, the driver

receives a green light and audible signal to

bypass the station.

Scheduled for completion in 1997, the opera-
tional test will be evaluated in an effort to

assess the following questions.

Does mainline clearance produce significant

time savings for motor carriers?

Does mainline clearance produce significant

fuel savings for motor carriers?

What level of electronic clearance participa-

tion is required to reduce unauthorized scale

bypasses on I-75?

What level of electronic clearance participa-
tion is required to significantly reduce

queue lengths at weigh stations along the

I-75 corridor?

What are the barriers that impede contin-

ued state deployment of electronic clearance

after completion of the MACS test?

What are the barriers that impede contin-
ued motor carrier participation in electronic

clearance after completion of the MACS

test?

The multijurisdictional policy committee gov-

erning the project is discussing alternatives for
funding the project upon completion of the
operational test phase. Three additional

states-Indiana, Maryland, and Virginia---
have expressed an interest in participating in

the project after the test is completed.

Electronic clearance

Electronic out-of service monitoring and
verification

Electronic One-Stop Shopping

Three electronic “one-stop shopping” opera-

tional tests are testing different approaches to

one-stop, multistate electronic purchase and

receipt of credentials from motor carrier facili-
ties, permitting services, truck stops, and state

agencies. Thirteen states are participating in

three projects:

HELP, Inc. (Arizona, California, and New

Mexico);

Midwest (Illinois, Iowa, Kansas, Minnesota,

Missouri, Nebraska, South Dakota, and

Wisconsin); and

Southwest (Arkansas, Colorado, and Texas).

The primary objective of these tests is to eval-

uate improvements to state and motor carrier

productivity from an electronic system that

will make it possible for a motor carrier to

apply, pay for, and receive all necessary cre-

dentials or permits electronically from either

the base state or individual states through a
single site. The credentials and permits avail-

able through one-stop shopping include:

l International Fuel Tax Agreement;

l International Registration Plan;

l oversize/overweight permits; and

l single state registration system.

These operational tests are scheduled to con-
clude and undergo evaluation in 1997. The
evaluations will address the following

questions.
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Can the implementation of a one-stop

shopping system for the management of the

commercial vehicle credential process result

in improvements to the convenience, timeli-
ness, and consistency of applying for and

receiving credentials?

Will motor carriers and state agencies accept
electronic one-stop shopping services?

Can the institutional issues involved in the

implementation and use of a paperless cre-

dentialing method be overcome?

International Border Clearance

The international border clearance projects are

designed to expedite commodity movements
through the extensive use of electronic data

interchange (EDI) and the automation of

manual processes currently used to monitor

commercial vehicle movements at the border.

The projects are located at the following bor-

der crossings:

l Ontario/Michigan and New York

Crossings;

l Otay Mesa/California Crossing;

l Nogales/Arizona Crossing; and

l Santa Teresa/New Mexico Crossing.

The projects include:

integrated preprocessing of data for cargo,
vehicle, and driver;

electronic data interchange transfer of regu-

latory data;

use of transponders and vehicle-roadside
communications as a part of the line-release

system;

use of electronic seals to ensure cargo
integrity: and

use of traffic management systems to reduce

overall delays.

These projects are scheduled for completion

in 1997-98 and will be evaluated based on
questions such as the following.

l Can advanced ITS technologies be applied

in such a way to make it possible for com-

mercial vehicles to cross international bor-

ders without stopping?

Can common data elements and processes

for the U.S. Customs Service, Immigration

and Naturalization Service, and Depart-
ment of Transportation be developed and
implemented at international border cross-
ings involving the United States, Canada,

and Mexico?

Will border inspectors accept electronic sys-

tems’ verifications of cargo, driver, and vehi-

cle inspections?

Out-of-Service Verification

The out-of-service tests combine the use of

video technology and automated vehicle iden-
tification technologies to monitor vehicles

placed out of service for safety violations and

reduce the number of out-of-service vehicles

on the road before safety violations have been

corrected. Three states are participating in the

tests-Idaho, Minnesota, and Wisconsin. In

Idaho video technology is used at the port of

entry to monitor vehicles placed out of ser-
vice, because the ports are not manned on a
twenty-four-hour basis. The video technology
maintains surveillance on out-of-service dri-
vers and vehicles and notifies the state police if

a vehicle moves from the site. In Minnesota
and Wisconsin, AVI technologies identify

vehicles at four inspection stations and use

real-time access between weigh stations and a
central database to identify out-of-service

vehicles. When a match is found, the system

sounds an alarm to notify inspectors.

Evaluations for these two projects are designed

to answer the following questions.

Can automated electronic enforcement
practices for commercial vehicles improve

overall compliance?

Can electronic enforcement improve the

efficiency and effectiveness of inspection

staff?

Is out-of-service electronic enforcement a
viable function that will promote the
advancement of automated weigh stations?
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Commercial Vehicle Information Systems
and Networks

Commercial Vehicle Information Systems and

Networks is an FHWA initiative that refers to

the ITS systems elements that support CVO.

It is not a new information system but a con-
cept of using existing information systems

owned and operated by state and local govern-

ments, carriers, and other CVO stakeholders

to foster a crash-free environment and

enhance performance-based safety manage-

ment for the public and private sectors. The

CVISN core infrastructure is a selected group

of key CVO information systems that provide

a mechanism for the exchange of safety, regis-

tration, fuel tax, hazardous materials, and

commercial driver license information among

states (see Table 3).

CVISN deployment is comprised of five

major steps. The first step was to develop

management plans and technical frameworks

necessary to coordinate the program. The sec-

ond step was to develop prototypes to demon-

strate the operational concepts. The prototype

states are Maryland and Virginia and both
have held “showcases” to demonstrate the vari-

ous ITS/CVO  technologies in a live environ-
ment. The third step is a pilot phase in which

eight additional states-California, Colorado,
Connecticut, Kentucky, Michigan, Min-

nesota, Oregon, and Washington-in seven

regions throughout the nation will participate

in systems development. Each state was

awarded $1 million in matching grants for a

two-year period. The fourth step will partner

each pilot state with another state in its

region, and the final step is to expand the pro-
ject to all interested states.

Mainstreaming

Another federal initiative to incorporate

ITS/CVO into state transportation planning

is know as “mainstreaming.” The objectives of

the initiative are to:

incorporate ITS/CVO more fully into state

and metropolitan transportation planning

activities;

coordinate ITS/CVO  activities among

agencies and states; and

explain the ITS/CVO  program to key deci-

sionmakers in the public and private

sectors.

The mainstreaming initiative began in Sep-

tember 1996, with thirty-three states compris-

ing seven regional consortia receiving grants.

Each state received $30,000 in federal match-
ing funds to support the development of
ITS/CVO  business plans with specific pro-
jects, milestones, and responsibilities. Each of

the seven regional consortia was awarded up
to $180,000 to fund the appointment of a

Table 3. Ongoing Federal Initiatives

Project Participating States Application

Commercial Vehicle California, Colorado, Connecticut, Kentucky, Safety information exchange, commercial
Information Systems Maryland, Michigan, Minnesota, Oregon, vehicle administrative processes, electronic
and Networks (CVISN) Virginia, Washington clearance, international clearance, automated

roadside inspection, onboard safety
monitoring, hazardous material incident
response, fleet and freight administration

Mainstreaming California, Colorado, Connecticut, Delaware, All ITS/CVO user services
Georgia, Idaho, Indiana, Kansas, Kentucky,
Louisiana, Maine, Maryland, Massachusetts,
Michigan, Minnesota, Missouri, Montana,
Nebraska, New Jersey, New York, North
Carolina, Ohio, Oregon, Pennsylvania, Rhode
Island, South Dakota, Tennessee, Utah, Virginia,
Washington, West Virginia, Wisconsin, Wyoming
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full-time program director, the development

of a regional ITS/CVO business plan, and the

establishment of a regional CVO forum.

Under this initiative, the following types of
activities will also be conducted:

support for state and regional working

groups composed of representatives of key

public and private sector CVO stakeholders;

benefit/cost analyses and other technical

studies that provide supporting information

for deployment planning activities; and

outreach to, and education of, state and
industry stakeholders to increase  awareness

of, and support for, ITS/CVO activities.

The mainstreaming initiative will share

progress and lessons learned during the

CVISN model deployment among the states

and incorporate CVISN planning require-

ments into agency business plans.

Summary

The operational tests and demonstration pro-

grams have served two valuable purposes.

First, they have tested the technical feasibility
of various ITS/CVO technologies. More

important, however, they have identified insti-

tutional barriers and issues that must be

addressed before large-scale deployment of

ITS/CVO is possible. Experience from these

tests provides the basis for developing the

institutional and political framework that will

be required before the full potential of

ITS/CVO  can be realized. The following
chapters detail the organizational, financial,

and human resource issues associated with

ITS/CVO  deployment and the Governor’s

role within an ITS/CVO implementation

framework.
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State Realization of the ITS/CVO Vision
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The compelling issues associated with full
deployment of ITS/CVO are economic and

institutional issues, not technological issues.

Support for a national ITS/CVO  system will

depend on public policies and actions that

address each of these market, fiscal, and orga-
nizational considerations. The issues fall into

the following general categories:

l the demand for ITS/CVO;

l investment and revenue requirements;

l coordination and standards; and

l miscellaneous issues (e.g., privacy concerns).

This chapter examines specific issues and bar-

riers within each of these categories and, to

the extent possible, provides policy options

that have emerged from the operational tests.

The Demand for ITS/CVO

The Intermodal Surface Transportation Effi-
ciency Act of 199 1 (ISTEA), the enabling leg-

islation supporting ITS/CVO does not
contain mandates for either public or private

utilization of intelligent transportation tech-

nologies. Widespread deployment of

ITS/CVO  on a voluntary basis, including

public and private investment in the required

infrastructure, will depend on whether

ITS/CVO provides benefits for regulators and
the regulated industry that justify their invest-

ment in the technologies.

State Perspective

State support for ITS/CVO  depends on

whether the system helps state government
address three policy objectives. First, does

ITS/CVO  improve the state’s business climate

by reducing the administrative and financial
burdens on motor carriers and facilitating the

movement of raw materials, supplies, and
manufacturing products through the state?

Second, does ITS/CVO result in more

effective regulation of the motor carrier indus-
try, including compliance with state registra-

tion, taxation, and safety requirements? Third,

can ITS/CVO  result in cost savings without

compromising the other two policy objectives?

It is the melding of these three policy objec-

tives that will determine whether states invest

in ITS/CVO technologies. According to Min-

nesota transportation officials, “The trade-off

from the perspective of states may be difficult

to define. Cutting state administrative costs
may not be sufficient if change does not

advance or compromises other objectives, such

as preserving a competitive environment or
public safety. Further, it is not sufficient for

state agencies to profess a ‘customer service’
objective if they have not also answered the

question ‘at what cost?“”

There is significant variance among states con-

cerning the importance of the range of

ITS/CVO  services. For example, Texas does

not haveports of entry and does not perma-
nently staff its weigh stations. The Texas

enforcement framework relies heavily on road-

side inspections and random spot checks.

Major investments in port-of-entry or weigh-

station facilities for preclearance would be

inconsistent with the state’s current enforce-

ment philosophy.

Industry Perspective

From a motor carrier’s viewpoint, the theoreti-

cal benefits of ITS/CVO deployment include
reduced administrative costs, higher produc-
tivity, and better fleet management. According

to the America Trucking Associations (ATA),

“Using advanced technologies to ensure com-

pliance with state regulations could substan-
tially benefit commercial vehicle operators.

Requiring fewer stops could reduce travel
time, increase productivity, save fuel, and
reduce emissions.“’ The extent to which
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theoretical benefits result in real savings and

higher productivity varies, however, among

different carriers based on factors such as fleet

size, the type of commodities transported, and

the carrier’s current use of automation and on-

board electronics. It also depends on whether

ITS/CVO can be integrated with the carrier’s

existing systems.

Experience from the operational tests, the
ATA Foundation survey of motor carriers, and

the state institutional barriers studies all sug-

gest that the answer to the benefits question is
more complex than expected. For example,

the conventional wisdom among ITS/CVO

advocates was that the technologies would

benefit larger carriers more than smaller carri-

ers. This assumption was based on two fac-

tors. First, the more complex management

requirements associated with larger fleets beg

for automated solutions. Many companies

have already installed onboard computers, cel-

lular phones, and transponders. For example,

DuPont is increasing its use of automation to

facilitate interstate movement of products and

supplies, weighing, certification, calculation of

tax liabilities, and response to hazardous mate-
rials incidents.

Second, it was assumed that the productivity
of each truck would increase as a result of less

downtime while a vehicle was weighed or

inspected. The economic benefits to a carrier
therefore would be directly proportional to
the number of vehicles in the carrier’s fleet.

This assumption overlooks the infrastructure
that large carriers have built to support their

operations. In particular, most large carriers
have established a network of terminals that

facilitate the long-distance transport of goods
and the delivery of these goods to the local

market area. The location of these terminals is

often based on the distance that a driver is

expected to cover in an average workday,

including the necessary stops to meet regula-

tory requirements and rest. Even if ITS/CVO

technologies save the driver thirty to sixty
minutes, the vehicle must still terminate each

leg of its route at a terminal.

In contrast, a smaller carrier that may be han-

dling a point-to-point delivery may be able to

cover an additional thirty to sixty miles as a

result of the time savings at the weigh station

or port of entry. Unhampered by the need to

end its day at a designated point, the small
carrier can increase the revenue generated per

vehicle per day.

These differences among carriers have implica-
tions for the ways that states generate demand
for ITS/CVO  utilization, According to Min-

nesota transportation officials, “[commercial

motor carriers] are a diverse group, and pro-

viding adequate motivation for them to par-

ticipate in such efforts will require focused

communications programs outlining the costs

and benefits of proposed changes.“*

State officials also have to take into account

the differences between freight and passenger

carriers. Although freight carriers place a high

priority on ITS/CVO services that alleviate

the need for frequent visits to state offices, the
passenger carrier industry does not place the

same importance on this service. Survey

responses from passenger carriers suggest that
they are able to organize their business trans-

actions to minimize the need for such visits.

Similarly, the importance of preclearance ser-
vices increases for motor carriers for which

time sensitivity is a major competitiveness or
productivity issue.

In addition, industry demand neither is con-
stant across all ITS/CVO services, nor is there

a consensus among motor carriers that their
deployment of ITS/CVO technologies will
reduce costs. Research conducted by the

Washington State Transportation Center at
the University of Washington found that

although most motor carriers agree that

ITS/CVO  is a good thing, “these firms are

reluctant to press for the ‘whole’ system, as

many of the benefits from ITS/CVO technol-

ogy will not directly improve their bottom

line."5 Similarly, in response to a survey of

motor carriers conducted by Ohio State Uni-
versity for the Ohio Department of Trans-
portation, many interviewees voiced their
belief that ITS/CVO innovations could
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actually increase their cost of operations.’ As

part of their motor carrier survey, Minnesota
officials looked at the perceived value of elec-

tronic data exchange as an alternative to physi-
cal visits to state administrative offices.

Respondents indicated that they visit the Min-

nesota Administrative Truck Center an aver-

age of seven times a year and a state or deputy

registrar an average of five times a year. With

better communications, the respondents sug-

gest that as many as 25 percent of these visits
could be eliminated.7

Differences among motor carriers make it

extremely difficult to calculate a single

cost/benefit ratio that covers the entire indus-

try. The benefits also vary across ITS/CVO

user services. A carrier that can utilize the time

savings from preclearance to complete an extra

delivery every day may see a significant return

from the investment of transponders on its

fleet. In contrast, a carrier that is able to com-

plete a point-to-point delivery fifteen minutes

faster may not generate additional revenues
from the time savings to justify the investment

in ITS equipment. This situation led Idaho

transportation officials to conclude that “the

industry is unlikely to push, as an industry,”

for ITS/CVO deployment.8

To date, there is little evidence of broad-based

industry support for ITS/CVO. According to

the western states’ institutional barriers study,
“In most of the participating states, the active
constituency advocating implementation of

transparent borders is small or nonexistent.“’

This support will emerge only if the industry

views ITS/CVO  deployment as helping motor
carriers operate more efficiently within an

increasingly competitive marketplace. Equally
important, support will not result from
promises of ITS benefits.

Whether industry sees ITS/CVO  as meeting
their needs may depend on two factors. First,
does the financial return from investment in
ITS/CVO services translate into real savings?

For example, if onboard equipment reduces

the probability of accidents, will the industry
realize savings in liability and disability insur-

ance costs? Second, industry support increases

if ITS/CVO  investments serve multiple pur-
poses, including freight mobility and compli-

ance with state regulatory requirements.
States’ ability to increase demand for ITS/

CVO will depend on whether states focus on
the benefits that are most important to the

industry.

Since the use of ITS/CVO  technologies by

states or the motor carrier industry is volun-

tary, it is critical that states determine the

demand for ITS/CVO  within the regulated
community before making investments in

ITS/CVO services. Within a voluntary frame-

work, it is possible that the administrative sav-

ings associated with ITS/CVO may not be

fully realized if a state is forced to maintain a

parallel, manual regulatory system to accom-

modate carriers that elect not to employ the
technology.

Mutual Interests

Support for ITS/CVO  services is more likely
to be generated when state regulators and the

industry can agree on program objectives.

One area in which this is clearly the case is

vehicle and driver safety. According to Idaho

transportation officials, “Both the trucking
industry and state agencies have a strong inter-

est in the safety of their trucks and the effec-

tiveness of safety programs. . . . While truck

accidents are a small portion of all accidents
each year, truck accidents tend to be more
costly, more visible, and more likely to cause

serious injury or death.“” Similarly, Califor-
nia Highway Patrol officials characterized the

mutual benefits of Pre-Pass “as streamlining

the movement of commercial vehicles without

compromising public safety.“’ 1 Even in these
cases, however, industry support for ITS/CVO

is tentative if motor carriers believe that
implementation of ITS technologies will hurt
their competitive position in the marketplace

through excessive costs or additional regula-
tory requirements.12

Costs and Financing

In states that have conducted attitudinal sur-

veys about the value of ITS/CVO  user ser-
vices, the overwhelming concern is whether
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the benefits from deployment of the associated
technologies clearly outweigh the investment

in the systems. These findings mirror the find-
ings from surveys of the motor carrier indus-
try. For this reason, FHWA has contracted

with NGA to conduct a cost/benefit analysis

of ITS/CVO deployment from the states’ per-

spective (see Figure 1).

The importance of reliable information about

the costs and benefits of ITS/CVO technolo-

gies was noted in several of the state institu-

tional barriers reports. For example, the Ohio
report states, “The major impression we had

after these interviews [with state officials] was

that the agencies would not be against any

CVO innovation that made economic sense

and was supported by the motor carrier indus-
try."133 Although other institutional barriers

might delay implementation of an ITS/CVO

environment, little if any support would be

forthcoming without evidence that the invest-

ment in technology and required regulatory
adjustments made economic sense. Equally

important, it seemed unlikely that any senior

state official, including the Governor, could
champion ITS deployment in the face of neg-
ative returns.

Unfortunately, the nature of most ITS/CVO

operational tests and demonstrations, which

focus on specific activities within an

ITS/CVO framework, means that there is lit-

tle evidence on the cost of total implementa-

tion of the system. Certain cost elements for
both state administrators and the motor car-

rier industry, however, have been identified.
These include:

l investing in information and data process-

ing systems and the communications net-

work to transmit the data among states,

among state agencies within each state, and

to roadside enforcement officers;

l programming to upgrade existing systems

and make them consistent with adopted

national standards;

Figure 1. National Governors’ Association ITS/CVO Cost/Benefit Analysis

In April 1996 the Federal Highway Administration contracted with NGA to study the costs and benefits associated with
state deployment of ITS/CVO technologies for the purpose of regulating the motor carrier industry. To ensure that the pro-
ject accurately reflects state needs, NGA has assembled a technical advisory group (TAG) to assist in the design and over-
sight of the study. Members of the TAG include state officials who have been active participants in the ITS/CVO
operational tests or have responsibility for various aspects of state motor carrier regulation, such as taxation or haz-
ardous materials. The formal membership is supplemented by resource people from the motor carrier industry and the
vendor community.

At its initial meeting on August 8, 1996, the TAG established the following framework for the cost/benefit analysis.

l The differences among states in terms of regulatory frameworks and cost structures make it impossible to conduct a

national cost/benefit analysis that accurately reflects the conditions in a specific state.

l States would be better served if NGA developed a cost/benefit methodology and made that available to states to gener-

ate their own numbers.

l To test the methodology and provide some analysis of the costs and benefits to states of ITS/CVO technology, NGA

would generate cost/benefit information for a representative sample of states,

l The methodology should, to the extent possible, avoid speculation about potential ITS/CVO costs and benefits. It

should take into account only those assumptions that are supported by the operational tests and other demonstration

projects.

l The final report should include a spreadsheet model and documentation of the methodology that can be used by any

state to obtain a better understanding of the benefits and costs within that state.

The cost/benefit report will be released at the 1997 NGA Annual Meeting in July.
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l installing transponders and receivers for

commercial motor vehicles:

l providing additional equipment (e.g., lap-
top computers) to law enforcement officers

and field inspectors; and

l providing marketing and education programs
to make the regulated industry aware of and

comfortable with ITS/CVO procedures.

Perhaps more important than the cost of

deploying ITS/CVO  is the allocation of costs

among states and the federal government and

between the public and private sectors. The

relationship between the costs to various par-

ticipants and the direct benefits they receive

from their investments will determine their
willingness to contribute to any financing

scheme. For example, representatives of the

Missouri motor carrier industry indicated that

they believed the state would realize more

benefits from ITS/CVO  services than the

industry. They therefore are reluctant to bear

the financial burden of paying for ITS/CVO

implementation.14 In addition, there are dif-

ferences of opinion between sectors of the
motor carrier industry. In terms of state regu-

latory reform, most shipper/carriers (i.e., com-
panies that transport products that they

manufacture) view ITS/CVO as a low priority.
These carriers place more importance on state
and federal regulatory reform related to
employment and environmental factors.15

To develop a financing allocation plan that has

broad-based support throughout government

and the industry, advocates of deployment of a
national ITS/CVO  system must address the

following issues.

l What elements of the system represent the
national interest and should be funded

through federal mechanisms?

l Is the system a public good? If so, does

investment in the system by some states and
some carriers create a public infrastructure

that others can use without contributing?

l Do the productivity increases for the motor

carrier industry justify a fee structure and

rates that cover the system’s long-term oper-
ating and maintenance costs?

l Can states develop fee structures that clearly
tie costs to the benefits received only by
those carriers that pay the fees?

Participants in the western states’ institutional

barriers study suggest that it is not a question
of whether the resources exist for states to

finance ITS/CVO systems. It is a question of

making such investments a priority. “None of

the states participating in this study lacks the

resources to build the transparent borders sys-

tem. The necessary resources are available as

part of the USDOT funding allocated
through ISTEA, in combination with the

resources currently available to the individual

states. However, each of the participating

states has considerably more funding needs

than available resources, and the transparent

border systems must compete with these other

funding requirements. "16

It is unlikely that states would increase rev-

enues through fees or taxes to finance ITS/

CVO systems, particularly in the current envi-
ronment of downsizing state government and

reducing tax rates. Legislatures might only be
receptive to increasing revenues if the industry
sponsored the financing package based on its

belief that ITS/CVO  deployment would result

in reduced operating expenses that more than
offset any increase in public taxes or fees. A

more likely scenario is the shifting of appro-

priations from one budget category to another

(e.g., from salaries to information systems).

Not withstanding better fuel tax enforcement

as a result of electronic clearance of vehicles,

none of the states currently participating in

the operational tests view enhanced revenue
generation as an objective of ITS/CVO

deployment. It is likely that state implementa-
tion of the technologies will be limited to the

current revenue base. Decisions to shift funds

that may currently pay for personnel and
other non-ITS expenses will depend on the
extent to which investment in ITS/CVO  tech-

nologies permits more effective enforcement
with the same amount of funds.
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Advocates of ITS/CVO within state govern-

ment face two problems. Historically, state
regulatory and enforcement agencies have lit-

tle, if any, discretionary funds within their

budgets. Tests and demonstrations of

ITS/CVO divert resources from core agency

functions. If the regulatory function is housed

within the larger state transportation depart-

ment, which may have discretionary funding,

it may not be able to compete against the use
of such funds for more visible infrastructure

improvements that also garner broader politi-
cal capital.

There are ways that states can direct additional
resources to ITS/CVO services without
increasing fees or taxes on the motor carrier

industry. For example, some states view regu-

latory violations such as unpermitted over-

weight vehicles as criminal violations. Fines

and forfeitures resulting from these violations

currently are deposited in accounts under the

jurisdiction of the court system. By designat-

ing such violations as civil rather than crimi-

nal violations, the resulting revenues could be

dedicated to ITS/CVO improvements and

operations.

Industry Financing

The willingness of industry to contribute to

the initial and ongoing costs associated with

ITS/CVO is directly related to the perceived
benefit. Feedback from the state institutional

barriers studies and the ATA-sponsored

cost/benefit analysis suggests that there are still
unanswered questions on the benefits of these
new technologies. For example, in the 1994

institutional barriers study, Missouri trans-
portation officials found that there was a “lack

of support from the motor carrier industry for
the implementation of ITS/CVO  technologies

because of uncertainty regarding the potential
benefits. “17 This does not mean that Missouri

motor carriers are averse to further examina-

tion of the benefits of ITS/CVO as evidenced
by the industry’s support for the state’s partici-

pation in the CVISN pilot program.

One example of industry support for a user

fee is being tested through the Pre-Pass pro-

gram administered through HELP, Inc. Each

time a commercial vehicle takes advantage of

the electronic credential check, rather than
having to stop for a manual inspection at a

weigh station or port of entry, the motor car-

rier is charged a fee of ninety- nine cents. The

fee schedule was adopted by the HELP, Inc.,

board of directors, which includes an industry

representative from each of the participating

states. It is too early to determine whether the
fee structure will encourage enough carrier

participation to cover the system’s costs. This
effort is consistent with the recommendations

of the western states’ study, which noted that
one approach to financing ITS/CVO activities

is “to work with industry to determine
whether increased automation would increase

industry productivity to warrant new, dedi-

cated temporary fees for implementation.“”

Summary

It is difficult to draw conclusions from the evi-

dence to date concerning the inclination of

states or the motor carrier industry to invest in

ITS/CVO  technologies. Most of the opera-

tional tests and demonstrations have been

heavily subsidized with federal funds or

financed through injections of venture capital

by private investors. The magnitude of invest-
ment required for deployment of a national
ITS/CVO system and the political pressures

to reduce federal spending will require that

ITS/CVO  advocates identify other consistent
sources for system financing. The extent to

which Congress supports intelligent trans-

portation efforts and CVO projects in the

forthcoming reauthorization of the surface

transportation act may affect the environment
in which state ITS/CVO investment decisions

are made.

In addition, it is difficult to price ITS/CVO
services because the operational tests included

research and development costs. These costs

should decrease as standards are adopted and

competition among manufacturers of onboard

equipment increases. Despite these caveats,

the ultimate decision by states and the indus-

try to invest in ITS/CVO will depend on the
cost/benefit ratio. From the industry perspec-

tive, benefits can be objectively calculated in
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terms of reduced operating expenses and new
revenues that affect a company’s bottom line.

From the state viewpoint, investment in

ITS/CVO will depend on a combination of

fiscal and programmatic objectives. At one

level, state officials will look for administrative

savings and operational efficiencies resulting
from ITS/CVO  services. They will also assess
the impact of ITS/CVO deployment on other

state policy goals, such as increasing highway

safety and promoting economic development

within the state.

Although state CVO administrators acknowl-

edge the need for a single set of standards and

for equipment capability, they point out that

their ability to meet this standard is sometimes
beyond their control. For example, Minnesota

officials note that coordination among state

agencies is hampered by the legislative man-

dates under which the agencies operate. These
mandates seldom include coordination among
agencies or states as a priority or even a con-

sideration. Similarly, some states’ ability to

participate in national programs is restricted

by state procurement regulations.

16

Standards and Interoperability

Although state officials and industry represen-
tatives have identified ITS/CVO issues on

which they disagree, consensus has emerged in

the area of standards and interoperability. The
vision of transparent borders will never be

realized if states and agencies within states
cannot share data electronically. Equally

important, the industry will not support

ITS/CVO deployment if it is required to

invest in redundant onboard systems to satisfy

states’ differing technical requirements.

Much has been done to resolve these issues. As

part of the CVISN design process, states are

working with the U.S. Department of Trans-
portation to develop ED1 transaction sets to

share information about registration, taxation,

and permits. In addition, after several years of

controversy concerning transponder specifica-

tions, states participating in the operational
tests and demonstrations have now decided on

a standard transponder design that meets the
technical requirements of most ITS/CVO
applications.

Several issues have not yet been resolved. For
example, provisions of the North American
Free Trade Agreement (NAFTA) related to
surface transportation may require additional

discussions with Canadian and Mexican coun-
terparts related to standards and interoperabil-
ity. Moreover, carriers involved in multimodal

transport have urged that compatibility stan-

dards extend beyond motor carrier require-

ments to cover rail and air transport.

Resolving the standards and interoperability

issues has two implications for the acceptance
and use of ITS/CVO services by states and the

industry. Many states admit deferring action

until they are confident that any investments
in ITS technologies are consistent with
national standards. In discussions with neigh-

boring states, Texas officials found that “many

states have expressed a reluctance to imple-

ment ITS technology until standards are

established for equipment such as AVI."19

Standards and interoperability issues also rep-

resent a major political and credibility issue

for many states. As an Idaho official said,

“Imagine the furor if I got all of the truckers
in my state to put on transponders, which I

could probably do, and six months later

FHWA, or some other organization, decides

that transponder B will be the national stan-

dard. It would never be remembered that I
pushed the industry forward, or that I built a

functioning system. It would only be remem-

bered that I made the trucking industry bend
over backwards and then had to go back to [it]

again. "20

The industry is expressing similar concerns. In

several of the state motor carrier surveys, com-
panies said that their interest in ITS/CVO will

increase once they are assured that any invest-
ment in onboard equipment would follow
technical qualifications that are used by all

states. Motor carriers that had already invested
in onboard equipment for their own purposes

(e.g., fleet management) have urged state offi-

cials to adopt open standards that are not
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equipment-specific. Findings from the Illinois
motor carrier survey suggest the “need for an

expandable open system architecture that can

utilize what companies already are using . . . .

Systems should be easily upgradable.“21

An underlying question is whether the intro-

duction of ITS technologies and electronic

data interchange will provide the impetus for

achieving these standards. The desire for

national standards did not arise with the

introduction of ITS/CVO The western states’

institutional barriers report points out that

“the inefficiencies arising from the lack of

standardized procedures and uniformity in
regulatory requirements has been a focus of
the federal government, state governments,

and the motor carrier industry since the early
1960s. However, the fact that limited progress

has been made over the last thirty years indi-

cates the persistence and resilience of the insti-

tutional barriers confronting transparent

borders. "22

Regulatory Reform

Some members of the motor carrier industry
are concerned that ITS/CVO could distract

states from undertaking more important regu-
latory reforms. Results from New Mexico’s

motor carrier survey suggest that “carriers

want [governments] to improve the efficiency
of their current regulatory process before tak-

ing on new initiatives. Automation of other-

wise inefficient processes is not the answer."23

There is a real danger that states may view
ITS/CVO as an end rather than as a tool
through which they can achieve true regula-
tory reform. Reform is needed regardless of
the infusion of ITS technology.

A more appropriate approach is to focus on

specific elements of state motor carrier regula-
tion and evaluate the options that are available

as a result of emerging technologies. For
example, large motor carriers often complain

about the additional expense of registering

new vehicles as a result of fleet turnover. Min-

nesota addressed this concern by developing
procedures under which the carrier could

retain the license plate, transfer it to a new

vehicle, and provide the department of

transportation with information on the new
vehicle. None of this required ITS technolo-

gies. However, the benefits of this regulatory

change would be greater if the carrier could

provide the information electronically and if

the new information could be readily avail-

able to enforcement officers who otherwise

might issue a citation based on out-of-date
information.

Another example of reform is the opportunity

to eliminate much of the paperwork that cur-

rently must be kept in the cab of each com-
mercial vehicle. With the adoption of a single

identifier for each vehicle-for example. the
manufacturer’s vehicle identification num-

ber-retrievable online information can

provide enforcement officers with more com-
prehensive and up-to-date information on

each vehicle. Updating information online

also represents a significant cost savings to the

industry. A national motor carrier spends

thousands of dollars distributing credentials

to its fleet. With online documentation,

these periodic mailings could be completely

eliminated.

Regulatory reform to accommodate ITS/CVO
may have substantial implications for states.

Some states indicate that regulatory reform

will require a thorough review of state statutes

that mandate specific administrative proce-

dures and standards. In its institutional barri-
ers report, Nebraska officials identified an

initial list of statutory mandates that would

require modification. For example, Section
325 of the Nebraska Revised Statutes states that

“no person shall operate a vehicle unless such
vehicle shall at all times carry in or upon it the
registration certificate furnished for it. "24

Although the term “certificate” could be

defined to include a transponder that accesses
the registration certification, state officials sug-

gest that amending state statue is necessary to
avoid future legal challenges.

A similar review of Iowa’s state laws, rules, and

procedures found “thirty-nine instances in the
law, seventy-five in the rules, and twelve in

procedures where electronic or automated

processing methods may violate current law or
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rules. "25 For example, Section 321.20 of the Other Institutional Barriers
Iowa Code requires that a motor vehicle regis- States identify several other barriers that may
tration application include the “owner’s signa- affect their ability to deploy ITS/CVO
ture written with pen and ink.” technologies.

New Regulatory Paradigm Confidentiality of Information

18

Implementation of ITS/CVO provides states

the opportunity to completely revamp their
regulatory philosophies. In many states, the

regulatory framework calls for the state to

conduct a cursory review of all motor carriers

through compliance reviews and inspections

on the roadside or at weigh stations and ports

of entry. Many state officials suggest that it
would be better to direct regulatory enforce-

ment efforts to carriers that have unsafe opera-

tions or that attempt to circumvent regulatory

requirements. ITS services such as preclear-

ance enable states to adopt a different regula-

tory approach.

ITS/CVO builds a relationship between the

industry and its regulators in which both

acknowledge and contribute to each other’s

needs and objectives. For example, the indus-

try lists seamless passage across state lines

among its highest priorities. Allowing a vehi-

cle to enter the state without being subjected

to regulatory scrutiny requires confidence

among state offtcials that the carrier is in com-

pliance with regulatory and fiscal require-

ments. As stated in the New Mexico

institutional barriers study, “Clearing compli-

ant commercial vehicles through state ports of
entry and weigh stations is the cornerstone of

the transparent borders concept. "26

The reward of seamless passage across state

lines gives the carrier an incentive to do what
it can in support of state objectives such as
highway safety. In this sense, ITS/CVO pro-

vides an opportunity to empower motor carri-

ers through incentives rather than sanctions.

The way the state communicates its objectives
when using any ITS technologies is important

in garnering industry support for ITS initia-
tives. Texas officials found that industry sup-
port “will not be gained if the program is

viewed primarily as an enforcement or revenue

enhancement tool."27

ITS/CVO systems are information-intensive.

Some data are provided by the carrier, includ-

ing vehicle number, driver, and shipment

information. Other information is generated

by the systems. For example, onboard trans-

missions to receivers at weigh stations and

ports of entry create electronic logs of times

and locations. Some motor carriers have raised

issues concerning the use of ITS/CVO  infor-

mation for purposes other than motor carrier

regulation.

In addition, some carriers fear that ITS/CVO

systems may increase regulation of the motor

carrier industry because certain information

may be more readily available. In its survey of

motor carriers, Illinois officials found that

motor carriers are concerned that they will be

asked to “reveal information that other indus-
tries or transportation modes do not have to

reveal."28

Concerns about confidentiality of informa-

tion, especially when data are shared among

states to support seamless highways, are tied

to differences in state laws pertaining to
freedom of information. For example, Min-

nesota has one of the most stringent freedom-

of-information acts. In contrast, Ohio holds

public employees personally liable for
divulging business information that is gath-
ered by the state for regulatory purposes.

Which statutes govern information gathered
in Ohio that may have been shared with Min-

nesota officials? In the New Mexico survey of
motor carriers, the industry expressed a con-

cern “regarding the distribution of data and
protection of carrier privacy if ITS/CVO ini-

tiatives lead to widespread data sharing."29

During the development of its Pre-Pass pro-
gram, HELP, Inc., examined several options
for controlling the storage and distribution of

information. Based on strong preferences

expressed by industry, the board ultimately
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elected to contract with a third-party vendor

to collect tax and registration information

from the participating states and distribute it

to the checkpoints within the HELP, Inc., sys-
tem. The use of a contractor also allayed
industry concerns about freedom-of-informa-

tion act requests.

Accuracy of Information

Electronic monitoring of motor carriers raises

a number of issues related to the use of the

data to enforce statutes and regulations. For

example, is information about a commercial

vehicle’s weight generated by weigh-in-motion
technology accurate enough to issue citations?

When using electronically generated data,

there is a need to establish thresholds above

which violations will be deemed to occur.

The California Highway Patrol elected to use

WIM technology as the mechanism to screen

for violations, rather than as the basis for cita-
tions. When the reading from a WIM facility

identifies a potential violation, the commercial
vehicle is then stopped and weighed on a sta-
tionary scale to obtain the official weight for

purposes of issuing the citation.

The use of pen-based computers for inspec-

tions has increased the accuracy of the data

maintained within state and national data-
bases in a number of ways. For example, the

direct entry of pen-based computer informa-
tion alleviates errors caused during transcrip-

tion of illegible notes. In addition, the data are
immediately entered into the database, mak-

ing responses to queries more up-to-date.

Industry Concern Over Additional Taxation

Industry support for regulatory reform using

ITS/CVO  technologies is tempered by linger-

ing concerns that states will use data generated

by the system to change the way commercial
motor carriers are assessed for their use of the

nation’s highways. The same information that

can be used to preclear commercial vehicles

can also be used to calculate weight-distance
taxes. Even if the state argues that any shift in
tax structure would not result in a net increase

in revenues, there would certainly be a gross

shift among different categories of motor

carriers.

Human Factors

In the institutional barriers studies, several
states note that there is a lack of skills associ-

ated with designing and maintaining ITS/

CVO systems. State investment not only must

focus on hardware and programming, but also

on personnel and training. Such human

resources investment may be difficult to

achieve within current budgets, especially if
the regulatory agency is expected to maintain

existing service levels during the transition
period.

Automation also raises concerns about down-
sizing and staff restructuring. These concerns

can be addressed by involving union represen-

tatives in the development of in-service train-

ing programs.

Aversion to Change

Despite complaints about overegulation of the
motor carrier industry, the industry acknowl-

edges that many of the most burdensome reg-

ulatory requirements have been addressed
through programs such as CDL and agree-
ments such as IRP and IFTA. Many of the

state motor carrier surveys suggest that the

industry may not want to tinker further with a
system that is perceived as working fairly well.
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The Governor’s Role within an
ITS/CVO Implementation Framework

The evolution from discrete operational tests

to national deployment of ITS/CVO will

depend on overcoming the issues and barriers

discussed in the previous chapters. The orga-

nizational framework through which these

public policies are addressed and correspond-

ing programs are developed is both vertical

(i.e., intergovernmental) and horizontal (i.e.,

interagency and interstate). In addition, the

necessary partnership between the public and
private sectors makes the organizational

framework for implementation complex (see
Figure 2).

This multidimensional approach to ITS/CVO

deployment cannot occur by accident. It will
take public leadership at both the state and

federal levels, as well as the concerted efforts

of industry champions, to bring together the

various elements on which ITS/CVO

Figure 2. ITS/CVO Organizational Framework

deployment will depend. Within each state,

only the Governor has the breadth of author-

ity to ensure successful collaboration. This

does not mean that deployment can be man-

dated by gubernatorial decree. It means that

the Governor is in a unique position to create

the climate for collaboration that is essential

to national deployment. That collaboration

must occur among states, among state agen-
cies, between levels of government, and with
the motor carrier industry and ITS technology
vendors.

Gubernatorial intervention is needed to
address the major policy issues raised in this

report, including:

l generating the demand for ITS/CVO

deployment by the regulated industry and

state administrators that will justify invest-

ment in the technologies;

Clearinghouses

I
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exploring innovative methods of financing
the initial investment in ITS/CVO infra-

structure and methods for recapturing the

ongoing expenses of operating the system;

promoting collaboration among all the pub-

lic and private stakeholders to resolve issues

of interoperability; and

overcoming the human and institutional

barriers that can impede the changes in

policies, programs, and organization that
may be required.

The Governor need not become proficient in

the technical aspects of ITS/CVO. The Gov-
ernor’s primary role is one of change agent,

clearly articulating the state’s policy goals and

expectations and creating an effective system
of rewards for those who contribute to the

effort.

Generating Demand

Although there are legitimate questions about

the benefits and costs of ITS/CVO  services, it

would be unfortunate if the answers to these

questions were prejudiced as a result of

unfounded concerns or preconceptions within
state agencies and the motor carrier commu-
nity. The Governor has the opportunity to

ensure that ITS/CVO gets a fair hearing
within the state by creating a process that

engenders confidence in the outcomes of the

process. For example, the Governor can clearly

articulate the state’s goals and objectives (e.g.,

for regulatory reform or highway safety). In

addition, the Governor can establish princi-

ples to guide the process that allay industry
fears about state motives for implementing

ITS/CVO.  These guiding principles could
include the following.

l State decisions on ITS/CVO  utilization and
deployment will be based on objective
cost/benefit analysis.

l Selected ITS/CVO services, at a minimum,

must have no negative fiscal impact on the

regulated industry. Decisions will be based

on real cost savings and real increases in
productivity.

l The state will not initiate any ITS/CVO
effort that is inconsistent with nationally

adopted standards.

By acknowledging these industry concerns up

front, the process can then focus on critical

issues such as financing, privacy, system relia-

bility, and the impact of ITS/CVO on legiti-

mate state regulatory objectives.

Addressing Institutional Barriers

A Governor who decides to champion
ITS/CVO  needs to be realistic about the chal-

lenges of implementation and the require-
ments for success. It is important to

acknowledge the real and perceived impedi-

ments. By identifying these barriers at the out-

set and demanding methods to ameliorate or
eliminate them, the Governor can ensure that

these issues do not become roadblocks later in

the process. It is also important that the state

get agreement on the central issues before

spending time and resources on operational

barriers and regulatory procedures. Idaho offi-

cials stated that, from their perspective, orga-

nizational and procedural barriers are

relatively unimportant “when compared with
the barriers that arise from disagreements over

the system’s intended functions, the cost of
providing systems, and the parties responsible
for paying those costs."30

The Governor can also encourage state offi-

cials to look for opportunities to deploy ITS

technologies concurrent with scheduled or

needed upgrades of facilities and systems. For
example, many of Oklahoma’s ports of entries

and weigh stations are twenty to twenty-five

years old and need upgrading. State officials
could use the funds appropriated for upgrades
and expansions to begin the deployment of
ITS technologies at those facilities. Besides

making the most effective use of scarce
resources, coordination with scheduled main-

tenance alleviates disruptions and inconve-

niences related to construction or reconstruc-

tion activities.

Many of the procurement issues associated
with other state technology purchases arise
during the discussion of ITS/CVO deployment.
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States are concerned that the traditional one-

time, low-bid model may not work. At the

outset, states need to recognize that technology
is constantly subject to expansion and upgrade.

For this reason, the customary buyer/vendor
relationship may not work. The Governor has

the opportunity to use ITS/CVO implementa-
tion as a model to address procurement

reform.

A major issue related to procurement is the

inability of program officials who lack exper-

tise in technology to clearly articulate the

state’s needs or to evaluate vendor proposals.

In a self-evaluation, New Mexico officials

found that “the state’s experience with ITS has

been marred by continual maintenance prob-
lems. . . . In terms of working with contrac-

tors, New Mexico got what the state asked for,

but the state didn’t know what to ask for or
what was needed."31

In addressing concerns about interoperability

and standards, the Governor may be most

effective by stating what should not be done

rather than what can be done. For example,

the Governor may order that no purchases for

data processing equipment or programming

will be made without assurances that the pur-
chases are compatible with the emerging

CVISN architecture.

Maintaining Interest and Momentum

Full implementation of ITS/CVO services is a
long-term endeavor and requires high-level

visible leadership. State progress in implemen-

tation, however, is jeopardized each time there
is a turnover in leadership in the Governor’s

office or among key cabinet officials. To

help ensure continuity, an interagency or pub-
lic/private board or commission can be created

to oversee the development and deployment
of ITS/CVO. By vesting leadership authority

in several individuals, advocacy and program

progress are less likely to be affected by the
departure of one person.

This panel can serve several functions. It can

advise the Governor and legislature concern-
ing the state’s interest in deployment of each

ITS/CVO service. It can address institutional

issues such as the adoption of technical

standards or privacy protections. It can recon-
cile differences in the missions of agencies

(e.g., enforcement versus promotion). Over

time, it can assess the impact of ITS/CVO sys-

tems on state policy and program objectives
and recommend changes, as appropriate.

Promoting Interstate Efforts

Economic markets do not recognize state bor-

ders. Clearly, the motor carrier industry bene-

fits from the realization of a seamless national

highway system brought about through the

use of ITS/CVO  technologies. To achieve this

reality, interstate cooperation is needed in a

number of areas, from the exchange of data to

the adoption of technical standards. In addi-
tion, interstate collaboration can generate
economies of scale, lessening the fiscal impact

of ITS/CVO  deployment.

Where ITS/CVO services are viewed as

advancing state regulatory objectives, the Gov-

ernor can promote cooperative efforts across

state lines that would reduce the total cost of

ITS/CVO deployment. For example, regional

weigh stations or ports of entry could serve

several states if information gathered at these

regional facilities are readily available to
enforcement officials in all the participating

states.

Summary

The challenges to ITS/CVO  implementation

will vary among states. As is the case whenever

new technology is introduced into the work-

place, questions regarding the technical feasi-
bility of the initiative are among the least

daunting. It is the institutional, fiscal, and

political roadblocks that require the majority
of public policymaker’s attention. This discus-

sion of the barriers and opportunities related
to ITS/CVO deployment was never intended
to determine whether states should pursue this
activity. Its purpose is to identify the questions
and issues that need to be addressed as state
officials ponder this decision.

This report raises more questions than it

answers, but it also recommends a two-stage
process for obtaining some of the answers. In
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stage one, a state should conduct a rigorous

cost/benefit analysis to determine the range of

ITS/CVO  services it might pursue. If the

analysis demonstrates that it is in the state’s

interest to proceed, stage two requires that the
Governor establish a process through which

legitimate concerns about the impact of
ITS/CVO  services on the industry, the state,

and the general population can be addressed.

Additional guidance to states that elect to par-

ticipate further in deploying ITS/CVO  tech-

nology will be available upon completion of

the NGA cost/benefit analysis report and a

study of the lessons learned from the CVISN

prototype and pilot states.
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Assessment of
Intelligent Transportation Systems/

Commercial Vehicle Operations (lTS/CVO) User Services-
Qualitative Benefit/Cost Analysis

Executive Summary

Introduction

Motor carriers currently compete in an environment of narrow operating margins and
increasing service demands by customers, and do so with increased levels of safety.
To realize efficiency, motor carriers have been aggressive innovators in applying
advanced technologies. Motor carriers use technology to manage and optimize nearly
every aspect of their operations and to transact business electronically.

The application of technology has redefined motor carrier operations and business
relationships, and provides insights for government agencies to modify how they
regulate the industry. The Intelligent Transportation Systems for Commercial Vehicle
Operations (ITS/CVO) Program led by the Federal Highway Administration (FHWA) is
envisioned to enhance safety and road operating efficiency through institutional reform
and technology applications. Acceptance of government-sponsored technology
programs will in part be driven by motor carriers’ perceptions of the impacts on their
businesses and how the programs will affect the current and future regulatory
environment.

The final report--Assessment of intelligent Transportation Systems/Commercial Vehicle
Operations (ITS/CVO) User Services--Qualitative Benefit/Cost Analysis--is the
culmination of a two-year effort led by the ATA Foundation, Inc. (ATAF), with the
National Private Truck Council (NPTC), and Dr. Tom Maze of the Iowa State University
Center for Transportation Research and Education, to explore the impact of the
ITS/CVO User Services program on regulatory compliance costs for motor carriers.

This effort was guided by the ITS/CVO Technical Working Group (TWG).  The 36-
member TWG is comprised of motor carriers from diverse segments of the industry,
representatives from state agencies, and other interested parties. The TWG provided
invaluable experience and insight to the research team through its review of all phases
of this study. This effort represents a beginning in the process of identifying and
defining the economic impacts of the ITS/CVO User Services to motor carriers. An
assessment of the impacts on state regulatory agencies will be presented by the
National Governors’ Association in a forthcoming report.

This executive summary describes the current level of technology use by U.S. motor
carriers and provides assessments of the six proposed technology-based FHWA
ITS/CVO User Services. Issues surrounding implementation of the User Services are
also presented. The final report thoroughly details the analysis.

The six proposed User Services have been assessed in two ways: calculating motor
carrier benefit/cost ratios and estimating potential motor carrier participation. The
assessments are based on the perceptions of 700 U.S. motor carriers responding to
an ATAF survey concerning labor requirements for complying with regulations, and on
their current use of technology. The assessments are limited by narrow assumptions,
necessary to draw inferences about programs which do not currently exist and to
advance understanding and facilitate discussion of the envisioned government
application of technology.
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This executive summary is divided into two parts. Part I of this report is designed to
briefly present the study’s analytical framework and the survey results from 700 motor
carriers and 180 technology vendors. Part II includes a summary presentation of the
benefit/cost assessments of each of the lTS/CVO User Services and recommendations
for additional research.

PART I

Intelligent Transportation Systems (ITS) for
Commercial Vehicle Operations (CVO)

The Intelligent Transportation Systems, authorized by the Intermodal Surface
Transportation Efficiency Act of 1991 (ISTEA) is based upon the application of
technologies in such fields as data processing and communications to multimodal
surface transportation needs. The lTS/CVO User Services are functional activities
envisioned to improve the efficiency of state regulatory and enforcement agencies and
improve highway operational efficiency and safety. It is also believed that motor
carriers will benefit through improved safety, and operational and administrative
efficiencies.

The lTS/CVO User Services were originally proposed in the FHWA National ITS
Program Plan, May 1994. Since then, operational characteristics have been defined by
the ATA Foundation’s Measuring Benefits and Costs of ITS/CVO User Services and
enhanced through programmatic development. The following defines the envisioned
purposes of the ITS/CVO User Services:

Commercial Vehicle Administrative Processes--to automate regulatory functions
and enhance data communications capabilities of state agencies to enable paperless
transactions between motor carriers and agencies,

Electronic Clearance--to screen commercial vehicles for size/weight, safety, and
credential compliance at mainline speeds,

Automated Roadside Safety Inspections--to improve screening and targeting of
high-risk operators for inspection and to automate safety inspection activities in order
to reduce inspection time and improve consistency. Two components are considered:
(1) vehicle inspections and (2) hours-of-service reporting and verification.

On-Board Safety Monitoring--to provide warnings to driver of developing unsafe
conditions and to provide real-time monitoring of driver performance, vehicle systems,
and loads On-Board Safety Monitoring has two components: (1) collision avoidance
and (2) monitoring of driver and vehicle performance. Only the second component is
assessed within the framework of this study.

Hazardous Materials Incident Response--to provide responders to hazardous
materials incidents rapid access to information concerning the shipment.

Freight Mobility--to provide real-time travel information to motor carriers in order to
enhance routing and dispatching, and encourage intermodal information links.
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Assessment Framework

The ITS/CVO User Services are assessed in two ways: (1) benefit/cost ratios and (2)
estimating market potential. Development of these measures is summarized in the
following section.

Benefits and Costs

Evaluating the benefits and costs of the ITS/CVO User Services to the motor carrier
community requires comparing several evolving variables--motor carriers’ regulatory
compliance activities, available or developing technologies, and the likely components
of the ITS/CVO User Services Program.

To understand the relationship among these disparate areas and activities, each has
been broken down into its “functional activities.” These areas of regulatory compliance
are as simple as filling out a form, applying a sticker, stopping a vehicle, or filling out a
driver log. This functional analysis allows for the comparison of the cost to motor
carriers for technology products or services with the benefit as measured in reduced
costs of compliance. The functional activity is the common denominator for this
analysis.

The functional analysis of regulations and technologies represents the framework for
evaluating:

1) what technologies can impact regulatory compliance activities;

2) what are the functional attributes and the prices of the technologies or services:

3) what are the functional attributes of the ITS/CVO User Services;

4) what are the compliance labor costs for the motor carriers; and,

5) what are the benefits are in terms of reduced costs of compliance.

The benefits are calculated by examining the labor costs of regulatory compliance for
motor carriers using technology systems and those who do not. For example, costs for
companies using EDI, on-board computers, and electronic logs are significantly lower
for specific functions. The enabling technologies for the User Services are assumed to
be the same as currently used motor carrier systems and the benefits (labor cost
savings) are extrapolated to the envisioned functions of the User Services. With
assumed costs, ratios are calculated.

This effort began with a systematic cataloging of the regulatory compliance processes
for motor carriers and an extensive review of literature concerning motor carrier use of
technology systems. The findings are encompassed in Technical Memorandum 1 --A
Framework to Measure the Benefits and Costs of IVHS/CVO User Services--and were
presented to FHWA and TWG in June 1994.

Measuring Benefits and Costs of Intelligent Transportation Systems (ITS)/Commercial
Vehicle Operations (CVO) User Services advanced the study by detailing: (1) the
functional attributes of commercially available technology products; (2) the envisioned
operating characteristics of the six ITS/CVO User Services; and, (3) preliminary
quantification of motor carrier costs of regulatory compliance based on in-depth
interviews with 15 motor carriers. Comments provided by the FHWA and TWG in
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October 1994 finalized the research methodology and provided guidance for large-
scale data collection and analysis.

The ATAF sent questionnaires to approximately 7,000 motor carriers comprising the
membership of the American Trucking Associations and NPTC and small carriers
identified from the National Motor Carrier Directory (ten power units or less). Survey
responses from 700 motor carriers (ten percent response rate), with 200 follow-up
phone interviews, formed the basis for estimating the labor costs of regulatory
compliance and how the use of technology systems may impact these costs. While
the composition of the 7,000 motor carriers sent questionnaires and the respondent
sample was heavily skewed towards larger motor carriers, extrapolation of survey
results to the universe of motor carriers was allowed by segmenting the survey sample
according to fleet size and developing compliance cost estimates for each of the
segments.

The ATAF also identified and surveyed several hundred technology vendors. Product
information was obtained from 180 vendors. An analysis of product functionality and
pricing allowed development of simple price estimates for ITS/CVO enabling
technologies that represents likely motor carrier costs of participation.

Estimating Market Potential

The size of the potential market for motor carrier participation in the User Services is
expressed in terms of power units. Lower bound estimates were derived by
extrapolating survey results by industry segment the number of power units operated
by motor carriers in corresponding segments of the 7,000 motor carriers sent
questionnaires. Upper bound estimates are based on extrapolation to the total
number of medium and heavy commercial power units by segment registered in the
United States as reported in the U.S Department of Commerce 1992 Census of
Transportation--Truck Inventory and Use Survey (TIUS). To estimate market potential
for Hazardous Materials (HazMat) Incident Response, the basis was adjusted to reflect
the number of vehicles regularly hauling HazMat in quantities large enough to require
a placard.

The factors used for extrapolation are:

Commercial Vehicle Administrative Processes--percent of sample power units
operated by motor carriers that indicated (1) current Electronic Data Interchange (EDI)
capability and (2) willingness to use EDI for regulatory administrative compliance
transactions

Electronic Clearance--percent of sample power units operated by motor carriers
indicating that roadside compliance checks reduced their fleets’ operating efficiency.

Automated Safety Inspections--

Vehicle Inspections--expected to improve efficiency of inspectors and would
impact all motor carriers subject to vehicle inspections.

Hours-of-Service Reporting and Verification--percent of sample power units
operated by motor carriers currently using on-board computers or electronic
logbooks.

On-Board Safety Monitoring--percent of sample power units operated by motor
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carriers currently using on-board computers.

Hazardous Materials Incident Response--percent of sample power units operated by
HazMat carriers indicating (1) current EDI capability and (2) willingness to use EDI for
administrative compliance transactions.

Freight Mobility--this User Service will likely involve enhancing motor carrier routing
and dispatching functions by providing real-time travel information. Therefore, market
potential is based on the percent of sample power units operated by motor carriers
who currently use computer-aided dispatch and routing systems.

Limitations of Assessments

Narrow assumptions have been made to allow discussion and enable policy
development for programs currently being tested. In addition to specific analytical
qualifications, the following assumptions and restrictions limit the assessments:

-

-

-

-

-

-

-

The assessments are based on possible operating parameters for programs not
currently in place.

Each User Service is assessed independently and not within the framework of
an integrated ITS/CVO program.

Benefits are narrowly defined as reductions in labor costs of demonstrating
regulatory compliance with no inclusion of impacts on operational efficiency or
safety.

Estimates of market potential are based on current technology applications and
perceptions of operating efficiency by motor carriers and are presented in very
broad ranges.

No assumptions are made concerning motor carrier participation in the
financing of ITS infrastructure (i.e., highway taxes or payment of transaction
fees).

Motor carrier costs of compliance and the potential benefits of technology are
based on the current regulatory environment.

Motor carrier perceptions of their costs and the impacts of outside factors on
their operations (i.e., roadside compliance checks) are assumed reasonable.

Where the User Services are not related to a current technology application or
where regulations do not affect current motor carrier behavior, benefit/cost
ratios are not calculated (i.e., the collision avoidance component of On-Board
Safety Monitoring or Freight Mobility).

Motor Carrier Costs of Regulatory Compliance-
Potential Benefits of ITS/CVO User Services

The two basic areas of motor carrier regulatory activities--compliance with
administrative regulations (i.e., credentials, tax payments, etc.) and demonstrating
compliance with safety regulations (including size/weight)--encompass both deskside
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and roadside activities. For many different functional activities the labor costs of
regulatory compliance are measurable.

Costs are calculated for a single power unit (tractor semitrailer or straight truck) and
include only labor costs. The costs of regulatory compliance are expected to vary from
one motor carrier to another depending on carrier range of operations, types of loads
carried, industry segment, and, as fleet size increases, the resulting internal efficiencies
derived from automation of functions and specialization of personnel. It is this last
factor--size--which has an overwhelming impact on compliance costs as measured in
terms of labor; this is seen in all of the regulatory activities except driver time related to
preparing trip sheets and logs which are fairly constant across carrier size.

The costs of compliance activities estimated based on driver time (i.e., stops for
compliance checks or filling out logs and trip reports) are assumed to apply only to
motor carriers who pay drivers based on time worked. Within the framework of this
analysis, motor carriers whose driver settlements are not time-based (i.e., drivers paid
by miles driven or as a percent of revenue) are assumed not to incur these costs.

Figure ES1 summarizes the estimated labor costs of regulatory compliance by fleet
size for the survey respondents and extrapolated to the industry using the relative
proportions of medium and heavy commercial vehicles registered in the U.S. by fleet
size.
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Figure ES1
Average Annual Labor Costs of Regulatory Compliance Per Vehicle For All Carriers--Based on

The Survey Response of 700 Motor Carriers

Administrative
Activities:
Licenses, Registrations, Permitting
Mileage/Fuel Tax Reporting, Audits
Installing Credentials on Vehicles

Total

Demonstrating Safety
Compliance--Deskside:

Survey Respondents Weighted
Small Medium Large Industry*
Fleets Fleets Fleets Average

$ 3 2 9  $ 1 3 2  $ 6 4 $197
$ 5 7 9  $ 1 6 5  $ 7 2 $339
$   10   $   10   $  9                   $  10

$918  $307  $14 5 $546

Audit Logs, Summarize, Data Entry
Reviewing Driver Records,
Qualifications
Annual Safety Inspection of Vehicle

Total

Demonstrating Safety
Compliance--Roadside:

$587 $316   $159 $360

$354   $197    $92                    $216
$   22    $   17   $  14 $  15

$963   $530    $265  $591

On-Road Safety Monitoring $572  $183  $60 NA(2)
Driver Time at Roadside
Compliance Checks (1)                                        $71 $81 $42 NA(2)
Driver Time on Trip
Sheets/Logs(1)                          $2,443 $2,577 $2,567 NA(2)

Total $3,086 $2,841 $2,669 NA(2)

Hazardous Material
Incident Response: $270 $74 $20 N/A(2) 

Large Fleet = 100+ power units
Medium Fleet = 11 to 99 power units
Small Fleet = 1 to 10 power units

(1) Assumed only for motor carrlero whose driver settlements are time-based.
(2) No industry average was calculated because survey responses only applied to those carriers whose driver

settlements are time-based, or if the functional activity is limited to specific industry segments.
* Weighted by the relative number of commercial vehicles in small, medium. and large interstate and intrastate fleets

as reported in the U.S. Department of Commerce 1992 Truck Inventory and Use Survey.
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Level of Technology Application in Motor Carrier Operations

Motor carriers from all industry segments are applying technology to enhance their
operational performance and fleet safety. The application of computer and
communications technologies are based on a motor carrier’s benefit/cost assessment
for functional activities. For example, optimizing routing and dispatching would drive
the purchase of mobile communications and mapping software; optimizing engine
performance would drive the purchase of real-time performance measuring via a
satellite system.

Figure ES2 details the current level of technology application among the motor carriers
responding to the ATAF survey by fleet size and extrapolated to the industry using
published estimates of the number of small, medium, and large fleets operating in the
United States.

Figure ES2
Motor Carrier Use of Advanced Technology

Based on the Survey Response of 700 Motor Carriers

Technology Area Percent of Motor Carriers
Using Technology

Communications:

Survey Respondents Weighted
Small Medium Large Industry,
Fleets Fleets    Fleets              Average

Mobile Communications
Electronic Data Interchange
Automatic Vehicle Location

Computers:

46% 42% 63% 46%
8% 27% 65% 11%
1%        5%      23%                   2%

Log Scanner/Auditing Systems
On-Board Computers/Hand-Held
Computers
Electronic Logs

Software:

7% 35% 50% 10%

7% 27% 57% 10%
1% 5% 19%   2%

Computer-Aided Dispatch/
Routing and Dispatching 15% 46% 74% 19%

Large Fleet = 100+ power units
Medium Fleet = 11 to 99 power units
Small Fleet = 1 to 10 power units

- Weighted by number of small, medium, and large fleets operating
in the United States
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Technology Products and Services
Potential Costs of lTS/CVO User Services

The potential costs to motor carriers for participating in the ITS/CVO User Services
includes two areas: (1) financing of government ITS/CVO infrastructure from road use
and other taxes and (2) cost of specific technology required to participate in a
functional activity. While the funding of lTS/CVO infrastructure is of great concern to
motor carriers, the focus of this analysis is restricted to only the motor carrier
purchases.

The expected purchase price is based on an assessment of existing technologies in
the marketplace with respect to the anticipated technological requirements of the User
Services. The vendors in the technology marketplace produce a wide variety of
products--hardware, software, and services--in an effort to enhance communications
and computing capacities. These have been reviewed and are detailed in Figure ES3.

Figure ES3
Technology Products and Services

Distribution of 180 Surveyed Vendors by Technology Group

Technology

Communications

Number of Vendors

Mobile Communications
Automatic Vehicle Location
Electronic Data interchange
Automatic Equipment/Vehicle Identification

Computers

17
15
15

6

On-Board Computers
Hand-Held Computers
Hours of Service Related Products

Software

7
12
4

Vehicle Maintenance Software
Routing and Dispatching
Mapping Software
Other Software Providers

Other Technologies

8
14
13
36

Vehicle Diagnostics
Service Providers
Weigh-in-Motion/Automatic Vehicle
Classification/On-Board Scales/
Traffic Management

6
16

11

Total 180
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Pricing and Enabling Technologies for the ITS/CVO User Services

Since the majority of functional activities of the ITS/CVO User Services are not currently
operational, the challenge of estimating costs lies in determining appropriate
assumptions related to enabling technology and pricing. The actual sale price for a
technology product is determined by myriad factors--number of units purchased, add-
on features to basic systems, the specific functional characteristics, etc. This analysis
does not attempt to estimate these factors, but rather maintains a simple price estimate
that represents a likely average price across industry segments and company size.
The cost of the technology systems are assumed spread over three years to reflect
conservative estimates of useful life for the systems. The pricing assumptions for the
ITS/CVO User Services are presented in Figure ES4.

Figure ES4
Pricing and Enabling Technology Assumptions

ITS/CVO User Service

Commercial Vehicle
Administrative Processes

Pricing/Enabling Technology

$500 per carrier per year--
Cost of PC-based EDI software ($1,500 per carrier
capitalized over three years) and transaction fees.

Electronic Clearance $11 per vehicle per year--
Cost of Type I, read-only transponder
($33 per transponder capitalized over three years).

Automated Roadside
Safety Inspections

Vehicle Inspection None--
All costs borne by enforcement agencies.

Hours-of-Service
Reporting and
Verification

$465 per vehicle per year--
Cost of hand-held data terminal ($1,395 per unit
capitalized over three years).

On-Board
Safety Monitoring

$233-$633 per vehicle per year--
Range based on cost of on-board devices for vehicle
systems/load monitoring (add-on devices to mobile
communications systems--$695 per unit) and the cost of
on-board computer systems ($1,900 per unit). All
costs are capitalized over three years.

Hazardous Materials
Incident Response

Freight Mobility

$500 per carrier per year--
Cost of PC-based EDI software ($1,500 per carrier
capitalized over three years).

Undetermined for User Service application.
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Part II

ITS/CVO  User Services Benefit/Cost Assessments

The benefit/cost assessments of the ITS/CVO User Services are based on the impacts
of current technology on motor carrier operations and are extrapolated to the
proposed User Services not yet deployed. The User Services hold promise for
improving the efficiency of regulatory and enforcement agencies, but the success of
the program will depend on the voluntary participation by motor carriers. In choosing
whether or not to participate in government applications of technology, motor carriers
will carefully scrutinize the benefits, costs, and policy implications of the ITS/CVO User
Services.

The following summarize the assessments:

Commercial Vehicle Administrative Processes (CVAP)

CVAP shows great promise for reducing motor carriers’ administrative compliance
costs. Reductions in administrative compliance labor costs--which include licensing,
permitting, registration, fuel tax reporting, and the installation of operating credentials
on vehicles--are expected to be in the range of nine to 18 percent. Motor carrier costs
to participate are expected to be low.

Within the framework of this study, the greatest promise is for medium- and large-
sized companies (primarily regional and national in range of operation). These
companies are expected to realize reductions’ in administrative compliance costs
outweighing participation costs by at least four to one. For small carriers, benefits are
assumed to be at least equal their cost of participating, as detailed in Figure ES5.

Motor carrier participation in this User Service can be expected to be broad.
Willingness to conduct regulatory transactions electronically via EDI was expressed by
32, 61, and 79 percent of small, medium, and large carriers, respectively. Market
potential is estimated to be in the range of 425,000 to 2.0 million power units ranging
from 11 to 54 percent of the medium and heavy truck population.

Motor carrier benefits from Commercial Vehicle Administrative Processes will likely be
maximized through state agency streamlining of regulatory compliance activities and
establishing the interfaces to enable paperless transactions between motor carriers
and agencies. Enhancements to CVO information systems will help improve agency
efficiency, reduce government costs, and then aid motor carriers.
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Figure ES5
Commercial Vehicle Administrative Processes Assessment

Motor Carrier Benefits, Costs, and Market Potential

Fleet Size: Small
1-10 Units

Medium
11-99 Units

Large
>99 Units

Benefits and Costs

Average annual labor cost for
administrative compliance
functions per vehicle $918.00 $306.00 $145.00

Average percent savings
due to technology (EDI) 9%(1) 18% 15%

Benefits--Estimated annual savings
in labor costs for administrative
compliance functions
per vehicle $83.00(1) $55.00 $22.00

Costs--Cost of PC-based EDI software
($1,500 per carrier),
capitalized over three years
and prorated over average respondent
fleet size by segment $83.00 $13.15 $1.11

Calculated
benefit/cost ratios 1.0:1(1) 4.2:1 19.8:1

Market Potential

Percent of vehicles
operated by EDI-capable
survey respondents 9% 34% 84%

Percent of vehicles
operated by survey respondents
willing to use EDI for
regulatory transactions 36% 69% 85%

Market Potential
(number of medium
and heavy trucks)

2,000 to 32,000 to 391,000 to
762,000 649,000 606,000

(1) InsufficIent numbers of EDl-capable  small carriers appear in the survey results to estimate the impact of technology on
compliance costs. Given the results from medium and large fleets, small fleets are assumed to show benefit/cost
ratios of at least 1 .0:1.
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Electronic Clearance (EC)

The labor costs of roadside compliance checks to motor carriers were estimated
based on survey respondent perceptions of the number and average duration,
including waiting time of size/weight, safety, and credential inspections they underwent
in 1994. For motor carriers whose driver settlements are time-based, average annual
per vehicle cost of driver time at roadside compliance checks is estimated to be $71,
$81, and $42 for small, medium, and large fleets, respectively. These stops are
assumed to hold no cost for carriers whose driver settlements are not time-based.

The potential benefit of EC to motor carriers as measured within the framework of this
analysis, is the reduced cost of driver time resulting from fewer stops for roadside
compliance checks. This analysis assumes that EC will decrease the amount of time
spent undergoing roadside compliance checks by 50 percent to 100 percent. This
measure of benefit may be considered only directly applicable to motor carriers who
pay their drivers based on time worked. For the carriers whose driver settlements are
not time-based, this analysis concludes that no benefit in terms of reduced cost of
driver time is derived from EC.

The calculated range of benefit/cost ratios for only motor carriers who pay their drivers
based on time worked are: 3.3:1 to 6.5:1 for small carriers; 3.7:1 to 7.4:1 for medium
sized carriers; and 1.9:1 to 3.8:1 for large carriers, as detailed in Figure ES6.

The proportion of power units operated by survey respondents who indicated that
roadside compliance checks decrease their fleets’ operating efficiency is 33, 40, and
47 percent for small, medium, and large carriers, respectively. Market potential is
estimated to range from 265,000 to 1.4 million power units, representing from seven to
38 percent of the U.S. medium and heavy truck population. This is not restricted to
carriers who pay drivers by time because the potential benefit extends to enhanced
operational efficiency.

Several concerns about EC were voiced by members of the trucking industry; many
are captured in the American Trucking Associations’ December, 1994 comments to the
FHWA on the intelligent Transportation Systems (ITS) National Program P/an and also
have been presented by several motor carrier members of the TWG. These include:

- Not all carriers will realize benefit in reducing the number of roadside
checks. Many motor carriers do not pay their drivers based on hours worked.
These carriers therefore generally do not recognize driver time spent at
roadside compliance checks as a business cost. In addition, 58 percent of the
survey respondents perceived roadside compliance checks as either improving
or having no effect on their fleets’ operating efficiency.

- EC is premised on clearing trucks past a fixed point. Automating fixed-site
weigh stations and inspection facilities may not be the best way to capture
noncompliant motor carriers and may not be compatible with emerging safety
compliance strategies.

- The scope of EC deployment and financing is undefined. Concerns exist that
funding the automation of fixed-site weigh stations and inspection facilities may
not be the best use of highway funds. Additionally, some motor carriers view the
payment of transaction or “clearance” fees as a method of augmenting state
revenues at motor carrier expense.
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Figure ES6
Electronic Clearance Assessment

Motor Carrier Benefits, Costs, and Market Potential

Fleet Size:

Benefits and Costs

Small
1-10 Units

Medium Large
11-99 Units >99 Units

Average hours per year
per vehicle undergo g roadside
compliance checks (1) 4.9 5.7 2.9

Average annual cost of driver time
at roadside compliance checks $0(2) $0(2) to $0(2)
per vehicle @$14.49/hr.

$71(3) $61(3) $42(3)

Assumed percent savings in driver
time at roadside compliance checks
per vehicle due to Electronic
Clearance 50-100% 50-100% 50-100%

Benefits--Estimated annual $0(2) $0 (2) $0(2)
savings per vehicle

$36 to $41 to  
$71(3)           $81(3)                 $42(3)

$21 to

Costs--Cost of Type 1, read-only transponder
($33 per transponder), capitalized
over three years $11 $11 $11

Calculated range of N o  Benefi(2)  N o  Benefit(2)  N o  Benefit(2)
benefit/cost ratios

3.3: 1 to             3.7:1 to               1.9::1 to
6.5:1(3) 7.4:1 (3 ) 3.8:1 (3)

Market Potential

Percent of vehicles operated
by survey respondents who perceive
that roadside compliance checks
decrease fleet efficiency 33% 40% 74%

Market potential
(number of medium

and heavy trucks)
7,700 to 37,000 to 219,000 to
696,000 373,000 336,000

(1)

(2)
(3)

This estimate is not based on timed observations, but is based on motor
carrier reported number and average duration of stops.
Estimated for motor carriers whose driver settlements are not time-based.
Estimated for motor carriers who pay drivers based on hours worked.
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Automated Roadside Safety Inspections (ARSI)

ARSI is evaluated for two components: (1) inspection of vehicles and (2) hours-of-
service reporting and verification.

The primary purpose of this User Service is to increase the efficiency of enforcement
personnel in conducting roadside inspections, thus allowing them to inspect a higher
volume of vehicles. Market potential is not an appropriate measure for this component
of ARSI because all motor carriers are subject to safety inspections.

Providing the means for drivers to present log data electronically to enforcement
officials would also reduce the amount of time required to undergo a roadside safety
inspection. In addition, the use of electronic logs or trip recorders reduce the amount
of time a driver spends completing logs and trip reports by as much as 25 percent,

For only those firms paying drivers based on time, the benefit/cost ratios for
automating driver hours-of-service recording and verification via on-board computers
or electronic logs are estimated to range from 1.1 :1 to 1.6:1, depending on industry
segment. For motor carriers whose driver settlements are not time-based, no benefit is
assumed within the analytical framework of this assessment, as described in Figure
ES7.

Based on the percent of power units operated by survey respondents who use on-
board computers or electronic logs, the estimated market potential for this aspect of
automating safety inspections is estimated to range from 80,000 to 886,000 power
units; ranging from two to 24 percent of the medium and heavy truck population.

As with Electronic Clearance, driver time spent on regulatory compliance activities is
not considered a cost for the motor carriers who do not pay drivers based on time
worked. Therefore, the benefits as defined in reducing driver time undergoing
roadside inspections or in completing logs are restricted to a narrow portion of the
industry.
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Figure ES7
Automated Roadside Safety Inspections--

Hours-of Service Recording and Verification Assessment
Motor Carrier Benefits, Costs, and Market Potential

Fleet Size:

Benefits and Costs

Small
1-10 Units

Medium Large
11-99 Units >99 Units

Average annual cost of driver
time for roadside safety inspections
per vehicle @14.49/hr.

Average annual cost of driver
time completing logbooks
per vehicle @14.49/hr

Average percent savings in driver
time due to technology
(electronic logbooks)

Benefits--Estimated annual savings
per vehicle

Costs--Cost of technology
(hand-held computer)

Calculated
benefit/cost Ratios

Market Potential

$0(1) $0(1) $0(1)

$30(2) $28(2) $11(3)

$0(1) $0(1) $0(1)

$2,443(2) $2,577(2) $2,567(2)

25% 25% 25%

$0(1) $0(1) $0(1)

$618(2) $651 (2) $645(2)

$465 $465 $465

No Benefit(‘) No Benefii(1) No Benefit(1)

1.3: 1 (2) 1.4:1(2) 1.4: 1 (2)

Percent of vehicles operated
by survey respondents who use on-board
computers or electronic logs 11% 29%

Market potential
(number of medium 2,600 to 27,000 to
and heavy trucks) 229,000 273,000

(1) Estimated for motor carriers whose driver settlements are not time-based.
(2) Estimated for motor carriers who pay drivers based on hours worked.

54%

50,200 to
383,000

The ATA Foundation. Inc. ITSICVO User Services Benefit/Cost Analysis-Final Report, August 1996
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On-Board Safety Monitoring (OBSM)

OBSM has two components: (1) collision avoidance and (2) on-road safety monitoring
of drivers and vehicles. The framework of this study--evaluation of impacts of
technology on the labor costs of motor carrier regulatory activities-- allows for the
evaluation of only the second component. Collision avoidance is not assessed
because: (1) the activity does not strictly involve regulatory compliance and (2) the
exposure of collision avoidance technologies in the marketplace is limited and the
impact on current activities cannot be assessed.

The monitoring of drivers and vehicles is assessed based on savings in labor for on-
the-road direct observation of drivers and vehicles by using on-board computers or trip
recorders instead. The monitoring of drivers and vehicles is only one of many
functions performed by on-board computer systems or trip recorders. The benefit of
reducing labor costs associated with on-road safety monitoring is small compared to
the cost of on-board computers or trip recorders, resulting in calculated benefit/cost
ratios ranging from less than 0.1:1 to 051, as described in Figure ES8.

Motor carriers will not likely purchase an on-board monitoring device solely to
automate direct observation of drivers and vehicles, but would include this benefit with
other operational benefits derived from its use. For example, other benefits could
include increased equipment utilization, reduced fuel consumption, improved
maintenance programs, etc. In other words, the decision to invest in such on-board
sensing and recording devices will be based primarily on the motor carriers’
assessment of operational and safety benefits.

Estimated market potential is not based on positive benefit/cost ratios as calculated
within this narrow framework, but is based on those carriers who currently use on-
board computers or trip recorders for monitoring driver/vehicle performance. Market
potential is estimated to range from 202,000 to 866,000 power units, representing a
range from five to 23 percent of the medium and heavy truck population. This estimate
should be viewed carefully, as it may more realistically express the potential for on-
board computers as a tool of fleet management than potential motor carrier
participation in OBSM.

Motor carriers have expressed concern about monitoring or recording devices
becoming mandatory equipment on their vehicles. As well, drivers have shown limited
acceptance of on-board monitoring devices, citing the devices are an invasion of their
privacy in their workplace.

The ATA Foundation, Inc. ITSICVO User Services Benefit/Cost Analysis--Final Report, August 1996
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Figure ES8
Automated Monitoring of Driver and Vehicle operations Assessment

Motor Carrier Benefits, Costs, and Market Potential

Fleet Size:

Benefits and Costs

Small
1-10 Units

Medium Large
11-99 Units >99 Units

Average annual labor cost for
observing driver and vehicle
performance on the road
per vehicle

Average percent savings due
to technology (on-board
sensing device-OBSD)

Benefits--Estimated annual savings in
labor costs for observing
driver and vehicle performance
on the road per vehicle

Costs(‘)--Likely cost of
technology per vehicle

Calculated
benefit/cost ratios

Market Potential

$572 $183 $60

20% 20% 20%

$114 $37 $12

$232 to $232 to $232 to
$633 $633 $633

0.18:1 to 0.06:1 to 0.02:1 to
0.49:1 0.16:1 0.051

Percent of vehicles operated
by survey respondents using mobile
communications systems which would
support real-time OBSD 3% 11% 41%

Percent of vehicles operated
by survey respondents
who use on-board computers 10% 30% 52%

Market potential
(number of medium 700 to 10,200 to 191,000 to
and heavy trucks) 213,000 283,000 370,000

(1) Range based on cost of on-board devices for vehicle systems/load monitoring (add-on devices to mobile
communications systems4695 per unit) and the cost of on-board computer systems ($1.900 per unit). All costs are
capitalized over three years.
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Hazardous Materials Incident Response (HMIR)

HMIR is assessed within the framework of reducing motor carriers’ administrative costs
for hazardous materials incident response programs through automation. Reduced
remedial costs are not considered.

A method of providing first responders with information on load contents grew from the
conclusions of a 1993 National Research Council (NRC) report on transportation and
hazardous materials in which it was determined that a centralized system for tracking
hazardous materials shipments would be too unwieldy and costly. The NRC
recommended that industries transporting hazardous materials build on existing
management systems developed by railroads and motor carriers.

The functional characteristics of this User Service are currently being defined through
two operational tests. Hazardous Materials Incident Response is assessed assuming
that motor carriers would post existing response information to a well-publicized site in
an electronic network. Emergency responders could then rapidly access information
about the company, cargo, response instructions, emergency response phone
numbers, etc. These data are currently maintained by hazardous materials
transporters.

A comparison of costs for motor carriers that use EDI and those that do not indicate
nine to 18 percent lower costs for administrative compliance functions. Accordingly, it
is assumed that the motor carrier costs of hazardous materials incident response
programs would be reduced by a similar percent using these types oftechnologies.
The estimated benefit/cost ratios range from 0.3:1 to 2.5:1, as detailed in Figure ES9.
Within the framework of this assessment, this User Service holds promise for medium
and large carriers. The cost of participating in this User Service outweighs the
potential benefits for small carriers.

Market potential is estimated to range from 94,000 to 377,000 power units,
representing approximately eight to 34 percent of trucks regularly transporting
hazardous materials in quantities large enough to require a placard.

Though HMIR will enable improved motor carrier efficiency in administrating an
incident response program, this User Service is designed to improve management of
HazMat incidents to ensure the safety of the public and emergency responders.

The ATA foundation, Inc. ITSICVO User Services Benefit/Cost Analysis--Final Report, August 1996
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Figure ES9
Hazardous Materials Incident Response Assessment
Motor Carrier Benefits, Costs, and Market Potential

Fleet Size:

Benefits and Costs

Small
1-10 Units

Medium Large
11-99 Units >99 Units

Average annual administrative
labor cost for hazardous materials
incident response per vehicle

Average percent savings
due to technology (EDI)

Benefits--Estimated annual savings in
administrative labor costs
for hazardous materials incident
response per vehicle

Costs--Cost of PC-based EDI software
$1,500 per carrier), capitalized
over three years and prorated
over average respondent
fleet size by segment

Calculated
Benefit/Cost Ratios

Market Potential

$270.00 $74.00 $20.00

9%(1) 18% 15%

$23.30(1) $13.32 $3.00

$83.33 $12.50 $1.22

0.3:1(1) 1 .1 :1 2.5:1

Percent of vehicles operated
by EDI-capable  HazMat carriers
responding to the survey

Percent of vehicles operated by

6% 39% 77%

HazMat carrier respondents willing to use
EDI for regulatory transactions 33% 75% 73%

Market potential (number of None 19,000 to 75,000 to
trucks) Assumed 212,000 165,000

(1) Insufficient numbers of EDI-capable  small carriers appear in the survey results to estimate the impact of
technology on compliance costs. Given the resutts from medium and large fleets, small fleets are assumed
to show benefit/cost ratios of at least 1 .O:1 .
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Freight Mobility (FM)

FM involves motor carrier use of many technologies to improve fleet operating
efficiency and safety. The literature provides many examples of advanced computer
and communications technologies improving carrier operational efficiency for vehicles,
fleets, and business functions. The high ratio of benefits to costs are obvious from the
rapid deployment of decision support systems, communications equipment, on-board
computers, etc. These are borne out by the description of benefits provided by the
motor carrier survey respondents.

The use of mobile communications can yield benefit/cost ratios ranging from 1.5:1 to
5.0:1 Computer-aided dispatch and routing systems also provide carriers benefits far
outweighing costs.

The public sector role in Freight Mobility is still undefined, but will likely be based on
enhancing operational efficiency and safety. Possible public sector applications may
include real-time traffic information to aid routing and dispatch functions. Computer-
aided routing and dispatch systems (CAD) are used by 15,46, and 74 percent of small,
medium, and large carrier survey respondents, respectively. Based on these figures, it
is estimated that the routing/dispatching of approximately 1.5 million medium and
heavy commercial vehicles could potentially be affected through the use of real-time
traffic information.

Recommendations for Additional Research

This study effort detailed benefit/cost assessments of the ITS/CVO User Services within
the framework of their impacts on motor carrier labor costs of compliance with current
regulations. The operational and safety impacts of the User Services were not
quantified through this effort, nor were the impacts to motor carriers of changes in the
regulatory environment examined.

The ITS/CVO User Services are evolving; the dozens of operational tests and program
developments will ultimately determine their form. These all assume that there are
safety and operational benefits to motor carriers, but these have not been
systematically determined nor quantified. For example, the vendor literature suggests
that one-half of all vehicle collisions could be avoided if the driver had even a one-half
second warning of the impending collision and high frequency radar could provide this
warning. But what is the context of benefits and costs in the motor carrier operation?

Anecdotal information is being used to drive many projects that will define the ITS/CVO
program. Therefore, it is recommended that a systematic assessment be conducted to
determine the safety and operational impacts from current and emerging ITS
technologies for motor carriers to help guide the programs of the future and
demonstrate the potential benefits to motor carriers.

From the perspective of motor carriers, regulatory efficiency is best realized through
the elimination of regulation. Institutional issues analyses focus on improving existing
regulatory structures and not on their reform. It is also recommended that institutional
renovation be analyzed to accompany ITS/CVO deployment for motor
carrier/government applications.

The ATA Foundation, Inc. ITS/CVO User Services Benefit/Cost Analysis--Final Report, August 1996



Great Lakes & Southeast States

Mainstreaming

Alliance For Commercial Vehicle Operations

Let’s begin by examining the purpose of the pro-

others in a main couse or direction for the gram and identifying some of the key activities.
  ongoing development of an idea or a  system          

           What is “Mainstreaming” ?

“Mainstreaming” is a term used by the Federal
Welcome . . . Highway Administration (FHWA) to designate a

to ACVO, the Alliance for Commercial Vehicle
program for organizing and managing the de-

Operations, a multi-state cooperative that is plan-
ployment of Intelligent Transportation Systems

-ning to improve Commercial Vehicle Operations
2 (ITS) for Commercial Vehicle Operations (CVO).

within the states and regions. ACVO was
“Mainstreaming” includes streamlining the ad-

launched in the Fall of 1996 as an extension of the
ministration of motor carrier regulations, focus-

Federal Highway Administration (FHWA)‘s
ing safety enforcement activities on high-risk

“mainstreaming” program. Led by the Common-
carriers, and reducing congestion costs for mo-
tor carriers. ITS/CVO  services involve automat-

wealth of Kentucky, ACVO comprises two major
regional trucksheds (Southeast and Great Lakes)

ing existing operations, networking. information

and is further affiliated with the states of the Mid-
systems, and changing the way that states and
carriers do business.

west. The Kentucky Transportation Center (KTC)
will facilitate planning and information exchange of The
ACVO members in the Southeast and Great Lakes

FHWA (Off ice of Motor Carriers)

regions serving as the mainstreaming “champi-
mainstreaming program objectives are to:

ons”. - lncoroorate ITS/CVO  more fully into state and
metropolitan transportation planning
activities;

-  Coordinate ITS/CVO activities among
agencies and among states; and.

Through this first edition of the ACVO Newsletter
we hope to provide useful information about ACVO

-  Expain the lTS/CVO program to key decision

and the mainstreaming program, as well as intro-
makers in the public and private sectors.

duce you to key contact people who will be involved
in establishing vital communication links between Note: Some of the above and the next page were taken

the states and regions. from The ITS/CVO Mainstreaming Program, Summer
1996, U.S. Department of Transportation, Federal High-
way Administration, Office of Motor Carriers, ITS/CVO
Division.



Commercial vehicle operations include
over-the-road freight hauling and pas-
senger services.

What Activities Does Mainstreaming Include?

Mainstreaming includes the following types of ac-
tivities:

- Support for state and regional working groups
comprising representatives of key public
and private sector CVO stakeholders.

-  Development of state and regional CVO
business plans that identify specific
projects, milestones, funding sources,
and responsibilities.

-  Benefit/cost analyses and other technical
studies that provide supporting information
for deployment activities.

- Appointment of a CVO “champion” in each
region to work with the regional and state
working groups and encourage CVO
deployment.

- Outreach to and education of state and industry
participants that will increase the
awareness of and support for ITS/CVO
activities.

How Will Mainstreaming Activities
Be Organized?

Through its mainstreaming activities, the ITS/CVO
program will develop policies, plans, and projects
at three levels:

- The state level because it is the states that
have the first-line responsibility for motor
carrier regulations.

- The regional level, because many truck trips
are interstate.

- The national level, because of the need to
ensure uniformity of services for carriers
operating in more than one region.

What Is The Role of the State Program?

The state program will emphasize planning for and
deployment of specific ITS/CVO technologies and
services, with a particular emphasis on the de-
ployment of the Commercial Vehicle Information
Systems and Networks (CVISN), a framework for
electronic data interchange among agencies and
carriers. This will be achieved through the follow-
ing activities:

2



What Have I Signed On For?

By now, you may be asking this question! The
Mainstreaming Program, and the multi-state
ACVO alliance, is an ambitious venture designed
to affect interstate commerce nationwide by 2005.
By participating at the very beginning of its imple-
mentation, ACVO states will play a critical role in
helping to define the standards and policies that
will facilitate interstate commerce activities in the
future. We see each ACVO member state being
involved potentially in a five-step process designed
to:

1. Empower change compatible with the
program mission and vision

2. Determine capabilities, strengths, and
weaknesses

3. Identify opportunities and best practices for
processes and enabling technology

4. Improve strategic/business planning and
program budget decision making

5. Implement and deploy improved CVO
practices

Lead State (Kentucky) Mission

The mission of the Kentucky Transportation Cen-
ter, through the lead state of Kentucky, is to pro-
vide a package of services to ensure a highly suc-
cessful regional mainstreaming program that ben-
efits all the participating states and moves the re-
gion toward the Year 2005 goal.

- ---------------
Mainstreaming Conference

The first get together of the ACVO alliance is planned for
December 4-5, 1996 at the Northern Kentucky-Cincinnati
Airport Radisson. Conference participants will be wel-
comed by the home state representative and the Secre-
tary of the Kentucky Transportation Cabinet. They will hear
from representatives of the Federal Highway Administra-
tion, commercial carriers, the Johns Hopkins University
Applied Physics Lab, ITS America and pilot/model
mainstreaming states. In addition, small regional groups
will discuss the national guiding principles for the
mainstreaming program, and functional area teams will
meet to discuss strategies for information collection and
dissemination. Look for conference highlights in the next
ACVO Newsletter.----------------

ACVO Mainstreaming States

l  Mainstreaming Lead State
X  Model Deployment State
[]  ACVO Members

ACVO Affiliates
3



Great Lakes & Southeast States Mainstreaming Contacts
Lead State Program Management (Kentucky):

Ed Logsdon (502) 564-7000
Jim lsaman (502) 564-5027

Kentucky Transportation Center:
Calvin Grayson (606) 257-4513
Don Hartman (606) 257-3729
Ted Grossardt (606) 257-4513,236
Dan Sutch (606) 257-4513,235

Lead State Functional Area Leaders:
Electronic Credentialing-
Rick Taylor (502) 564-4540

Clearinghouse Connections
Jim Roberts (502) 564-7000

Safety Information
Jeff Bibb (502) 564-3276

Electronic Screening
David Herald (502) 564-4603
Leon Walden (502) 564-7433
Joe Crabtree (606) 257-4513,241

FHWNOMC:
Southeast
Glen Musial (404) 562-3600
Great Lakes
Michael Nighbert(708) 283-3577
Washington
Jeff Loftus (202) 366-4516

elogsdon@mail.kytc.state.ky.us
jisaman@mail.kytc.state.ky.us

cgrayson@engr.uky.edu
dhartman@engr.uky.edu
thgros00@pop.uky.edu
dsutch@engr.uky.edu

rtaylor@mail.kytc.state.ky.us

jroberts@dotanx.kytrans.kytc.state.ky.us

jbibb@mail.kytc.state.ky.us

dherald@dotsob.kytrans.kytc.state.ky.us
Iwalden@mail.kytc.state.ky.us
jcrabtree@engr.uky.edu

gmusial@intergate.dot.gov

michael.nighbert@fhwa.dot.gov

jeffrey.loftus@fhwa.dot.gov



AVCO Mainstreaming Consortium
Northern Kentucky-Cincinnati A i r p o r t  Radisson

December 3-5,1996

Tuesday,  December 3
6:30-8:30

Wednesday, December 4
7:30-8:30
8:30-8:45

8:45-8:50
8:50-9:15
9:15-9:30
9:30-9:45
9:45-1 0:00
10:00-10:45

10:45-11:15

11:15-11:30
11:30-12:30
12:30-1:00

1:00-1:45

1:45-2:00
2:00-3:30

3:30-4:00
4:00
6:00

Thursday, December 5

7:30-8:30
8:30-9:00

9:00-9:30

9:30-10:45

10:30-10:45
10:45-11:30
11:30-11:45

Hospitality Night (Cash Bar/Registration)
Atrium Lounge, Radisson Hotel

“Good Morning America Breakfast”/Registration
Lead State Welcome: Ed Logsdon,  Commissioner, KY Dept. Vehicle Regulation

Sen. Kim Nelson, Chairman, Senate Transportation Committee
State Rep. James Callahan; State Rep. Hubert Collins, Chairman, House
Transportation Committee

Meeting Purpose: Calvin Grayson, Director, Kentucky Transportation Center
State Introductions: Commissioner Logsdon
FHWA/OMC Support: Glen Musial
CVISN Overview: Tim Herder/Johns Hopkins University/Applied Physics Lab
Break
Mainstreaming Overview: Commissioner Ed Logsdon,  Bill Wilson, Midwest

Mainstreaming, Don Hartman,  Kentucky-Transportation Center
Carrier Perspective/Introductions: Buddy Yount, State Director OMC-FHWA,

Jim York, Private Truck Council, David Black, Lexington Cartage;  Nellie
Jenkins, CGH Transport, Inc.; Herb Schmidt, Contract Freighting Inc.

Enforcement Perspectives: John “Jack” Van Steenburg, CVSA
Lunch
Introduction: Secretary Jim Codell. III

ITS/CVO  Opportunities: George I. Reagle, Associate Administrator of Motor
Carriers for the Federal Highway Administration

Deployment States Panel Discussion: Jim Ramsey, KY: Nick Owens, MD;
Marilyn Gaiovnik, MN; Eric Dhanak, MI; Ken Jennings, VA

Instructions for Breakout Sessions; Break
Breakout: Regional Focus Groups Benchmarks, Guiding Principles, and

Capabilities
State Planning Guidelines and Regional Plan: Don Hartman
Wrap-up and Evening Instructions: Commissioner Logsdon
Evening Social/Discussion --

“Good Morning America Breakfast”
State and Regional Issues: ACVO Staff

Q&A on Planning Guidelines, Don Hartman
Technology for the 21 st Century: Hal Kassoff, Executive Vice-President and

Chief Operating Officer for ITS America
Breakout: Functional Area Teams Discussion (Program Managers and team

members); Administering Changing Technology (Policy Makers and Agency
Administrators)

Break
Functional Area Teams Presentations
Wrap-up: Calvin Grayson



Alliance for Commercial Vehicle Operations (ACVO)
Mainstreaming Conference

Summary Report

December 4-5,1996

The ACVO Mainstreaming Conference was held on December 4-5, 1996 at the
Northern Kentucky-Cincinnati Airport Radisson Hotel. There were approximately 100
people in attendance and 18 states were represented.

Led by the Common-wealth of Kentucky (The Kentucky Transportation Center is
serving as the mainstreaming “champion.“), ACVO comprises two regional trucksheds
(Southeast and Great Lakes) and is further affiliated with the states of the Midwest.
The following states are members of the ACVO:

Great Lakes Southeast States

Indiana
Michigan
Minnesota
Ohio
West Virginia
Wisconsin

Georgia
Kentucky
Louisiana
Mississippi
North Carolina
Tennessee
Virginia

Overall, the meeting was extremely organized, well attended, and very successful. The
conference included several informative presentations, breakout sessions (see
conference interim report on technology assessment survey, change motivators, and
guiding principles ratings [dated December 5, -l996]), and networking opportunities
between the states.

Some of the significant issues/information from the conference includes the following:

-  Commissioner Ed Logsdon,  Kentucky Department of Vehicle Regulation, led the
conference and was very informative and supportive throughout the conference.
Mr. Logsdon  said he is requesting the ACVO Regional Plan be submitted early (by
September 1997) to the Federal Highway Administration (FHWA). Mr. Logsdon
said the plan will have “common threads” between the states. This issue was raised
later on during the conference by the question: How will each state’s ITS/CVO plan
fit into the regional plan? Mr. Logsdon responded by saying we have not addressed
this issue yet, but the regional and state plans will be consolidated somehow.

l Mr. George Reagle, Associate Administrator for the Office of Motor Carriers (OMC),
discussed Intelligent Transportations Systems/Commercial Vehicle Operations
(ITS/CVO) opportunities with an emphasis on safety. Mr. Reagle said a leader’s
most important job is communication, and he challenged the attendees toward that
effort. Mr. Reagle also pointed out that we are all being asked to change and do
more with fewer resources. In the case with OMC, we are changing from an



enforcement and revenue generation focus to safety. To explain this new focus, Mr.
Reagle discussed his OMC triangle that includes the following three elements:
partnerships, technology, and crash-free environment.

- Mr. Hal Kassoff, ITS America Executive vice-president and Chief Operating Officer,
said widespread ITS deployment in the United States is inevitable because it will
address our transportation problems. Mr. Kassoff challenged the attendees with the
question - How will widespread ITS deployment occur? He then discussed the
following three possible approaches/models: Directed (Federal legislation and
funding), Grass Roots (market control), and Facilitated Framework (not centrally
driven, but emerges as a pattern). Mr. Kassoff supports the Facilitated Framework
approach because it is a combination of the Directed and Grass Roots models and
is the most acceptable model. The Facilitated approach will allow for Federal
leadership and direct involvement and support from local government and industry.

-  Mr. Don Hartman, Kentucky Transportation Center, informed the attendees that the
anticipated ACVO mainstreaming products include the following:

-   Participant directory
- Draft marketing/outreach strategy plan
-  Status reports
-   Planning guidelines
- Identification of future funding
-  Regional -ITS/CVO plan
- A minimum of two regional conferences
-  Team meetings
- Monthly report to members

-  Mr. Herb Schmidt, Contract Freighting Inc., expressed his concern that technology
might create a sterile environment for CVO. Specifically, he was concerned that
CVO administrative automation will result in fewer personal contacts between
regulatory personnel and the industry, and create an objective environment.
Evidently, Mr. Schmidt’s company has an excellent and personal relationship with
the regulatory agencies, and he is concerned that technology might impede this
rapport.

- Mr. Calvin Grayson, Director, Kentucky Transportation Center, provided the
conference wrap-up. Concerning the next ITS/CVO steps for each state, Mr.
Grayson said each state needs to inventory where they are at, where they want to
be in five years, and identify potential funding. Mr. Grayson  said there will probably
be a mainstreaming conference for the Great Lakes Region and one for the
Southeast Region in the Spring of 1997 and a consolidated conference in the Fall of
1997. An invitation was extended to all ACVO states to allow Kentucky
representatives to meet with each state to strategize their ITS/CVO plans.

h:Visa\kbaxfer\acvo.wpd. 12-9-96
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INTERIM REPORT
Mainstreaming

Great Lakes and Southeast States
December 5,1996

I. Preliminary Technology Assessment Survey

The survey was faxed on 11/14/96 to 75 state contacts. Information was
collected from 13 states. The survey was in four parts, as follows:

1. Credentials and Permitting

Respondents were asked to mark all the interfaces for Inter-state operating
authority, Intra-state operating authority, over-size/over-weight permits, Single
state registration, and IFTA registration. Table 1 shows heavy reliance on in-
person and by mail. With the exception of over-size/over-weight permits, which
is represented by all interface categories. Of the remaining forms, cash and fax
are more heavily used.

Interstate Operating Authority
64% each-by mail and in-person
29% each-by fax and cash only
21% each-by phone / credit cards

0% by wire, on-line, escrow, EFT

Over-Size/Over-Weight Permits
66% each - by in-person, mail, fax
71% by wire
64% by phone
50% escrow

IFTA Registration
93% by in-person
86% by phone
43% by cash only
36% by fax
21% each-by phone, wire, credit

card
0% by EFF, escrow, on-line

Single State Registration
86% each-in person and mail
43% by cash only
29% by credit card
21% by fax
7 %  by phone
0% each-by wire, on-line, escrow,

EFT



2. Roadside Information Availability

As Table 2 indicates, there is a fairly even distribution of information provided by
hard copy, by off-line database and on-line database in Driver Safety Data,
Vehicle Inspection Data, and Carrier Safety Data. For State Vehicle Registration
and CDLIS, information is slightly more heavily weighted toward use of on-line
databases Because there was some confusion over the definition of on-line and
off-line databases, the most important feature of these data is in the use of hard
copy versus the use of databases.

Table 2: Information Available to Roadside

Driver Safety Data

40% -- by hard c o p y

30% each -by off-line and on-line database

Vehicle Inspection Data

37% each - by hard copy and off-line database

27% -- by on-tine database

Carrier Safety Data

45% by off-line database

27% each - by hard copy and on-line database

State Vehicle Registration

45% - by on-line database

35% - by off-line database

20% -- by hard c o p y

CDLIS

55% -- by on-line database

20% - by off-line database

15% - by hard c o p y

3. CV Enforcement/Weight Stations

The next survey question addressed the use of Interaction with MCMIS
SAFETYNET, WIM, and Electronic Screening/Clearance. Of the respondents,
31% indicate use of Interaction with MCMIS; 39% with SAFETYNET. WIM is
used by 92% of the respondents, with 69% reporting use of ramp sorting and
31% mainline. Of the 13 respondent states, 54% report the use of Electronic
Screening/Clearance.

4. Clearinghouse Membership

Finally, respondents were asked whether they are now or plan to become a
member of any clearinghouses. Of the three clearinghouses listed, 92% of the
respondents indicate current or future membership in IFTA or IRP; 54%
indicated the same for HAZMAT.



II. Chanqe Motivators (Benchmarking)

Conference participants formed into groups by membership in a truckshed
region. The first task for members of each regional breakout group (Great Lakes
or Southeast) was to look at the environment for change in his or her own state.
In some states there is a strong environment for change. This is not simply
change for the sake of change: instead, it is change for the purpose of
improvement. Each group was challenged to look at five “Change Motivators,”
factors whose presence or absence can influence the environment for change.
If at least two of the factors are present, there is a greater chance for change to
occur. The factors are:

1. Executive Mandate - Is there an executive or legislative mandate for change?
2. Severe Budget  Restrictions - Are there severe budget restrictions for your state/agency?
3. Strong Customer Dissatisfaction - Is there strong customer dissatisfaction?
4. Benchmarking Results - Do the results of benchmarking with other states show significant

differences?
5. An Overall Change Environment- is there an overall environment for change (desire to look

at processes and enabling technologies).

Table 3: Perceived Presence of Change Motivators

CHANGE MOTIVATOR
FACTOR (Benchmarks)

EXECUTIVE MANDATE
Southeast
Great Lakes
Combined
SEVERE BUDGET
RESTRICTIONS
Southeast
Great Lakes
Combined
STRONG CUSTOMER
DISSATISFACTION
Southeast
Great Lakes
Combined
Benchmarking Results
Southeast
Great Lakes
Combined
Overall Change Environment
Southeast
Great Lakes
Combined

Definitely
Present

1

36% 21% 11%
22% 11% 17%
30% 17% 13%

21% 18%  46% 14%
6% 28% 22% 33%
15% 22% 3 % 22%

15%
 0%
 0%

25%
11%
20%

25%
44%
31%

2

36%
39%
37%

35%
33%
31%

43%
33%
39%

3

43%
33%
39%

21%
33%
26%

21%
11%
17%

4

7%
22%
13%

21%
17%
20%

18%
6%
13%

11%
6%
4%

Not
Present

5

25%
28%
26%

0%
11%
4%

0%
11%
4%

4%
4%
7%

0%
6%
2%



III. Guiding Principles Ratings

The principles are proposed as fundamental guidelines for CVO processes
under Mainstreaming. Because they are important to the business plan, they
require careful consideration by each state for its willingness and ability to
support these principles. The Guiding Principles were developed under the
auspices of the ITS America CVO Program Subcommittee. They continue to be
reviewed by that Committee and will be updated as required to reflect the
consensus of the CVO community.

Members of the regional breakout groups were asked to consider each Guiding
Principle, then indicate the Level of Acceptance in his or her state, and the Level
of Effort needed for major investments of time and/or resources.

Great Lakes

Guiding Principle 1
Use an approach balancing
organizational changes and
appropriate ITS/CVO technology to
achieve efficiency and effectiveness
for carriers, drivers, governments,
and other CVO shareholders.

Guiding Principle 2
Streamline the CVO registration and
tax process for carriers and
government through information
technology-improved practices and
procedures.

Level 1, Level2 Level 3
Lew3l4 



Guiding Principle 3
Focus roadside operations on
eliminating unsafe and illegal
operations by carriers, drivers, and
vehicles without reducing the
productivity and efficiency of safe
and legal carriers and drivers.

Guiding Principle 4
Evaluate new technology
applications against regulatory
choices that incorporate low- and no-
technology options to ensure that
applications are cost-effective for
both government and industry.

Guiding Principle 5
Use data exchange methods among
systems that will ensure data
integrity and prevent unauthorized
access.

Level 1 Level 2 Level 3     Level 4 Level 5

Level 1 Level 2 Level 3 Level 4 Level 5

Level 1 Level 2 Level 3 Level 4 Level 5

Guiding Principle 6
Adopt architecture that will
accommodate proven technologies
and legacy systems whenever
possible.

Level  1 Level Level 3 Level 4 Level 5



Guiding Principle 7
Incorporate key architectural
elements into appropriate standards
(state, national, international) after
feasibility has been demonstrated.

Guiding Principle 8
Support CVO roadside operations
programs with timely, current,
accurate, and verifiable electronic
information, making it unnecessary
for properly equipped vehicles to
carry paper credentials.

 Acceptance
--+-Effort

Level 1 Level 2 Level 3 LevelI 4 Level 5

Level 1 Level 2 Level 3 Level 4 Level 5

Guiding Principle 9
Use a safety risk rating for all carriers
based on best available information

10

and common criteria.
8

[ ] Acceptance

Level 1 Level 2 Level 3 Level 4 Level 5

Guiding Principle 1 0
Use CVISN architecture with open
standards for electronic information
exchange among state units,
commercial vehicle operators, and
other authorized parties.

Level 1 Level 2 Level 3 Level 4 Level 5



Guiding Principle 1 1
Conduct inspections and audits to
provide incentives for carriers and

10

drivers to improve poor performance. 8

Level 1 Level 2 Level 3 Level 4 Level 5

Southeast

Use an approach balancing
organizational changes and
appropriate ITS/CVO technology to
achieve efficiency and effectiveness
for carriers, drivers, governments,
and other CVO shareholders.

--Acceptance 

Level 1 Level 2 Level 3 Level 4 Level 5

Guiding Principle 2
Streamline the CVO registration and
tax process for carriers and
government through information
technology-improved practices and
procedures.

12

Level 1 Level 2 Level 3 Level 4 Level 5

Guiding Principle 3
Focus roadside operations on
eliminating unsafe and illegal
operations by carriers, drivers, and
vehicles without reducing the
productivity and efficiency of safe
and legal carriers and drivers.

Level 1 Level 2 Level 3 Level 4 Level 5



Guiding Principle 4
Evaluate new technology
applications against regulatory
choices that incorporate low- and no-
technology options to ensure that
applications are cost-effective for
both government and industry.

Level 1 Level 2 Level 3 Level 4 Level 5

Guiding Principle 5
Use data exchange methods among
systems that will ensure data
integrity and prevent unauthorized
access.

Guiding Principle 6
Adopt architecture that will
accommodate proven technologies
and legacy systems whenever
possible.

Level 1 Level 2 Level 3 Level 4       Level 5

Level 1 Level 2 Level 3 Level 4   Level 5

Guiding Principle 7
Incorporate key architectural
elements into appropriate standards
(state, national, international) after
feasibility has been demonstrated.

Level 1 Level 2 Level 3 Level 4 Level 5



Guiding Principle 8
Support CVO roadside operations
programs with timely, current,
accurate, and verifiable electronic
information, making it unnecessary
for properly equipped vehicles to
carry paper credentials.

12

10

8

6
4

2

0
Level 1 Level 2 Level 3 Level 4 Level 5

Guiding Principle 9
Use a safety risk rating for all carriers
based on best available information
and common criteria.

Guiding Principle 10
Use CVISN architecture with open
standards for electronic information
exchange among state units,
commercial vehicle operators, and
other authorized parties.

Level 1     Level 2       Level 3  Level 4 Level 5

2  -1

Level 1 Level 2 Level  3 Level 4   Level 5

Guiding Principle 11
Conduct inspections and audits to
provide incentives for carriers and 5
drivers to improve poor performance. 4

Level 1 Level 2 Level 3 Level 4 Level 5



Aff iliates

Guiding Principle 1
Use an approach balancing
organizational changes and
appropriate ITS/CVO technology to
achieve efficiency and effectiveness
for carriers, drivers, governments,
and other CVO shareholders.

Guiding Principle 2
Streamline the CVO registration and
tax process for carriers and
government through information
technology-improved practices and
procedures.

Guiding Principle 3
Focus roadside operations on
eliminating unsafe and illegal
operations by carriers, drivers, and
vehicles without reducing the
productivity and efficiency of safe
and legal carriers and drivers.

Guiding Principle 4
Evaluate new technology
applications against regulatory
choices that incorporate low- and no-
technology options to ensure that
applications are cost-effective for
both government and industry.

3

2.5

2

1.5

1

0.5

0
Level 1 Level 2 Level 3 Level 4 Level 5

Level 1 Level 2 Level 3 Level 4 Level 5

Level 1 Level Level 3 Level 4 Level 5

3

2.5

2

1.5
1

0.5

0
Level 1 Level 2 Level 3 Level 4 Level 5



Use data exchange methods among
systems that will ensure data
integrity and prevent unauthorized
access.

Guiding Principle 6
Adopt architecture that will
accommodate proven technologies
and legacy systems whenever
possible.

Level 1 Level 2 Level 3 Level 4 Level 5

Level 1 Level 2 Leveld 3 Leveli 4 Leveli 5

Guiding Principle 7
Incorporate key architectural
elements into appropriate standards
(state, national, international) after
feasibility has been demonstrated.

2

Level 1 Level 2 Level 3 Level4 Level 5

Guiding Principle 8
Support CVO roadside operations
programs with timely, current,
accurate, and verifiable electronic
information, making it unnecessary
for properly equipped vehicles to
carry paper credentials.

Level 1 Levle 2 Level 3 Level 4 Level 5



Guiding Principle 9
Use a safety risk rating for all carriers
based on best available information 2
and common criteria. 1.5

1
0.5

0

Leveld1    Level 2 Level 3 Level 4 Level 5

Guiding Principle 10
Use CVISN architecture with open
standards for electronic information
exchange among state units,
commercial vehicle operators, and
other authorized parties.

Level1 Level 2 Level 3 Level 4 Level 5

Guiding Principle 11
Conduct inspections and audits to
provide incentives for carriers and
drivers to improve poor performance. 2

Level 1 Level 2 Level 3 Level 4   Level 5

IV. “Selected Comments” on the Guiding Principles

Because ratings cannot always tell the story, we have included significant
comments from attendees. They are not intended to indicate any particular
"sense of the whole”, but do indicate some of the thoughts and experiences of
individuals and agencies grappling with improving CVO processes.



 Great Lakes States

1. “critical that ‘process re-engineering’ be addressed first” / “some ‘turf
differences are still impeding this process, although steady progress is being
maintained” / “gaining buy-in to change is very difficult.. .an on-going
process.. . requiring revisiting” / “FHWA talks the talk, but.. . "  / “major renovation
of several computer systems is planned”

2. “requires substantial investment in information systems development” /
“already implemented the one stop shopping”

3. “we cannot lose focus on the enforcement officer/inspector interacting with
the driver” / “already installed two license place readers” / “probable cause stops
provide this environment currently”

4. “we are not looking at CVISN as a revenue source, state would pay as cost
of doing business” / “looking at processes for improving, on a daily basis”

5. “this remains a critical concern for enforcement”

6. “interoperability of systems is the key”

8. “absolutely necessary”

9. " w e  need to get this up and running ASAP”

10. “this is the key...open standards”

11. “these events currently impact the carriers’ safety rating which impacts
insurance rates”

Southeast States

1. “a ‘push‘ is needed to get the ball rolling” / “where is safety?” / “only one of
the five agencies involved is committed”

2. “all agencies are aware of need for change, but we have barely begun”

3. “all enforcement agencies have bought into focusing on roadside
enforcement” I “not sure this wi l l  be the easiest of tasks but believe it is the wave
of the immediate future”

4. “some regulatory choices required as a trade-off”



6. “whatever works for you” / “if it ain’t broke don’t fix it”

9. “relative lack of data for numerous carriers” / “creating a standard (safety risk
rating) will be difficult” / “performance based”

11. "we will still be conducting audits & inspections, with a better focus on at-
risk carriers” /



V. List of States Attending

Great Lakes
Indiana
Michigan
Minnesota
Ohio
West Virginia
Wisconsin

Affiliates/Others
Florida
Maryland
Missouri
Oregon

Southeast States
Georgia
Kentucky
Louisiana
Mississippi
North Carolina
Tennessee
Virginia

Alliance for Commercial Vehicle Operations
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Purpose of this Guide

The purpose of this guide is to be of help to state agencies/officials interested
in improving the Commercial Vehicle Operations in their state. It is meant to
assist those that are in some way, committed to change for the better. It may
be simply changing the process (eliminating a step or using a simplified form),
using some new-to-the-process ‘low’ technology (faxing a form), or maybe
even applying some state-of-the-art technology (a pen-based computer or
automated vehicle identification equipment).

Why are we planninq? Why??? to find the best ways to reduce the burden of
regulation on the trucking industry, improve state regulatory efficiency, and
enhance commercial vehicle safety. Planning includes deciding how
important each of these benefits are in your state and how you go about
realizing those benefits.

Oh, yes, and when your agency/state signed on for   "Mainstreaming"  you
agreed to a pre-condition as follows--

Business Plans: A business plan will be required from each
participating state (and regional consortium). The purpose of the plan is
to identify the scope of the deployment activities, projected cost,
implementation schedule, and anticipated accomplishments. With
assistance from the regional champion, state mainstreaming funds, and
input from the FHWA/OMC, each participating state should develop a
state ITS/CVO business plan.

The goal of the states’ ITS/CVO business plans is to institutionalize the
process and projects, develop private partnerships, and provide
justification for state budget requests for state ITS/CVO deployment
funding. Also, it will be a framework or road map to integrate ITS/CVO
technologies with existing state regulatory programs. If such a plan
exists, then the state should focus Mainstreaming funds on activities to
implement it. (abstracted from FWHA/OMC documents)

How are we planninq? Very carefully--we are trying to reach good decisions
about the deployment of process and technology changes in a timely manner.
We don’t want to get trapped in a planning process. In some states there is a
strong environment for change--not for change’s sake, but for improvement.
You can measure the intensity of the change environment in your agency and
state by considering the following questions:

1) Is there an executive or legislative mandate for change?
2) Are there severe budget restrictions for your state/agency?
3) Is there strong customer dissatisfaction?
4) Do the results of benchmarking with other states show significant
differences?



5) Is there an overall environment for change (desire to look at processes
and enabling technologies)?

If you answer ‘yes’ to two or more of these questions you have moved into an
environment that is conducive to change. So you will not be wasting your
time planning for change.

What are our planning aims? In our planning-

we qant to recognize opportunity and make good decisions about using
scarce resources

we want to consider process and/or technology change that is useful

we want to plan for a period of 3-5 years in the future, in a short period of
time(12 months)

we want to use a state/agency work group or team to assure relevance and
responsibility

we want to have an action program (listing projects, resources, and
milestones) at the end to serve as your management road map

You have the advantage... the pilot and model deployment states are
wrapped up in testing and trying new process and technology ideas... you
can assess their mistakes and successes so that you can deploy your choice
of changes more efficiently. But some of your changes could be uniquely
yours-they may work well in just your situation.

The planning process we recommend has five basic steps. We’ve looked at
several approaches including the two slightly different ones offered by
FHWA/OMC. We have tried to bring together, based on our experience, an
overall approach that offers the best of strategic planning, business planning,
and state budgeting. We know this approach works because we have tried
each element in the real world. But it is not the only way to do it. You may
want or need to modify it based on your situation or experience. Just do
something!

We must each find our own way. The map, however, will be much the same
for all of us, even if we choose to follow different paths. (C. Handy)

You should start with a mission, vision and/or mandate and guiding principles.
You are looking for process and/or technology changes that will bring about
improved commercial vehicle operations. Part of your vision should be based
on the CVISN architecture. But your state’s working group or team must
craft a plan that is your state’s plan--choosing those changes that make good



“business” sense for your situation. The following describes the process and
its five basic steps and provides some how to information and examples.

Getting Assistance. The Commonwealth of Kentucky and the Kentucky
Transportation Center can provide limited assistance to help get your
planning started. After you get started you may want to have a consultant
continue to assist you or facilitate your state‘s work group. But don’t expect
your consultant, if you choose to acquire one, to do your plan for you. And
don’t let your consultant do your plan & you. You must invest your human
resources into this planning effort if it is to be useful to your state. The
Kentucky Transportation Center will continue to provide you with information
on process change and enabling technology. The Center will facilitate
exchange among the mainstreaming states and the CVISN pilot and model
deployment states.

A State “Mainstreaming” Planning Process
What’s the Purpose of the Process? The process is a logical progression of
choices leading to a specific change (probably best thought of as a project)
that has to be budgeted and managed to completion if it is to make a
difference. It is designed in sequential steps that build you to the intended
product. You may have already done some of the bits and pieces or even
whole steps. If so then simply review to insure that the previously completed
work is still relevant and up-to-date before integrating it into the process.

Bringing the Best Together The process we are suggesting brings together
the key features of strategic planning business planninq, and state
budgetinq.

Strategic planning is what you do when you can not do everything, but must
do something! It evolved from a military setting into the planning of private
corporations. The business school of Harvard University popularized it and a
form of it has found its way into the public sector. The expectation is that the
approach will cause strategic thinking and the creation of a unique scheme
for success. It first focuses on knowing your mission (what you do) and
having a vision (what you want to become). Then it calls for you to analyze
your strengths and weaknesses-to examine your capabilities. This gives
you the ability to see the “strategic issues” affecting your improvement or
success.

Business planning is expected to result in a ‘venture’ plan used to inform
investors of the events that may impact the venture and the intended actions
of the venture, showing projected revenues and costs. It may take the form
of a loan proposal or an investment prospectus. Business planning calls us
to think through the business we are in and the customers we serve.
Thinking in this manner may be difficult for the public sector, but it can be
instructive. Business planning leads you to carefully budget your resources in
order to achieve the greatest benefit to you and your customers. It expects



that you will actively look for new improvement opportunities and always seek
to apply the best available business practices.

State budgeting processes may incorporate aspects of several budgeting
methods including ‘zero-based budgeting’. Gone are the days of continual
growth of all government agency budgets. Nearly every state goes through a
process that calls for the preparation of a budget decision package. Such a
budget decision package usually requires a program description (goal,
objectives, and strategy), justification, and performance measures along with
the financial (infrastructure and recurring) and human resource requirements.
This material is subjected to central agency, executive, and legislative
scrutiny. In the end vour “business plan” should give you all the information
you need for state budqet preparation

The following diagram shows the entire process and the next section briefly
describes each of the five planning steps.

(diagram-see next page)

A Systematic Process Step-by-Step
Step On-Review Mission, Create Vision, and Establish Guidinq
Principles. In most cases you will already have an established
mandate (from state laws) and a mission statement. Now is the
time to dust them off and consider their meaning. How you state
your mission within the law says everything about how you
perceive the work of your agency and how you relate to
‘customers’. It is important to create a vision of where your agency
wants to be in the future. Mainstreaming expects that you will see
a vision that has more effective CVO processes and that you will
accept the guiding principles of the national CVISN architecture.
Here you need to make the effort to examine, critique, and adjust.
This is a critical first step. Do it and document it as a team. (We
are prepared to assist you with this step-we have proven tools
and team techniques available for you.)

Step Two-Analyze Capabilities, Strengths, and Weaknesses. An
early step in strategic planning for a corporation usually involves a
SWOT (strengths, weaknesses, opportunities, and threats)
analysis. This is a close look at the internal and the external
environment. Taking a hard look at your agency’s strengths and
weakness provides important information upon which to build
improvement. It is the place to start-knowing where you are and
what you’ve got. This is an assessment of your current situation. It
needs to be straight forward and honest. This work can be done in
a team setting, but should be facilitated. A team facilitator may be
available to you from somewhere in state government or may be a
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service a planning consultant would provide. (We can advise you
as to the team procedures to use for this step.)

Step Three-Determine Strategic Opportunities and Best
Practices. This step will require both individual and team work.
This is the heart of the planning process. Here we are trying to
design or redesign processes. We’re looking for ways to make
things work better, or even eliminate some things. We are not
trying to produce the best buggy whip. We are seeking to apply
no-tech, low-tech, and high-tech solutions to real problems. Here
we start to rely on information provided from others such as the
CVISN Pilot and Model Deployment states and others who have
tested and tried new ways of doing things. You may choose to
specifically benchmark with some other state(s) as part of an on-
going improvement process. You also need to look at the results
of cost benefit or effectiveness analyses for those higher tech and
more costly solutions as they affect both you and your customers.
(We expect to keep the channels of communication open and
assist you in getting all the available information. ) A consultant
could also help with this step.

Step Four-Prepare Program Budget/Decision Program Follow
the-budget preparation guidelines as required by you state’s
budget agency. (You’re on your own!) Use the materials you
developed and acquired in the previous steps.

Step Five-Define Action Proqram (for deployment and ongoing
management). This is the final step of ‘planning’ that is designed
to set change in motion. It should provide the work program(s),
detailing tasks, schedule, budget, responsibility, feedback and
progress reporting procedures. Such a work program could also
be the basis for a grant proposal! A preliminary version of this step
should be done in concert with Step Four above. You should have
the capability to complete this step or have a consultant  assist you.

Resources and Organization for Planning
Planning requires time and some expertise which implies the need for
funding. Each state’s mainstreaming grant from the FHWA/OMC (along with
the state’s match) is an attempt to provide the necessary funding. However,
you will need to assign or acquire the necessary staff. Someone experienced
in planning and facilitation would be useful along with someone with
information technology expertise. If these capabilities (or the commitment
time) are not available within your agencies then you should consider hiring a
consultant. A working group or team should be established to carry out this
planning effort and involved those with responsibility for implementing the
potential changes. These core persons should be drawn from the areas
under consideration including-- credentialing, tax administration, permits,



inspection, and safety. The following diagram shows a model for organizing
your work group.

(CHA Rt---see next page)

How the group or team works is also important. You should carefully consider
your team’s work process. It is important to establish clear ground rules and
milestones to gauge your progress. A set of team guidelines, for your
consideration, is included in the Appendix. We have found them to be useful.

Relating to Others for Mainstreaming (to be developed)

Managing Mainstreaming Initiatives (to be developed)
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Suggested Elements of State and Regional ITS/CVO Business Plans

earance

Markets

This is a guide or outline that lists the elements suggested for
the state and regional ITS/CVO business plans. Each box
represents an action item and should have a description and an
accomplishment deadline. The milestones from each box would be
used as the basis for assessing progress and future funding. The
plans should cover at least three years. States and consortia
are not required to pursue projects in every columned category.



Figure 3. Components of a Model State ITS/CVO Business Plan

1.0 Executive Summary

2.0 Introduction

3.0 Overview of the Business Planning Process

4.0 Description of the State

4.1 Current State CVO Program

4.2 Economic and Political Characteristics

4.3 Issues and Opportunities

5.0 Strategic Overview

5.1 Mission Statement

5.2 Guiding Principles

5.3 Goals and Objectives

6.0 Program Summary

6.1 Business Plan Structure

6.2 Description of Projects

6.3 Ranking of Projects

7.0 Organization and Management Approach

7.1 Stakeholders

7.2 Deployment Scheduling and Milestones

7.3 Costs, Funding, and Return on Investment

8.0 Contact Names
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What’s true about sports is also true in business. Often a group presented
as a team is nothing more than a collection of individuals who don’t
know the first thing about how to work together. That group hasn’t been
given the opportunity to become a team. It takes effort, conscious effort,
to become a team.



Section One: About Teams

t is a Team, A team is a small number of people with complementary skills,
who are committed to--

- common purpose
- performance goals, and
- approach

for which they hold themselves accountable. A small number usually means, for
a work group, four (4) to seven (7) persons. Complementary skills and /or
backgrounds may be necessary to adequately cover the purpose and/or reach
the degree of synergism needed for high performance.

.Team Basics, There are at least six team basics-

1) small enough--no more than seven members!

2) adequate complementary skilIs--obviously teams need the right mix of
technical skills, or the ability to access those skills, to address the task.
Moreover, there are two important team member skills that will affect the viability
of a team-- interpersonal and problem-solving (see Section Three).

3) truly meaningful purpose--does the team feel purpose is important?

4) specific goal&-topics, steps, deadlines.

5) clear working approach-committed to achieving consensus.

6) sense of mutual accountability--members hold themselves mutually
accountable.

Team Growth Cycle, Teams usually evolve through several stages-

- Work Group--information sharing
- Pseudo-Team-not focused, not trying
- Potential Team-trying but, needs more clarity of purpose and discipline
- Real Team-clear purpose, goals and working approach, mutually

accountable
- High-Performance Team--deeply committed to each other and team

success



Section Two: Doing Teams

Page 2

Team Rules, The following are general team rules for team meetings:

1. Understand the Task
2. Communicate with Each Other
3. Stay with the Agenda

--talk one-at-a-time
--add items to agenda, if needed, at beginning of meeting
--keep a bucket list or issues bin for important items that are off

agenda
4. Support the Team and Its Members

-pull people into discussion
-don’t allow one to dominate
--be honest with each other... and avoid personal agendas

5. Do Team Work as Assigned
6. Assess Meetings and Celebrate Team Successes

Some more specific rules for team meetings:

- Start on Time
- Have Key People There
- Make Sure You Understand Meeting Purpose
- Have an Agenda for Team Meetings-review it at beginning
- Stick to Team business

--do group business with the group
-do interpersonal business one-on-one outside group

- Use Flip Charts & Post-It Notes
(one list for action, another list for bucket items)
--provides group focus
--preserves key ideas
--establishes common information

- Check Meeting Progress While In Progress
- Agree on Follow-Up
- Summarize Meeting at End and Review/Evaluate
- End on Time

A check list to aid in preparing and conducting a meeting is provided in Section
Three.



Page 3

Team Charter, In the beginning, your team should have a charter (the what,
why, who, and how). If you’re given one, refine it-if you’re not given one, make
one and raise it up the flag pole. Don’t be on a team without a charter!

Give your team a name, one that relates to its purpose.

Charters should be brief and answer these questions:

- What do we exist for? (Are we going to produce a product by a
deadline?)
- Why is this important? (Does it relate to UKTC mission, values, and
goals?)
- Who is on the team? (Are we missing someone’s perspective/
expertise?)
- How are we going to operate?

--how are we going to analyze
--how are we going to reach consensus
--how are we going to measure progress and determine success

As part of your charter you should agree to some meeting etiquette such as--

1. one person talks at a time
2. be brief and to the point
3. make point calmly... take the high road... don’t allow sexist, racist, or

foul language to detract from your purpose
4. keep an open mind
5. listen without bias... well, at least try!
6. ask questions to help establish understanding
7. avoid side conversations
8. respect opinions of others
9. come to the meeting prepared

10. make it enjoyable

Team Responsibilities and Roles, Teams are responsible for taking/making a
charter. Teams will report on activities and progress at staff meetings and/or
brown-bag meetings. Teams should be prepared to market their ideas and
accept group critique.
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There are some special roles that need to be played in teams:

Team or Meeting Leaders (are accountable to the customers, including their
team members)
> starts meetings with an agenda
> presents or calls for the presentation of agenda items
> ends meeting with a review

Team Recorder and Time Keeper
> responsible for the group memory using flip charts and notes
> responsible for team notebook (minutes and product record)
> helps group keep to allotted time

Team Gate Keeper
> reminds team of rules as necessary

Team Facilitator
> monitors process/roles
> keeps focus productive
> keeps interaction positive

At start-up your team should decide team roles-take volunteers or “nominate”
someone (vote if you must). Maybe a role could be rotated among team
members. The meeting leader and recorder roles are a must. In addition, a
team notebook should be kept to include all minutes of meetings and various
team products including your charter.
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Section Three: Tools for Teams

Interpersonal. We work with people and it makes life easier and more
productive if we learn some basic “people” skills. These skills are sometimes
referred to as communication/management skills, but for our purpose they can
be though about distinctly as-Listening, Supporting, and Differing.

Listening--takes effort... don’t interrupt, pay attention, and don’t judge!
Supporting--be friendly. . . don’t try to control, create opportunity for others

to speak, others may have useful ideas and information!
Differing--disagree without being disagreeable...

A long time ago the phrase “cooperative individualist” was coined to provide an
image of a good team member. You would like thinking individualists to
cooperatively seek the best solutions as a team.

.Problem Solving, Good problem solvers usually have developed certain skills
and use a step-by-step process involving those “rational” skills. A team is
expected to solve problems by--

Deciding on a Rational Process(such as)
--Analyzing the Situation... how serious is this?
--Setting the Objectives... minimum outcomes expected?
-Developing Alternatives... possible actions?
--Examining the Consequences... possible obstacles/results?
--Deciding What is Best... which actions are most
effective/efficient?
--Following-Up... are they working?

References and Check List
This guide was tailored to meet our team work needs (and we may need to
refine this guide as we go along). We borrowed freely from several really good
sources that you may want to consult further:

The Wisdom of Teams, J.R. Katzenbach and D.K. Smith, Harper Business, 1993.

Smart Moves, S. Deep and L. Sussman, Addison-Wesley, 1990.

Memory Jogger II F. Oddo (ed.), GOAUQPC, 1994.

. .CIP Facilitator, Belcan Engineering, 1994.

Desert Survival-- Leader s Guide, J.C. Lafferty, Human Synergistics,  1987.
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Advance Meeting Preparation

What is your agenda (topics to be covered)?

What is your purpose--is it clear?

Have you indicated approximate time on topics?

What is the date/time/place?

Date Time Place
Is the room available/reserved?
Can the key people be there?

Do you have any preparation materials?

Are you sending them out in advance?
Are you having them ready for the meeting?

Pre-Meeting Readiness

- Is the room ready?
- Are your materials there?
- Are the visual aids working?
- Are you prepared to start on time?

.The Meeting

- start on time
- preview the agenda with the team
- move through the agenda in sequence
- don’t digress-stick to it
- don’t allow anyone to monopolize conversation
- listen carefully
- seek clarification and elaboration
- provide interim summaries
- control conflict and hostility
- create an open and honest climate
- conclude by summarizing and agree on follow-up
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Mr. J. Chris Adams
NC DOT
P-0. Box 25201
Raleigh, NC 27611

Mr. Alfred Agler
Public Utilities Comm. of Ohio
180 East Broad Street
Columbus, OH 43266-0573
614-466-3191

Mr. Daniel Beaver
FHWA, OMC
575 N. Pennsylvania St.
Room 261
Indianapolis, IN 46204

Mr. Harold Bernard
KY Motor Transport Assoc., In
134 Walnut Street
Frankfort, KY 40601
502-695-4055

9. Mr. Norman Boskind
Md Trans. Authority Police
4330 Browning Highway
Dundalk, MD 21222

11. Mr. Robert Burt
Planning Div, MS Dot
P.O. Box 1850
Jackson, MS 39215
601-359-7685

13. Mr. Robert Callahan
Travel America Motorcoach
55 E. Fifth Street
Covington, KY 41011

2.

4.

6.

8.

10.

12.

14.

Mr. Timothy Adams
Ky Trans. Cabinet
Box 2014
Frankfort, KY 40602-2014

Mr. Kenneth Baxter
FHWA, OMC
400 7th St, SW
HSA-20
Washington, DC 20590

Mr. Mark Bell
Ky Div. of Motor Carriers
P.O. Box 2007
501 High St.
Frankfort, KY 40602

Mr. Jeff Bibb
Ky Div/Motor Veh. Enforcement
Room 804
State Office Buillding
Frankfort, KY 40622
502-564-3276

Mr. Robert Breland
LA Office of Motor Vehicles
P.O. Box 64886
109 S. Foster Dr.
Baton Rouge, LA 70896

Mr. David Cain
Ky Transportation Center
University of Kentucky
Trans. Research Bldg.
Lexington, KY 40506-0043
606-257-4514

Mr. Bruce Cargill
RS Information Systems, Inc.
1651 Old Meadow Road
Suite 505
McLean, VA 22102
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15. Mr. Timothy Carnahan
Wisconsin State Patrol
4802 Sheboygan Ave.
P.O. Box 7949
Madison, WI 53707-7949

17. Mr. Christopher Conway
Office of Motor Carriers
151 Livestock Exchange Bldg.
100 Stockyard Road
South St. Paul, MN 55075-000
612-296-0367

Mr. Raymond Cotton
Maryland State Police
CVED 610 Taylor Ave & Rowe Bl
Annapolis, MD 21401

19

21. Mr. Hubert Crook
Mississippi DOT
Office of Enforcement
P.O. Box 1850
Jackson, MS 39215-1850

23. Mr. Donald Dahlinger
Tennessee DOT
505 Deadrick St.
Suite 1000, James K. Polk Bld
Nashville, TN 37243-0350
615-741-2806

25. Mr. Eric Dhanak
Michigan DOT
P.O. Box 30050
Lansing, MI 48909

27. Mr. Julian Fitzgerald
Va Dept of Motor Vehicles
2300 W. Broad Street
P.O. Box 27412
Richmond, VA 23269

16.

18.

20.

22.

24.

26.

28.

Mr. Kenneth Chrisman
WV DOT, Enforcement
710 Central Avenue
Charleston, WV 25302

Mr. Randy Coplin
Michigan State Police
Motor Carrier Division
P.O. Box 30632
Lansing, MI 48909-8132

Mr. Joe Crabtree
KY Trans. Center
CE/Transporation Bldg.
Lexington, KY 40506-0281
606-257-4513

Ms. Carla Crossfield
Ky Transportation Center
University of Kentucky
533 South-Limestone Street
Lexington, KY 40506-0043
606-257-6417

Mr. William Debord
KY Div. of Motor Carriers
P.O. Box 2007
Frankfort, KY 40602
502-564-4109

MS. Zeborah English
FHWA
400 7th St., SW
Room 3419
Washington, DC 20590
202-366-0398

Ms. Marilyn Gaiovnik
Minnesota Guidestar Office
117 University Ave.
St. Paul, MN 55155
612-282-2469
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31.
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Ms. Linda Goldsmith 30. Mr. Jerry Gossett
Ky Dept. of Vehicle Regulatio Georgia Dept. of Transportati
Room 308 276 Memorial Drive, SW
State Office Building Atlanta, GA 30303
Frankfort, KY 40622 404-656-7572

Mr. Calvin Grayson
Ky Transportation Center
University of Kentucky
CE/Transportation Bldg.
Lexington, KY 40506-0281
606-257-4513

32. Mr. Theodore Grossardt
Kentucky Transportation Cente
176 CE/KTC Building
Lexington, KY 40506-0281
606-257-4513

Ms. Emily Hacker 34. Mr. Don Hartman
Ky. Dept. of Vehicle Regulati Ky Transportation Center
501 High Street University of Kentucky
Room 308 GE/Transportation Bldg.
Frankfort, KY 40622 Lexington, KY 40506-0281

606-257-4513

Mr. David Herald 36. Mr. Timothy Herder
Ky Div. of Vehicle Enforcemen Johns Hopkins Univ.
Drug Interdiction Program Applied Physics Laboratory
1231 Wilkerson Blvd. Johns Hopkins Road; Bldg. 24-
Frankfort, KY 40601 Laurel, MD 20723
502-564-4603

Mr. George Herndon
Florida Dept. of Trans.
605 Suwannee Street
M.S. 28
Tallahassee, FL 32399-0450
904-488-5596

38. Mr. Mark Holmes
WV Div. of Motor Vehicles
P.O. Box 174
Charleston, WV 25321

Harry Hupp
Ky Div. of MVE
501 High Street
8th Floor, Room 804
Frankfort, KY 40622

40. Ms. Linda Hutslar
FHWA, OMC
330 W. Broadway
Frankfort, KY 40601

Mr. James Isaman
Ky Div. of MVE
804 State Office Bldg.
Frankfort, KY 40622-0001

42. Ms. Lisa Jacobs
Michigan State Police
Motor Carrier Division
P.O. Box 30632
Lansing, MI 48909-8132
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43.  Mr. Glenn Jenkins
CGH Transport, Inc.
P.O. Box 746
Winchester, KY 40392-0746

45. Mr. Ken Jennings
Virginia DOT
1221 E. Broad St.
Richmond, VA 23219
804-786-5081

47. Mr. Hal Kassof
ITS America
400 Virginia Ave., SW
Suite 800
Washington, DC 20024-2730

49. Mr. Martin Kipp
Indiana State Police
Motor Carrier Division
100 N. Senate Ave.
Indianapolis, IN 46204-2259

51. Mr. Don Kunelius
Commercial Vehicle Enforcemen
252 Livestock Exchange Bldg
100 Stockyard Road
South St. Paul, MN 55075-000
612-552-7628

53. M r . Ed Logsdon
Ky. Dept. of Vehicle Regulati
501 High Street
Room 308
Frankfort, KY 40622

55. Mr. Steven Mattioli
FHWA/OMC
200 North High Street
Room 328
Columbus, OH 43215

44. Ms. Nellie Jenkins
CGH Transport, Inc.
P.O. Box 746
Winchester, KY 40392-0746

46. Mr. Walter Johnson
FHWA/OMC
1504 Santa Rosa Rd
Suite 205
Richmond, VA 23229

48. Mr. Robert Ketenheim II
FHWA/OMC
10 S. Howard St.
Suite 4000
Baltimore, MD 21201

50. Ms. Barbara Koehler
FHWA, OMC
567 D'Onofrio Drive
Suite 101
Madison, WI 53719

52. Mr. C. Cameron Lewis
WV DOT, Enforcement
710 Central Avenue
Charleston, WV 25302

54. Mr. Joe Marshall
Mississippi DOT
P.O. Box 1850
Jackson, MS 39215-1850

56. Mr. Jay Maxwell
AAMVAnet, Inc.
4301 Wilson Blvd.
Suite 400
Arlington, VA 22203
703-908-8268
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59.
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67.
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Mr. Bill McCall
CTRE
2625 N. Loop Drive
Suite 2100
Ames, IA 50010-8615
515-294-9501

Mr. Glenn Musial
FHWA, OMC
Alanta Federal Center
100 Alabama St,; 17 T 75
Atlanta, GA 30303-3104

Mr. Michael Nighbert
FHWA, OMC
19900 Governors Drive
Suite 210
Olympia Fields, IL 60461
708-283-3570

Mr. Nicholas Owens
Maryland DOT
10 Elm Road
P.O. Box 8755
BWI Airport, MD 21240

Mr. James Poe
Indiana Dept. of Revenue
Motor Carrier Service
5700 W. Raymond St.
Indianpolis, IN 46241

Mr. Ab Quillian
Va Dept of Motor Vehicles
2300 W. Broad Street
P.O. Box 27412
Richmond, VA 23269

Mr. Jim Ramsey
Ky Div. of Information Tech.
Room 908
State Office Building
Frankfort, KY 40622

58.

60.

62.

64.

66.

68.

70.

Mr. Terrence Mulcahy
Wisconsin Dept. of Trans.
P.O. Box 7910
4802 Sheboygan Ave.
Madison, WI 53707-7910

Mr. Babak Naghavi
Louisiana Trans. Research Cen
4101 Gourrier Ave.
Baton Rouge, LA 70808

Mr. James Norman
Louisiana DOTD
1201 Capitol Access Rd.
P.O. Box 94042
Baton Rouge, LA 70804-9042

Mr. Jim Plumb
MoDOT
Jefferson City, MO
573-526-2906

Mr. Robert Powers
Michigan State Police
Motor Carrier Division
P.O. Box 30632
Lansing, MI 48909-8132

MS. Lucia Ramey
Georgia Public Service Comm
1007 Virginia Ave
Suite 310
Hapeville, GA 30354
404/559-6600

Mr. George Reagle
Federal Highway Administratio
400 7th St., SW
Washington, DC 20590
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71.

73.

75.

77.

79.

81.

83.

Mr. Jim Roberts
Dept. of Vehicle Regulation
State Office Building
Room 308
Frankfort, KY 40622

Mr. Bradley Scalos
FHWA,OMC
P.O. Box 536
330 Broadway
Frankfort, KY 40602-0536

Lynn Sivels
Virginia DOT
1221 East Broad St.
Richmond, VA 23219
804-786-3950

Mr. Gary Steinmetz
Missouri Highway Patrol
1510 East Elm
Jefferson City, MO 65102
573-526-6128

Mr. Daniel Sutch
Kentucky Transportation Cente
CE/Transportation Bldg.
Lexington, KY 40506-0281
606-257-4513

Mr. John Van Steenburg
New York State Police
1220 Washington Ave.
Building 22
Albany, NY 12226-2252

Mr. Joseph Vidunas
Virginia Department of Transp
1401 East Broad Street
Room 207
Richmond, VA 23219

72.

74.

76.

78.

80.

82.

84.

Mr. James Robinson
Virginia Dept. of Trans.
1401 E. Broad Street
Richmond, VA 23219
804-786-0202

Mr. Robert Seifert
Indiana State Police
Motor Carrier Division
100 N. Senate Ave.
Indianapolis, IN 46204-2259

Ms. Darby Smith
KY Trans. Cabinet
501 High Street
Frankfort, KY 40622

Mr. Thomas Sullivan
Indiana Dept. of Revenue
Motor Carrier Service
5700 W. Raymond St.
Indianapolis, IN 46241

Mr. Rick Taylor
Ky Div. of Motor Carriers
501 High St.
3rd Floor
Frankfort, KY 40622

Ms. Maggie Van Vliet
Johns Hopkins University
Applied Physics Laboratory
Johns Hopkins Road
Laurel, MD 20723-6099
301-953-6000x4350

Mr. S.M. Ward
NC Div. of Motor Vehicles
Enforcement Section
1100 New Bern Ave.
Raleigh, NC 27697
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85. Mr. William Wilson
Missouri Dept. of Trans.
105 W. Capitol Avenue
P.O. Box 270
Jefferson City, MO 65102

87. Mr. Jim York
National Private Truck Counci
66 Canal Center Plaza
Suite 600
Alexandria, VA 22314
703-683-1300

89. Mr. Firooz Zandi
Indiana DOT
100 N. Senate
#N855
Indianapolis, IN 46204

86. Lt. Larry Woolum
Ohio State Highway Patrol
1952 W. Broad Street
Columbus, OH 43223

88. Mr. Buddy Yount
FHWA, Office of Motor Carrier
P.O. Box 536
Frankfort, KY 40602
502-227-7321
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Status: Active States

Georgia

Functional Area Primary ITS/CVO Leader Atlanta, GA  30334-9007   

Mr. Jerry Gossett

Administrator  
Ofice of Permits and Enforcement    

Department of Transportation
935 E .  Confederate Ave.
Bldg. 24         
Atlanta GA 30319-2531

Phone: (404) 656-7572
Fax: (404) 667-l 547

E-mal:  dtpejrge@dot.state.ga.us

Phone: (404) 6664015
Fax: (404) 651 -9490

E-mail: N/A

Functional Area: Undeclared

Mr. Al Hatcher
Commissioner
Georgia Public Service Commission
Room 170
244 Washington Street
Atlanta GA 30334-0000

Phone: (404) 559-6600
Fax: (404) 559-4906
E-mail: Unavailable

Functional Area: Undeclared

Maj. Hightower
Driver Services/CDL & License
P.0. Box 1456
Atlanta GA 30371-2303

Phone: (404) 624-7442
Fax (404) 624-7628

E-mail: Unavailable

Functional Area Clearinghouse Connections, Secondary

Mr. T. Jerry Jackson
Commissioner  
Georgia Department of Revenue
270 Washington Street,  S.W.
Room 410

 

F-iAtw: Clearinghouse Connection

Col. Sidney Miles
Commissioner
Georgia state Patrol
P.O. Box 1459 
AtIanta, GA 30371-2303

  
. . 

 . .

Phone: (404)  624-6077
Fax: (404) 624-6706

Functional Area: Safety Informatrion Distribution

Ms. Lucia Ramey

-Alliance for Commercial  Vehicle Operations
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Mr. Wayne Shackelford

comissioner
Department of Transportation
#2 Capitol Square, S.W.
Atlanta GA 30334-1002

Phone: (404)656-5206
Fax: (404) 656-3507

E-mail: Stillj@dot.state.ga.us

Indiana I

Functional Area: Clearinghouse Connection(guessed)

Mr. Jim Poe

Special Tax Division
Department of Revenue
Indianapolis IN 46241-

Phone: (317) 466-5151
Fax: (317) 486-5505

E-mail: N/A

Functional  Electronic Credentialing (guessed)

Maj. Robert Seifert
lndaiana State Police
Motor Carrier Dlvision
100 N. Senate Ave.
Room N #340
Indianapolis  IN

Phone: (317) 233-6026
Fax: (317) 233.6034

E-mail: N/A

Functional Area: Primary ITS/CVO Leader

Mr. Firooz Zandi

Chief, Technical Services Division
Department of Transportation
100 North Senate Avenue
Room N #855
Indianapolis IN 46204-221B

Phone. (317) 232-5132
Fax: (317) 232-0238

E-mail: f irooz-zandi@ ndot.bmmail.comn

Kentucky

Mr. Tim Adams

Division of Motor Vehicle Licensing
Room 204
State Office Building
501 High Street
Frankfort KY 40602-2014

Phone: (502) 664-5301
Fax: (502)564-2950

E-mail: tedams@mail.kyte.state.ky.us

Mr. Charles F. Brown

Room 210, state Office Building    I
501 High Street    
Frankfort   KY 40622-0000  

Phone: (502) 564-6800,
Fax: (502)  564-6145

E-mail: cbrown@mail.kytc.stae.ky.us

Affiance for Commercial Vehicle Operations
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Mr. James C. Codell III Mi. Jim Isaman

Secretary
Transportation  Cabinet
State Office Building
High & Clifton Streets
Frankfort KY 40622-0000

Phone: (502) 564-4890
Fax: (502) 564-4809

E-mail: jcodell@mail.kytc.state.ky.us

MCSAP coordinator
Division of Motor Vehicle Enforcement
Room 804, State Office Building
501 High Street
Frankfort KY 40622-0000   

Phone: (502) 664-3276
Fax: (502) 564-5027

E-mail: jisaman@mail.kytc.state.ky.us

Functional Area: Primary ITS/CVO Leader

Mr. Bill Debord

Dlvislon of Motor Carriers
Room 323, State Office Building

  

501 High Street
Frankfort KY 40622-0000

Phone:(502) 564-4540
 Fax: (502) 564-4136

E-mail: bdebord@mail.kytc.state,ky.us

Phone: (502) 564-7000
Fax: (502) 564-4138

E-mail: elogsdon@mail.kytc.state.ky.us

Functional Area: Electronic Screening

Maj. David Herald

Division of Motor Vehicle Enforcement
Room 804, State Offlce Building
501 High Street

Frankfort KY 40622-0000
Phone. (502) 564-4603

Fax: (502) 564-5027
E-mail: deherald@dotsob.kytrans. kytc.state.ky.us

Mr. Jim Ramsey

Director
               

Division of Information Technology 
Room 908
State Office Building :
501 High Street    
Frankfort KY 40622-0000  

  
  

Phone: (602)602)  564-8900
Fax: (602) 664-3174

E-mail: jramsey@mail.kytc.state.ky.us

Col. Harry Hupp

Director
Division of Motor Vehicle Enforcement
Room 804 State Office Building
501 High Street
Frankfort KY 40622-0000

Mr, Rick Taylor

Director
    

Phone: (502) 564-3276
Fax: (502) 564-5027

E-mail: hhupp@mail.kytc.state.ky.us

Division of Motor Carriers,
Room 323, State Off ice Building

        

501 High Street    
Frankfort KY 40622-0000        

Phone: (502)564-4540
Fax: (502) 564-4138

E-mail: rtaylor@mail.kytc.state,ky.us

Alliance for Commercial Vehicle Operations
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Louisiana

Capt. Joseph Booth

Commander   
Transportation and Environmental Safety Section
7901 Independence Blvd.
Mall Slip #21
Baton Rouge LA 70806-0000

Phone: (504) 925-6113
Fax: (504) 925-4048

E-mail: N/A

Ms. Kay Covington
 

Assistant Secretary 
Officeof Motor Vehicle
109 South Foster
Baton Rouge LA 70806-0000

.   

Phone: (504) 925-6335
Fax: (504) 925-1838

E-mail: N/A

Mr. Frank Denton
Secretary
Department Of Transportation
1201 Capitol Access Road
P.O. Box 94245
Baton Rouge LA 70804-9245

Phone: (504) 379-1200
Fax: (504) 379-1851

E-mail: N/A

Ms. Cathy F. Gautreaux
Executive Director
Motor Transport Association
4838 Bennington Ave.
Baton Rouge LA 70898-000

 

Phone: (504) 928-5682
Fax: (504) 928-0500

Mr. Sam Losavio

E-mail: bnaghavi@ltrc.Isu.edu

Functional Area: Electronic Screening (guessed)

Mr. Anthony Navarre

Chief of Weight Enforcement & Permites
Louisiana Department of Transportation    
P.O. Box 94042                      
Baton Rouge LA 70804-9042

Phone: (504) 377-7100
Fax: (504) 377-7108

E-mail: n/a

Michigan

Mr. Dick Blost

ITS Supervising Engineer         . . . .
P.O. Box 30050
Lansing, MI 48909-0000 

  

Phone: (517) 373-2312
Fax: (517)  335-1815

E-marl: buistd@state.mi.us

Alliance for Commercial Vehicle Operations
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Mr. Eric Dhanak

Transportation Engineer
Michigan Department of Transportation
Traffic and Safety Division
Transportation Building 
425 West Ottawa
Post Office Box 30050
Lansing MI 48909-0000

Phone: (517) 335-6999
Fax: (517) 373-0167

E-mail: dhanake@state.mi.us

Functional Area: Electronic Screening (guessed)

Mr. Mark Grennell

Supervising Engineer, ITS 
P . O .  B o x  3 0 0 5 0
Lansing MI 48909-0000  

Phone: (517) 373-2247
Fax: (517) 335-1815

E-mail: grennellm@state.mi.us

Mr. Lyle Mathers

Michigan Dept. of Treasury
430 W. Allegan
Lansing MI 48933-0000

Phone: (517) 373-3180
Fax: (517) 335-1135

E-mail: mathersl@state.mi.us

Capt. Robert Powers
Commanding Officer Motor Carrier Division
Michigan State Police
4000 Collins Road
Lansing Ml 48909-0000

Phone: (517) 336-6449
Fax: (517) 333-4414

E-mail: N/A

Mr. Kunwar Rajendra
Engineer of IVHS ond Freeway Operations __
Department of Transportation
425 West Ottawa street.  
P.O. Box 30050
Lansing MI 48909-0000 . .

Phone: (517) 335-2893
Fax: (517) X35-1815

E-mail: rajendrak@state.mi.us

Functional Area: Undeclared

Mr. James Roach

425 west Ottawa
P.O.  Box 30050      
Lansing Ml 48909-0000

Phone: (517) 335-2921
Fax: (517) 373-9255

E-mail: roachj@mdot.state.mi.us

Ms. Ann Schultz

Michigan Dept. of Treasury
430 W. Allegan
Lansing MI 48933-0000

Phone: (517) 335-1122
Fax: (517) 335-l 135

E-mail: schultza@state,mi.us

Ms. Regina Smith
Michigan Dept. of State
IRP Unit
7064 Crowner Dr.
Lansing MI 48918-0000

Phone: (517) 322-1061
Fax: (517) 322-1058

E-mail: smithrg@state,mi.us

Alliance for Commercial Vehicle Operations
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Mr. David Spangenberg Mr. Ward Briggs

Manager  

Utilities Coordinator &  Permits Section   
Eng. Services Division
P.O. Box 30050
Lansing MI 48909-0000

Phone: (517) 373-7662
Fax: (517) 335-3234

E-mail: spamgeda@state.mi.us

Acting Director   
Office of Motor Carrier Services 
Minnestota DOT
151 Livestock Exchange Bldg.
100 Stockyard Rd.   
South st. Paul MN 55075-000

Phone: (612) 297.7656
Fax: (612) 297-1908

E-mail: ward.briggs#dot.state.mn.us

Functional Area: Clearinghouse Connection (guessed)

Mr. Jeff Villaire

 .  .  
    

Phone: (517) 322-1447
Fax: (517)322-5458

E-mail: N/A

Functional Area Executive  Level Administrator

Mr. Robert Welke

Director
Michigan Department of Transportation
State Transportation Building
425 West Ottawa Street
P.O. Box 30050
Lansing Ml 48913-0000

Phone: (517) 373-2114
Fax: (517) 373-0167

E-mail: N/A

Minnesota

Alliance for Commercial Vehicle Operations
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Ms. Cathy L. Erickson

CV O Project Manager
Minnesota Guidestar
Mall stop 320
117 University Avenue
St. Paul MN 55155-0000

Phone: (612) 296-8533
Fax: (612) 215-0409

E-mail: cathy.erucjsib@dot.state.mn.us

Functional: Primary ITS/CVO Leader

396 John Ireland Blvd.
St. Paul MN 55155-000

Phone: (612) 296-2979
Fax: (612) 296-5630

E-mail: marilyn.gaiovik@state.mn.us

Functional l Area: Electronic Screening (guess)

Capt. Don Kunelius

Commander
Commercial Vehicle Enforcement
State Patrol- Dept. of public Safety
1110 Highway 110
Mendota Heights MN 55075-0000

Phone: (612) 552-7628
Fax: (612) 552-7624

E-mail: N/A

Functional Area: Undeclared

Ms. Katherine B. Moore

Director
Division of Driver and Vehicle Services
Minn. Dept. of Public Safety
Room 120 Transportation Bldg.
395 John Ireland Blvd.
St. Paul MN 65155-0000

Phone: (612) 296-9525
Fax: (612) 296-3141

E-mail: kathy.moore@state.mn.us

Functional Area:: Electronic Credentialing (guessed)

Mr. Ron Niemans

State Programs Specialist
Office of  Motor Carriers
FHWA
Suite 490 Metro Sq. Bldg.
7th and Roberts sis.
St. Paul MN 55101-0000

Phone: (612) 291-6153
Fax: (612) 291-6000

E-mail: ron.nieman@fhwa.dot.gov

Mr. Gene Ofstead

Area: :uncFunc tiona l Area Functional area:Undeclared

St. Paul, MN 5515-0000   
Phone: (612) 296-1344

Fax: (612) 282-2656
E-mail: gene.ofstead@dot.st.mn.us

Functional Area: Undeclared

Ms. Elizabeth Parker

Assistant Director   
Office of Intergovernmental Policy 
Minnesota DOT

    ___

Mall Stop 140, 395 John Ireland Blvd.  . . 
St. PaulMN 551 55-0000 i      .;   

Phone: (612) 296-3002
Fax (612) 262-2666

E-mail: elizabeth.parker@dot.state.mn.us
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Mr. Michael Ryan Mr. Joe Marshall

Supervisor  
 

Title and Registration Section  
Minn. Dept. of Public Safety
Room 124 Transportation Bldg.
395 John  Blvd.
St. Paul MN 55155-0000

Phone: (612) 296-2497
Fax: (612) 262-6061

E-mad: mike.ryan@state.mn.us

Special Proj. Coordinator    
Office of Enforcement       
P.O. Box  1850                 
Jackson, MS 39214-0000 

Phone: (601) 944-9239
Fax: (601) 944-9236

Functional Area: System Architect (guessed)

Mr. Darrell Schierman

Phone: (612) 552-7535
Fax: (612) 297-1908

E-mail: N/A

Mississippi I

Mr. Tommy Dorsey
Director
Ofice of Enforcement
P.O. Box 1850
Jackson MS 39215-1850

Phone: (601) 944-9239
Fax: (601) 944-9236

E-mad: N/A

Phone: (601) 3597002
Fax: (601) 359-7050

E-mail: N/A

North  Carolina

Functional Area: Primary ITS/CVO Leader

Mr. Mike Decker
Director of MlS

      

Department of Transpoetation
1 South Wilmington Street      . . 
P.O. Box 25201      
Reigh,NC 27611-0000          

Phone: (919) 733-1155
Fax: (919) 715-3851

E-mail: mdecker@mail.state.nc.us
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Mr. Garland B. Garrett Jr. Lt. Larry Woolum

Secretary
Department of Transportation
1 South Wilmington Street
P.O.  Box 25201

Raleigh NC 27611-0000

 

Phone: (919) 733-2520
Fax: (919) 715-4088

E-mail: N/A

Driver and Vehicle Services
Ohio St. Highway Patti 

   
 Broad St. 

     

Columbus OH 43223-0000
Phone: (614) 466-2548

Fax: (614) 752-0387
. E-mail: tran_woolum@pucvms.a1 .ohio.gov

Ohio

Mr. Fred Agler
Director of Transportation .  

Public Utilities Commission of Ohio
180 East Broad Street
Columbus OH 43215-3793

Phone, (614) 466-3191
Fax: (614) 752-6349

E-mail: puco_agler@pucvms.a1 .ohio.gov

Mr. Richard Beckner

Ohio Dept. of Taxation
30 E. Broad St, Floor 19
PO Box 530
Columbus OH 43266-0030

Phone: (614) 466-3794
Fax: (614) 752-8644

E-mail: N/A

Ms. Linda Morefield
Ohio Bureau of Motor Vehicles
PO Box 16520
Columbus OH 43232-0020

Phone: (614) 752-8003
Fax: (614) 752-8027

E-mail N/A

[Tennessee

Mr. Michael C. Greene
. . .

Commissioner
Department of Public Safety
Nashville TN 37219-0000   

Phone: (615) 251-5166
Fax: (615) 251-5159

E-mail: akimbrou@state.ten.us

Maj. Butch Lawson

Tennessee Highway Patrol
1150 Foster Avenue
Nashville, T N  37219-0000

Phone: (615) 251-5197
Fax: (615) 251-5357

E-mail: N/A
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Sgt. Joel Moore Mr. Richard D. Holcomb

Commercial  Vehicle Enforcement
1150 Foster Ave.

 

Nashville TN 37249-
Phone: (615) 251-5197

Fax: (615) 251-5357
E-mad: N/A

Commissioner 
Department of  Motor Vehicles
P.O. Box 27412
Richmond VA 23265

 
 

Phone: (804) 367-6606
Fax: (804) 307-6631

Functional Area: Clearinghouses Connection

Ms. Sheila Rowan
Manager of Motor Carrier Services

Tennessee Deprtment of Revenue 

   

TN  

Virginia

Lt. Herb Bridges

Virginia St. Police
P.O. Box 27472
Richmond VA 23261-7472

Phone: (604) 378-3489
Fax: (804) 378-3487

E-mail: N/A

Mr. David Gehr
Commissioner
Department of Transportation  
1401 East Broad Street
Richmond VA 23219-0000

Phone: (804) 786-2701
Fax (804)786-2940

E-mail: dgehr@richmond.inri.net

Phone: (804) 674-2087
Fax: (804) 674-2132

E-mail: N/A

Mr. Ken Jennings

Virginia Dept. of Transportation
1221 E. Broad St.
Richmond VA 23219-0000       

Phone: (804) 786-5081
Fax: (804) 692-0810

E-mail: N/A

Functional Area: Undelared

Mr. Asbury W. Quillian
. . . . . Deputy Commissioner       

Dept. of Motor Vehicles 
P.O. Box 27412
Richmond WA 23269-0000

Phone: (804) 367-6618
Fax: (804) 367-6631

E-mail: N/A
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Mr. James R Robinson Mr. Paul Wilkinson
Director, ITS
Virginia Dept. of Transpoetation
1401 E. Broad St.
Richmond VA 23219-0000

Phone: (804) 786-6677
Fax: (804) 225-4978

E-mail: N/A

Director  
Transportation Planning   
Department of Transportation
1900 Kanawha Boulevard East
Charleston WV 25305-0440  

Phone: (304) 558-3113
Fax: (304) 558-3783

E-mail: N/A

West Virginia

Mr. Mark A. Holmes
Division of Motor Carriers /  IRP
West Virginia DOT

  

Post Office Box 174  

Charleston WV 
Phone: (304) 558-3629

Fax: (304) 558-3735
E-mail: N/A

Mr. Cameron Lewis

West Virginia DOT
Enforcement Division
Post Office Box 174
Charleston WV 2 5 3 0 2

 

Phone: (304) 558-288
Fax: (304) 558-2080

E-mail: N/A

Mr. Fred VanKirk
Secretary  
Department of Transportation

,  
 ,

1900 Kanawha Boulevard East
Building Five, Roam 109
Charleston WV 25305-0440

Phone: (304) 558-0444
Fax: (304) 558-1004

E-mail: N/A

Wisconsin

Functional Area: Primary ITS/CVO

Mr. Phil DeCabooter

Mr. Ken Leonard
Division of Investment Management 

 
Wisconsin Department of Transportation  
State Transportation B u i l d i n g  
4802 Sheboygan Avenue       
Madison WI 53707-7910       

Phone: (608) 267-7754
Fax: (609) 267-0294

E-mail: leonakk@mail.state.wi.us
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Functional Area: Undeclared

Mr. Terry Mulcahy Mr. Jimmy Butts

Deputy secretary
Wisconsin Department of Transportation  . . 
State transportation Building ,

4802 Sheboygan Avenue
Madison WI 53707-7910

Phone: (608) 266-1113
Fax: (608) 267-0294

E-mail: mulcat@mail.state.wi.us

Director
Department  of Transportation  
1409 Collseum Boulevard

   

Montgomery AL 36130-0000
Phone: (334) 242-6311

Fax: (334) 262-8041

Functional Area: Primary ITS/CVO Leader

Functional Area: Executive  Level Administrator

Mr. Charles Thompson

Secretaty
Department of Transportation

    

State Trasnportation Building  . .
4 802  Shoeboygan Avenue 
Madison WI 53707-7910

  
 

Phone: (608) 266-l 113
Fax: (608) 266-9912

E-mad: thompc@mail.state.wi.us

M r .  Robert Y o u n g

Wisconsin State Patrol
State Transportation Building
4802 Sheboygan Avenue
Madison WI 53707-7910

Phone: (608) 267-9522
Fax: (608) 267-0294

E-mail: N/A

Status: Affiliate States

Alabama

Mr. Mitch Kilpatrick

Florida

Mr. George Herndon

Manager, Regulatory & Policy Issues
Office of the State Highway Engineer    
Florida Department of Transportation    
605 Suwannee Street   
Tallahassee FL 32399-9450    

Phone: (904) 468-5596
Fax: (904) 488-5671

Phone: (904) 486-6721
. Fax: (904) 488-5526
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Missouri

Mr. William R. Wilson

Special Permits Spervisor
Missouri Highway and Transportation Department,
OM/OS Permit Office
Corner, Capital and Jefferson St.
P.O. Box 270
Jefferson City, MO 65102-0000.

Phone: (573) 751-2820
Fax: (573) 751-7408

South Carolina

Mr. Burke Fitzpatrick

South Carolina State Transport Poke
101 Executive Center Dr.
Suite 120
Cotumbia SC 29210-4412

Phone: (803) 731-1437
Fax: (803) 731-1408

Mr. Randy Griffin
South Carolina Department of Public Works
1412 Shop Road
Columbia SC 29201-0000

Phone: (803) 737-6306

NOTICE! This document is continuously
updated. Every attempt is made to reflect the
current status of participants and others
associated with the consortium. Please help us
maintain this directory’s currency by informing us
of inaccuracies, new details, or suggested
modifications. You can call (606) 257-4513.  ext.

35 or send us information by electronic mail at:
 acvo@pop.uky.edu

Current as of. 12/2/96
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Federal Government

Mr. Kenneth Baxter

FHWA OMC
400 7 t h  St. SW
HAS - 20
Washington DC 20005

Mr. Daniel Beaver
FHWA/OMC    .  

575 N. Pennsylvania St.
Room 261
Indianapolis IN 46204-

Mr. John Dierberger

FHWA/OMC
315 W. Allegan
Rm 207
Lansing Ml 48933-

Phone 5173771866
Fax: 5173771804

E-mad: jon dierberger@fhwa.dot.gov

Mr. Morrie Hoevel
Urban Mobility Engineer
FHWA
315 W. Allegan
Rm. 207
Lansing MI 48933-0000

Phone: (517) 377-1837
Fax. (517) 377-1804

E-mail: morris.hoevel@fhwa.dot.gov

Mr. Walter Johnson
FHWA/OMC
1504 Santa Rosa Rd.
Suite 205
Richmond VA 23229-

Mr. Robert Ketternheim II

FHWA/OMC
t o  S. Howard St.. 
Suite 4000
Baltimore, MD 21201-

Ms. Barbara Koehler

Mr.Leon Larson
Regional Administrator         

Phone: (404) 562-3570
Fax: (404) 562-3700

Mr. Jeff Loftus
Federal Highway Administration 
Washington DC      

Phone: (202) 366-4516
Fax: (202) 366-7908

E-mail: jeffrey.loftus@fhwa.dot.gov

Mr. Steven Mattioli
FHWA/OMC            
200 North High Street

 

Room 328
Columbus OH 43215-  
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Mr. Doug McKelvey

Acting Chief, ITS/CVO Division
FHWA HA-20
400 7th Street SW, Room 3419
Washington DC 20590-0000

Phone: (202) 366-9246
Fax: (202) 366-7906

Mr. Glenn W. Musial

Region 4 Adminlstrstor
FHWA/Off Ice of Motor Carriers  
1720 Peachtree Rd. NW
Suite 200

  

Atlanta GA 36367-0000        

Phone: (404)562-3600
Fax:  (404) 347-1568

E-mail: gmusial@intefgate.dot.gov

Mr. Michael C. Mighbert

Region 5 Administrator
FHWA/Office of Motor Carriers
19900 Governors Drive
Suite 210
Olympia Fields IL 60461-1021

Phone. (708) 283~3577
Fax: (708) 263-3579

E-mail: michael.nighbert@fhwa.dot.gov

Mr. Bradley Scalos

FHWA/OMC
P.O. Box 536
330 Broadway
Frankfort  KY 40602-

Mr. Tom Walker

FHWA/OMC
P.O. Box 4126
Baton Rouge LA 70021-0000

Phone: (504) 389-0390
Fax: (504) 382-2040

Mr. Dale E. Wilkins
Regional Administrator~
FHWA, Region 5           
19900 Governor's Highway      
Suite 301   
Olympia Fields IL 60430-2294

Phone: (706) 263-3610
Fax: (708) 263-3501

Mr. Buddy Yount
FHWA/Office of Motor Carrier     
P.O. Box 536     
Frankfort KY 40602-   _,.-   

Phone :  (502) 227-7321

Mr. NormanBoskind
Y:7~~~:;?+         

MD Trans. Authority Police        
4330 Browning Highway   
Dundalk MD 21222-    
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Industry Contact

Mr. Nellie Jenkins

C.G.H. Transport Inc. 

Mr. Robert Callahan
Travel American Motocoach 
55E.Fifth Strret   

  Covington, NY 41011             

P.O. Box 746
Winchester KY 40391-

Phone: (800) 354-2078
Fax: (606) 744.0172

E-mail: N/A

Mr. Harold Bernard

President

Phone: (502) 695-9026
E-mail: N/A

Mr. David Black

V.P. and General Mgr.
Lexington Cartege
2160 Young Drive
Lexington  KY 40505    

 
  

Phone: (606) 269-3354
Fax: (606) 269-6372

E-mail: N/A

Mr. John Van Steenburg

VP, CVSA
New York State Police 
1220 Washington Ave.  
Building 22
Albany, NY 12226

 

Mr. Jim York
National Private Truck Council
66 Canal Center Plaza
Suite 600
Alexandria VA 22314-

Phone: (703) 683-l 300
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Professional Services

Mr.Bill  McCall
Associate Director Advanced Transp. Technology 
Center for Transportation Research and Education
2625 N. Transportation Loop Dr.
Suite 2100
Ames IA 50010-4000

Phone: (515) 294-8103

Mr. Henry Horsey

IDT
7685 N. 63rd St.
Longmont CO 80503

   

Phone (303) 652-0336
E-mad: hrhorsey@frii.com

Mr. Paul North
Johns Hopkins University
Applied Physics Lab
Johns Hopkins Rd.
Laurel  MD 20723-4000

Phone. (301) 953-6000
Fax: (301) 953-6149

E-mail: paul.north@jhuapl.edu

Mr. Paul Popick
Johns Hopkins University
Applied Physics Lab
Johns Hopkins Rd.
Laurel MD 20723-6099

Phone: (301) 953-6000
Fax: (301) 953-6149

E-mail: paul.popick@jhuapl.edu

Ms. Kim Richeson
Johns Hopkins University
Applied Physics Laboratory
Johns Hopkins Rd.
Laurel MD 20723-

Phone: (301) 953-6000
Fax: (301) 953-6149

Ms. Maggie Van Vliet
Johns Hopkins University‘  

Applied Physics Lab
Johns Hopkins Rd.  

   
 

Laurel, MD 20723-6099
  
 

Phone: (301) 953-6000
Fax: (301) 953-6198

E-mail: maggie.vanvliet@jhuapl.edu

Mr. Joe Crabtree
Assoc. Dir, for ITS Development      
KY Transportation Center                    
176 CE/KTC Building   
University of Kentucky     
Lexington KY 40506-0281 

              
  

Phone: (606) 257-4513
Fax: (606) 257-1815

E-mail: jcrabtree@engt.uky.edu

Ms. Carla Crossfield
KY Trasnportation Center       
University of Kentucky  
533 South Limestone Street
Lexington KY 40506 

Phone: (606) 257-6417

Mr. Calvin G. Grayson

Fax: (606) 257-1815
E-mail: cgrayson@engr.uky.edu
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Mr. Ted Grossardt

Professional Associate
Kentucky Transport&on Center
176 CE/KTC Building
University of Kentucky

 

Lexington KY 40506-0281
Phone: (606) 2574513

Fax: (606) 257-1815
E-mail: thfros00@pop.uky.edu

Mr. Don Hartman

Senior Professional Associate 
Kentucky Transportation Center

   
   

176 CE/Transportation Building    
University of Kentucky     

      
Lexington KY 40506-0281 

Phone: (606) 2574513
Fax: (606) 257-1815

E-mail: dhartman@engr.uky.edu

Mr. Dan Sutch

Professional Associate
Kentucky Transportation Center
176 CE/Transportation Bldg.   

Univtrslty of Kentucky
Lexington KY 40506

Phone: (606) 2574513
Fax: (606) 257-1815

E-mail: dsutch@engr.uky.edu

Mr. Bruce Cargill
RS information Systems Inc.
1651 Old Meadow Road
Suite 606
McLean VA 22102

 

Mr. Edward Fepke Ph.D., P. Eng.

Transportation Division
505 King Avenue
Columbus OH 43201-2693

Phone: (614) 424-5297
Fax: (614) 424-5069

E-matl: fekpee@battelle.org
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NOTICE! This document is continuously
updated. Every attempt is made to reflect the
current status of participants and others
associated with the consortium. Please help us
maintain this directory’s currency by informing us
of inaccuracies, new details, or suggested
modifications. You can call (606) 2574513, ext.
235 or send us information by electronic mail at:
acvo@pop.uky.edu

Current as  o f :  12/2/96
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BACKGROUND

Purpose, Goals, and Focus Areas of the ITS/CVO Program
Intelligent Transportation Systems (ITS) utilize information, communication, sensor and control
technologies to improve mobility, safety and productivity. The Commercial Vehicle Operations
(CVO) program, one of several components of the U.S. Department of Transportation’s Intelligent
Transportation Systems (ITS) initiative, is designed to accelerate the use of advanced transportation
technologies to improve highway safety and increase productivity for the motor carrier industry.

In April 1996, the ITS/CVO Division of the Office of Motor Carriers (OMC) introduced a Five-Year
Plan further defining its existing ITS/CVO program. The Plan reads:

The ITS/CVO Division’s Plan for the next five years (1997 - 2002) focuses on the use of information
and technologies that will allow commercial motor vehicles and drivers to be screened, identified, and
checked electronically. This effort will increase motor vehicle safety on our highways by developing
and using Electronic Data Interchange (EDI), along with cost-effective methods and technologies that
will streamline State regulatory, enforcement and motor carrier practices.

During the next five years, the ITS/CVO division will focus on the development and deployment of
technologies and information system components that will target high-risk carriers, vehicles and
drivers.

The Five Year Plan lists specific program goals:

1. Improve commercial vehicle safety
2. Improve freight mobility
3. Improve credentials and tax administration
4. Ensure regulatory compliance and equitable treatment

The program consists of public and private organizations working together in three areas to achieve
benefits for the American people by deploying technologies. These are:

1. Roadside Safety Systems
2. Administrative and Operational Systems
3. In-Vehicle Systems
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The Five-Year Plan provides context for strategic communications planning. The Plan states that the
ITS/CVO Division’s research and technology program will focus on the following areas:

1. Information systems development
2. Technologies for safety inspection and weighing
3. Mainstreaming

Mainstreaming is a word coined by the U.S. Department of Transportation (U.S. DOT) that means
moving ITS/CVO form research and development and testing to model then full deployment at state
and regional levels. Mainstreaming requires coordinating efforts within states and regionally to ensure
systems compatibility and to implement new strategies. Mainstreaming also encompasses marketing
the program to target audiences. Mainstreaming requires having the proper organizations, business
plans, outreach/training and financial commitments in place to deploy ITS/CVO core technologies and
information systems.

The Five-Year Plan also states:
Model and full deployment will require a great deal of education to progress from the research and
testing phase to one of deployment. Also, outreach efforts are needed to resolve issues and gain user
acceptance. State agencies and carriers must work together to 1) facilitate and develop new tools,
databases and procedures to support ITS/CVO; 2) automate burdensome paperwork processes; and 3)
rely upon communication technologies to identify and screen vehicles and drivers at highway speeds.

The Plan that follows seeks to provide the communications context needed to fulfill the goals and
objectives of the Five Year Plan of the ITS/CVO Division of the Office of Motor Carriers.

(For further information concerning ITS/CVO acronyms, readers may wish to refer to the Glossary of
Acronyms, which was produced for the U.S. Federal Highway Administration by the John Hopkins
University Applied Physics Laboratory in September 1996. This glossary can be accessed by visiting
either of the following two Internet sites: www.cvo.netrans.net or www.jhuapl.edu/cvo)

Need for a Strategic Communications Plan
A successful ITS/CVO program cannot be mandated, willed, or simply funded into existence.
ITS/CVO deployment requires voluntary buy-in by multiple audiences who reference one another.
Success of the ITS/CVO program requires marketing, education, and cooperation. Markets need to be
identified, maintained, and defended. Education is needed to inform key players about the program
and to progress towards deployment. Finally, cooperation is essential to get state regulatory agencies
and carriers working together. In order to better address the non-technical challenges to the program,
the ITS/CVO Division commissioned Walcoff & Associates (Jonathan Slevin, Nels Ericson, Andrea
Ferguson) to develop a Strategic Communications Plan.
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Plan Objective
The objective of the communications and outreach program of the ITS/CVO division office is to build
Federal Highway Administration (FHWA), state government, motor carrier industry, and driver
support for the national ITS/CVO program while enhancing awareness among elected officials. The
objective will be accomplished by informing and educating selected audiences of the impacts and
benefits of ITS/CVO technology.

The Communications Plan offers a context within which to implement a program that informs and
educates users, partners, stakeholders and the public about the benefits, services and products available
in the ITS/CVO program.

Definition of “Marketing”
The term marketing, rather than outreach is used deliberately. A market is an audience, or a set of
actual or potential customers for a given set of products or services, who have a common set of needs
or wants, and who reference each other when making a buying decision. Marketing is taking actions
to create, grow, maintain, or defend markets.

Using the term, marketing, emphasizes that the ITS/CVO program needs to be sold to market segments
(audiences) just as products and services are sold.

Marketing professionals insist on market segmentation because they realize no meaningful marketing
program can be implemented across a set of customers who do not reference each other.

The vague term, outreach, obscures the fact that successful program implementation requires that
communications and marketing methodologies be applied.

Plan Development,  Evolution, and Delivery
The ITS/CVO Division office committed to an assertive outreach program at the time it was
established in 1994. The development of a Strategic Communications Plan was commissioned in
September 1995 and has been developed through a seven-phase process:

Phase One: Review existing communications and outreach materials.
Phase Two: Collect existing reports and studies.
Phase Three: Review existing and planned programs and outreach activities.
Phase Four: Obtain direct exposure to issues and audiences.
Phase Five: Conduct executive interviews with ITS/CVO leaders.
Phase Six: Develop and deliver several drafts of the Plan.
Phase Seven: Deliver final draft Plan on August 1, 1996, incorporate final comments, and

distribute.
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SITUATION ANALYSIS

The commercial vehicle industry affects all Americans. However, not all travelers participate in the
commercial movement of goods as they do in moving themselves from one place to another. General
public awareness of ITS/CVO is therefore less important to the attainment of ITS/CVO objectives than
it is with Advanced Traffic Management Systems (ATMS) and Advanced Traveler Information
Systems (ATIS). Targeted awareness to audiences that influence decision makers such as state
legislators, local elected officials and the motor carrier industry is very important.

Motor carriers have been investing in ITS technologies whenever it helped improve their bottom line.
In ITS/CVO-unlike most areas of the federally funded ITS initiative-industry adoption of
technology has in many cases preceded the government’s emphasis on the application of intelligent
transportation systems solutions to commercial vehicle operations.

Results and evaluations of numerous FHWA-funded ITS/CVO operational tests and demonstration
projects will increasingly surface during 1997 and 1998.

In advancing the ITS/CVO program, the following twelve market dynamics need to be considered:

1. Administrative Structure
2. Budget
3. Staff Resources
4. Key Projects
5. Industry Assessment
6. State Agency and Legislative Assessment
7. U.S. Congress Assessment
8. Media Assessment
9. Public Awareness
10. Marketing Channels In Use
11. OMC’s Expanding Role and Identity
12. Marketing Program

These dynamics are further discussed in the next few pages.

lTS/CVO Administrative  Structure
The ITS/CVO Division of the Office of Motor Carriers, FHWA, has responsibility for program
oversight in coordination with the Joint Program Office for ITS (JPO) of the U.S. Department of
Transportation, and the Turner Fairbank Research Center of FHWA. This form of administrative
structure results in shared responsibility of the ITS/CVO program.
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lTS/CVO Program Budget
Funding for the ITS/CVO program comes from three sources: ITS, OMC, and Government Operating
Expenses (GOE). Projected funding figures for the ITSKVO Program are as follows:

-  1995-$30,461,000

-  1996-$34,217,000

-  1997-$39,950,000

-  1998-$51,418,000

OMC Staff Resources
The OMC has a staff of approximately 440 people including 100 people at the headquarters in
Washington, D.C., 90 in the regional offices, and 250 in the state offices. The ITS/CVO Division
office has a staff of nine people at headquarters, including one person serving as the ITS/CVO
outreach coordinator. One OMC staff person in each of the nine regions is the central point for
ITS/CVO, and only one of these is dedicated full-time to the task. Each of the 50 state offices has an
average of five staff people and their focus on ITS/CVO program issues varies. The JPO has a staff of
22 people, all in Washington, D.C., of whom one person serves as the ITS/CVO coordinator.

Key Projects
Federally-funded ITS/CVO projects are many and varied, including pilot programs, research projects,
demonstration projects, and operational tests. Projects include: Advantage I-75, brake testing
research, Commercial Driver’s License Information System (CDLIS), Commercial Vehicle
Information and Systems and Networks (CVISN), driver fitness for duty verification, electronic
registration, electronic clearance systems, Green Light, international border clearance, International
Registration Plan/Interstate Fuel Tax Agreement clearinghouses (IRP/IFTA), Motor Carriers Safety
Assistance Program (100/200  MCSAP site projects with portable computers at roadside), Operation
RESPOND (Hazardous Materials Response System), out-of-service verification, Port-of-Entry
Advanced Sorting System (PASS), Safety and Fitness Electronic Records System (SAFER), Smart
Card, and weigh-in-motion research. Also, TruckDesk (I-95 Coalition project), HELP, Inc.‘s PrePass
program, and Advantage CVO are potential ITS/CVO projects unsupported by federal funding through
FHWA that will be useful to communicate to target audiences.

Industry Assessment
1. Motor carriers invest in technology when they are convinced that a specific technology will

enhance safety for drivers, increase productivity, and thereby improve their bottom line. Industry
peers strongly influence company purchasing decisions.
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Furthermore, successful technology insertion by a motor carrier occurs in concert with drivers.
Brad Popoff, Senior Vice President of Marketing, HighwayMaster, emphasizes that driver
satisfaction determines the extent to which adoption of a technology will work:

Technology has to do something that your main asset-the driver-is going to embrace. True
driver satisfaction is necessary for technology applications to succeed.

2. Vehicle/Roadside Communications (VRC) standards and Dedicated Short Range
Communications standards (DSRC) are a vital need.

3. There is an impression within the trucking industry that ITS/CVO is vendor-driven, and that
ITS/CVO is an example of solutions looking for a problem.

State Agency and Legislative  Assessment
1. State legislators tend to be unaware of ITS/CVO projects. Due to its funding, the MCSAP

program is the best known OMC effort that employs an ITS/CVO technology (roadside portable
computers). There are effective program advocates in state agencies in key states.

2. Early adopters and followers in state agencies are frustrated because of the absence of vehicle to
roadside communications standards.

U.S. Congress  Assessment
U.S. Congress funding history and reports (Congressional Budget Office 1 l/95; Senate Appropriations
Committee 7/l 8/96) give evidence to a pocket of support for the ITS/CVO program. Beginning in
fiscal year 1997, the program’s progress offers opportunities to broaden the base of awareness and
support among Members of Congress and staff.

The program to date has lacked significant and sustained industry advocacy on Capitol Hill because
early efforts have involved research and intergovernmental relations. Senior industry officials equate
ITS/CVO with government regulation and the possibility of increased taxes, and therefore have not
fully supported the program thus far.

ITS/CVO benefits are more easily communicated than traffic management benefits. Congress has
cited positive cost/benefit examples deriving from the ITS/CVO program.

Media Assessment
The importance of media relations to the ITS/CVO communications and outreach program cannot be
over-emphasized. Media relations are more effective when coordinated among associations,
companies, and governments. For this to occur, the ITS/CVO Division of the OMC needs to play a
leading role.
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A database of media and an Internet site that supports a media relations campaign have been developed
and are updated on an on-going basis.

A look at trade press coverage shows that the ITS/CVO Update newsletter serves as the sole
publication dedicated to ITS/CVO topics. Since March 1996, the program and its projects have
received excellent coverage in Transport Topics and ITS World. Trade press advertisements do not
connect technology to ITS.

There is little, if any, ITS/CVO coverage by local media. It is premature at this point to target the
national media for coverage, except in the context of a locally-based project.

Public Awareness
There is little public awareness of the ITS/CVO program or its individual projects.

Marketing Channels In Use
Marketing channels that are already being employed include various committees, publications, trade
shows, conferences, and local chapters of trade associations. Key channels among these are:

- American Association of Motor Vehicle Administrators (AAMVA)

- American Bus Association (ABA)

- American Trucking Associations (ATA)

- Commercial Vehicle Safety Alliance (CVSA)

- Independent Truckers and Drivers Association (ITDA)

- ITS America and State Chapters

- National Private Truck Council (NPTC)

- Owners, Operators, and Independent Drivers Association (OOIDA)

- United Motor Coach Association (UMCA)

OMC’s Expanding Role and Identity
A successful ITS/CVO program will entail a continuing effort (implicit to the program) to transition
the federal role from regulator to regulator, educator, and partner. In support of this change, the report
from the Marconi Conference on Strategic Directions for ITS Communications and Outreach
(November 15, 1994), reads:

The national ITS program needs to recognize and reflect the greater need for listening to the
market. There needs to be a balance between planned deployment (push) and responsiveness to
the consumer (pull).
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Explicit discussion within the OMC about its “market identity” will help successful deployment of the
ITS/CVO program. Management of perceptions both internally (providing leadership) and externally
(delivery of messages) is important. A focused and enterprising communications program facilitates
this process of identity change.

Marketing  Program
An essential milestone of the ITS/CVO marketing program is the adoption in fiscal year 1996 of a
Strategic Communications Plan. Other fiscal year 1996 markers in the program include: preparing
training materials, conducting six focus groups, and expanding and refining media relations. In
addition, development of an ITS/CVO “Technology Truck”, use of the “Rover Van” for publicity
appearances, an Internet site, standing and portable exhibits, videos, a graphic identity, brochures, slide
shows, and user acceptance and cost/benefit studies are all part of the fiscal year 1996 marketing
program.

The fiscal year 1997 ITSKVO communications and outreach program is under development.
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A series of executive interviews has been conducted to solicit representative viewpoints and
suggestions from the spectrum of CVO stakeholders. Leaders from federal and state transportation
agencies, law enforcement, regulatory agencies, motor carrier associations, manufacturers, academia
and research institutes, operational test programs, commercial programs, industry and the
Congressional Budget Office have been interviewed in an effort to reach a broad and representative
cross-section of CVO audiences.

Response to the interviews has been overwhelmingly positive, and many participants have expressed
optimism for the prospects of the ITS/CVO division and its proposed pilots, operational tests and
programs. The sense of the interviewer is that many of the participants are appreciative of this
opportunity to provide input into the program.

The list of twenty-seven interviewees, the eighteen questions that were asked, and the detailed
responses are provided in Appendix I. The following eight key findings serve to briefly summarize the
results:

.

1. The ITS/CVO program enjoys support from a core group of stakeholders.
2. The voluntary nature of the program is the key to success.
3. To relieve suspicion and develop trust, FHWA needs a sustained marketing effort.
4. Unions can be a show-stopper.
5. The ITS/CVO program is perceived as fragmented.
6. There is a need to educate key audiences about the program’s costs and benefits.

Key audiences are:

- State and local elected and career officials

- Key members of Congress and staff

- Motor carriers and operators

- State law enforcement personnel (4,600)

7. The program can take off once uniform technology standards are established.
8. Trucking industry advocates in Washington, D.C. support technology that improves carrier

productivity, but do not uniformly support government’s ITS/CVO efforts to apply technology in
service to its regulatory function.
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PROGRAM CHALLENGES

In the effort to ensure a successful ITS/CVO program, it is recommended that the following challenges
be recognized and effective means of handling them be incorporated into marketing efforts.

1. Link safety and productivity benefits to ITS/CVO technologies.

2. Face effectively the difficult relationships and distrust that have developed between
regulatory/law enforcement agencies and motor carriers/truckers.

3. Encourage the adoption of technology standards.’

4. Kindle interest in ITS/CVO among non-OMC FHWA headquarters and field staff and provide
them with a clear knowledge of important ITS/CVO issues, projects and programs. OMC field
staff have had few tools to change this situation. There is also a need to integrate ITS/CVO
functions within state DOT agencies. Currently at the state level, there is a lack of auto/CVO
integration in city, county and state planning. Too often CVO functions are isolated from other
agencies within state DOTS. In many states, CVO is regulated by multiple agencies.

5. Help change law enforcement’s perception of motor carriers and operators while at the same time
supporting law enforcement’s need to operate with greater efficiency. Too often the attitude of
regulators and law enforcement has been that every commercial vehicle is an accident waiting to
happen, regardless of the carrier’s past safety and performance record. As a result of this
regulatory environment, the trucking and motor coach industry tends to look upon all government
initiatives with distrust. Industry associations need to protect their members from intrusive
government behavior and regulation.

6.

7.

Encourage federal and state governments to include more motor carriers and operators in program
and policy deliberations. To date, insufficient effort at both the federal and state levels has been
expended to include motor carriers and operators in this area. The National Program Plan for
ITS observes that “truckers were not involved in the development of CVO initiatives” during the
1980’s. (It is noteworthy that motor carrier involvement in ITS America is limited.)

Work with industry to move the program forward while realistically handling fears of weight-
distance taxes.

8. Address effectively industry and driver concerns on privacy issues.

9. Deal effectively with industry’s ambivalence towards the ITS/CVO program.

ITS/CVO Strategic Communications and Outreach Plan
Walcoff

I3
October 1, 1996



10. Answer the following key objections to the program effectively:

- Won’t electronic records transfer allow regulators to pry more precisely into carriers’
proprietary information?

- Won’t electronic clearance/safety inspection of transponder-equipped trucks allow unsafe
ones to slip through the cracks?

- Won’t participation in the program be mandatory rather than voluntary?

- Won’t states lose revenues due to standardized tax regulations?

- Doesn ‘t the introduction of ITS/CVO technology in trucks and buses mean ceding control of
commercial motor vehicles to computers?
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AUDIENCES

It is important to identify ITSKVO audiences, then design and deliver messages specific to each of
them. There are internal and external audiences whose awareness, understanding and support are
necessary for program success.

Audiences can be conceptualized as a series of concentric circles, with the ITSKVO Division of the
Office of Motor Carriers as the nucleus. (A graphic presentation of this target audience concept is
provided in Appendix G.) Questions to answer when identifying audiences and developing messages
are:

- Who are the audiences?

- What do we want them to know?

- What do we want them to do?

- What do we have to understand to be effective?

- What do we have to do?

The communications program of the ITSKVO Division of OMC must not attempt to reach all possible
audiences. Nor will all audiences targeted require the same emphasis, nor are they all to be reached at
the same time. For example, it is important that within a particular state, leaders among motor carriers
and regulators be supportive of the program before state legislators are approached.

Internal Audiences
Internal audiences include those people who have a direct impact on, are responsible for, or who will
interact with the ITSKVO programs and activities as they are implemented in the field. These are
FHWA decision-makers, FHWA/OMC/Federal Aid staff (field & headquarters), and State agency
MCSAP representatives.

Identification in the executive interviews of a disconnect between FHWA headquarters initiatives and
the field’s possession of resources to implement underscores the need to focus on internal FHWA
audiences.

External Audiences
External audiences include those individuals who have a direct impact on, are responsible for, or who
will support, implementation of ITS/CVO technologies. These include state and local government and
their motor carrier regulatory function, the motor carrier industry, NAFTA partners (Mexico and
Canada), the media, and the public.
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Seven Existing  Target Audiences
The following table contains recommendations of audiences to be targeted and methods and means for
reaching them.

ITS/CVO Existing Target
Audiences

Communication Channels, Methods, and Tools

Federal Government

Professional Associations. Internal News and Information Sources;

Congress Members and Staff

ITS/CVO Program Designers

U.S. Congress

Technology Truck; Rover Van: Visits By OMC, Industries, and States;
Media Coverage: Brochures With Benefits and End-User Testimonials

Public/Private Consortia

ITS/CVO Committees/subcommittees of ITS America

Truck Rover Van
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I ITS/CVO Existing Target
I

Communication Channels, Methods, and Tools
Audiences I

I Manufacturers/Suppliers
I

Trade Associations; Industry Groups; Technology Truck; Rover Van;
Trade Publications I

General Media

Broadcast and Print Media Technology Truck and Rover Van; CVISN; MCSAP - Portable
Computers at Roadside

General Assignment and Business
Press

Technology Truck and Rover Van: CVISN; MCSAP - Portable
Computers at Roadside

Public

General Public Through the Media; Technology Truck; Rover Van

New Audiences
The value developed by the improved quality and access to motor carrier information will result in the
emergence of new interest groups and will increase awareness of the availability of the information, its
value and application in each audience’s areas of interest. To determine the value, follow the freight to
see where there are improved efficiencies and for whom. New audiences include:

-

-

-

-

-

-

-

-

-

Shippers (Shippers are increasingly influencing how the trucking industry operates by
dictating specific requirements of how a carrier operates.)

Insurers

Organized Labor

Vehicle Rental/Leasing Companies

State Agencies Newly Affected (e.g., health department functions are affected by reduced
response time for remote accidents)

Prosecutors (is electronic data capture admissible and sufficient?)

National Park Service

National Weather Service

Federal Aviation Administration

Prioritization and Phased Target Approach
Audiences need to be prioritized and approached in a phased, planned manner, and in accordance with
available resources. This critical need is included in the strategic recommendations that follow later in
this Plan.
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MESSAGES

Existing ITS Program Messages
The following table shows the evolution of general ITS messages:

Communications and

U.S. DOT sets a national goal to
build an intelligent transportation
infrastructure  (ITI) in the largest
metro areas

Building the Intelligent

Secretary Pena I / I I /96)

Members and Staff

Existing ITS/CVO Program Messages
The following chart shows the evolution of ITS/CVO messages:

Date

Pre- I994 None

Message(s)

I Serving your technology needs

Assisted by technology, trucks and buses will move

safely and freely throughout North America

lose Wait

I Because Time Is Money

1996 I Facilitating safety and productivity

I

Partners enhancing motor carrier safety and

efficiency

Developed BY‘

NA

OMC

OMC/ITSA

Advantage l-75

PrePass

OMC

CVlSN
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Program Positioning With New ITS/CVO Slogan, Three Benefit
Categories, and Logo
To best position the ITS/CVO program the new slogan, Safety, Simplicity and Savings for government
and industry, will be instrumental. This new slogan incorporates three benefit categories which are
detailed in the following table:

Benefits

General
Theme

MESSAGES FOR CVO AUDIENCES
Safety, Simplicity, and Savings 

U.S. State/Local State Law Industry Media/ Motor
Congress Government Enforcement Public Carrier

Drivers

ITS/CVO enjoys The trucking Proven Voluntary This Useful,
widespread industry keeps technology program, program is reliable, and
support: American streamlines
doubling of

developed an example effective
business

traffic
operations and with industry of technology

congestion by
moving. Do makes at the table government making the job

year 2020 will more with enforcement at its best, easier

affect American less. procedures using

credentials and

obtained from
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MESSAGES FOR CVO AUDIENCES
Safety, Simplicity, and Savings

Benefits U.S. State/Local State Law Industry Media/ Motor
Congress Government Enforcement Public Carrier

Drivers

3. Savings Cuts federal Do more with Less time Less time is Good use of Little or no
administrative existing funds: spent spent on tax dollars; time is spent
costs; allows streamline identifying administrative more can be sitting in
resources to revenue unsafe drivers: chores; done with

collection;
weigh/

be focused at more efficient
govt/industry

makes trucks, existing inspection
problems; cooperation revenue drivers more resources stations; save
streamlines reduces costs, collection productive; time; make
revenue cuts through process; safety lowers more money
collection bureaucracy; reduced operating

costs less than administrative costs, impacts
new tasks industry’s

I
construction bottom line

In accordance with the five-year plan of the ITS/CVO Division of the OMC, the ITS/CVO program
provides safer roads and more efficient driving, while enhancing the bottom line. The ITSKVO
program improves and simplifies government functions. Starting in 1998, the program can begin to be
presented as an example of government at its best. ITS/CVO is all about working smarter. ITSKVO:

-  addresses problems at their source,

-  brings different interests together

-  saves American lives, time, and money, and,

-  minimizes federal government’s role (e.g., CVISN).

Through the ITSKVO program, state and local government have a solid and affordable program for
helping to keep our roads safe at a time of decreasing budgets and increasing commercial vehicle
traffic.

It should be emphasized that the program supports motor carrier safety and efficiency; not one at the
expense of the other. Safety, for industry, lowers operating costs, impacting the bottom line. In 1995,
4,615 heavy trucks were involved in fatal accidents in the U.S. in which 5,112 people died. Economic
losses from such accidents include: loss of lives, injuries, loss of income, repair costs, worker
compensation, management attention, and damaged industry reputation.

Before using the new messages on targeted audiences, it is recommended that the messages first be
tested on selected individuals in the U.S. Congress and the motor carrier community.

Further program positioning will be obtained through use of the new ITSKVO logo. (This new
ITSKVO logo is provided, in color, in Appendix H.) All ITSKVO messages and projects should be
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branded with this recognizable “stamp”. This logo should be promoted on FHWA ITSKVO
correspondence. ITSKVO program practitioners should be encouraged to use it.

In explaining the program, the first message tier after “‘Safety, Simplicity, Savings” explains the three
operational areas to which the application of ITSKVO technologies are bringing benefits. These are:

1. Roadside Safety Systems
2. Administrative and Operational Systems
3. In-Vehicle Systems

The description of these areas can be simplified as follows:

1. “At the Roadside”
2. “In the Office”
3. “In the Vehicle”

Audiences should not be spoken to in terms of ITSKVO user services.

Message Reinforcement  With Three Project Examples
It is essential when targeting a particular audience to use a limited number of project examples that
clearly make the appropriate messages come to life. Three fiscal year 1997 projects that fall into that
category are:

1. Electronic Clearance
2. CVISN prototype and model deployment pilots
3. Portable computers at roadside

Project examples need to be chosen from the target audience’s point of view to ensure the quickest and
easiest buy-in. The above three examples target the audiences: motor carriers, state government, and
law enforcement.
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STRATEGIC RECOMMENDATIONS

The Communications Plan offers ten strategic recommendations to serve as guidelines when
developing and implementing tactical communication plans and projects.

1.

2.

3.

4.

5.

6.

7.

8.

9.

10.

Define ITS/CVO simply and visually. (Using the slogan identifying three benefit categories, the
icon, and project examples.)

-  Communications need to emphasize benefits first, not the technologies.

-  Do not promote programs by leading with their acronyms and bureaucratic distinctions.
Instead, explain what the programs do and the value they bring.

First provide internal audiences with a solid understanding of the overall program, the
communications strategy, and program messages. Upon this foundation, target external
audiences.

Ensure that FHWA headquarters and field staff convey the same program messages.

Deliver tailored key messages with a program for each key audience.

Prioritize audiences and roll out the campaign in a phased approach.

Develop and support three champions from each market segment.

Focus on 3-5 key states during the next 12 to 18 months. Utilize state chapters of key
organizations such as the American Truckers Associations (ATA), The Intelligent Transportation
Society of America (ITSA), the National Conference of State Legislatures (NCSL), the National
Governors Association (NGA), the American Association of State Highway and Transportation
Officials (AASHTO), and the Commercial Vehicle Safety Alliance (CVSA).

Prepare now for national media exposure in 1997.

Explore the possibility of an ITS/CVO annual meeting to help establish program identity, brand
name, and markets.

Use the Technology Truck and the Rover Van for all they’re worth, as they are both excellent
marketing tools.
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CONCLUSION

The Federal Role
There is a need to define explicitly the federal role in communications and outreach, so that all
involved share a common understanding. Only the federal government can provide the vision,
cohesion, plan, and strategy. Only the federal government is positioned to provide management and
oversight during program implementation. However, there are often more effective and appropriate
communicators, closer to the target audiences, than the federal government. These communicators
need to be identified, supported and nurtured. For example, state governments-who are the customer
of the federal government-are closer to the ITS/CVO customer. Yet state agency employees tend not
to be effective message carriers to their own state legislators. In insuring that a specific program is
effectively implemented through a state, the ITS/CVO division office and the Joint Program Office
(JPO) for ITS need to include state-initiated communications and outreach needs as a program
component to be guided and monitored along with the technology side of the project. Some Requests
For Proposals should include requirements for conducting outreach consistent with the approved
strategic communications and outreach plans of the JPO, the OMC and its ITS/CVO Division.

Strategic Imperative
The national ITS/CVO program encompasses and must link the responsibilities of federal, state and
local government transportation, regulatory and law enforcement agencies with the private sector
commercial vehicle industry’s need for ever-improving productivity in a highly competitive, low-
margin business.

ITS/CVO Program Control and Evaluation
The effectiveness of the marketing and communication program needs to be measured. This will be
accomplished using the following methodologies:

-  Executive Interviews in June/July 1996 and then again in mid-year 1997.

-  On-going attitude and opinion studies will track awareness, understanding, and support among
targeted audiences.

-  An audit of press coverage in September 1996 and November 1997 can track the effectiveness
of the media relations component of the marketing program.

-  Follow-up focus group meetings in fiscal year 1998 can help evaluate the effectiveness of
marketing efforts based upon this Plan.
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Target Members of U.S. Congress and Staff

Rationale They pay the bills.

Goal

Audience
Resistance

Approach

Slogan

Messages

APPENDIX A
COMMUNICATIONS TO U.S. CONGRESS

Maintain funding levels based upon identifiable supporters. Identify, cultivate 3
champions in the House, 2 in the Senate, and staff members on House
Appropriations and House and Senate authorizing committees.

Busy schedules. Industry ambivalence.

Through state and local elected officials; informational from U.S. DOT; trade press
articles; Friends of ITS; industry testimony

Safety, Simplicity, and Savings

Capability by 1998 to connect 50 states into united and distributed information
systems.

On track to comply with legislation to phase-out most federal involvement in CVISN
by 2001.

Safety-based performance measures with benchmarks.

Benefits-oriented approach-to state government and motor carrier industry.

Same program provides safety and productivity improvements. Not one at the
expense of the other.

“The ITS projects with the greatest potential effects on productivity-or at least those
in which productivity effects are most directly identifiable-are ones that have
applications in the area of commercial vehicle operations.”
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Intelligent Transportation Systems and Policy
Report of the Congressional Budget Office, Natural Resources and ‘Commerce
Division, October 1995

Federal government, state government and industry are collaborating in program
design and implementation

Motor carrier industry (truck and bus) regulatory reform is dependent on CVISN.

Faster border clearance of trucks enhances international competitiveness.

Answers to 3 Key Questions

I. Why Do We Need an ITS/CVO Program?

- Improve safety and compliance

Information-based technology helps target high risk carriers, vehicles, and drivers. This
technology can be deployed at the roadside, desk and onboard  to warn drivers of impending
trouble.

- Keep freight and passengers moving

The great era of American road building came to an end with the completion of the Interstate
Highway System. As the population and traffic continue to increase, highway capacity remains
nearly static. The result is that America’s highways are becoming America’s warehouse.
America’s transportation system is no longer providing the competitive edge over our
international competitors that it once did.

- Free motor carriers from an onerous and costly inefficient regulatory process

Some regulatory agencies need help, standards and incentives to modernize (computerize) their
operations and procedures. This improves state government and carrier efficiency.

- Improve government services in an era of shrinking resources

Budgets at the federal and state government levels are’being cut, so more must be done with
fewer resources.

- Help improve industry productivity

Carriers often operate on razor-thin profit margins; anything that improves their  productivity will
improve their bottom line.
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- Enable federal inter-agency cooperation

Recent legislative mandates (NAFTA, Clean Air Act) require U.S. DOT to work with agencies
that lie outside the department’s traditional transportation role. U.S. DOT must now share
information and work with such non-transportation-related agencies as the Commerce
Department, Environmental Protection Agency, Federal Communications Commission among
others. Retrieving vital information can often take days, weeks or months to change hands under
existing systems.

2. What Benefits are Available?

Safety improves because states can focus time and resources on unsafe carriers, vehicles, and
drivers, due to electronic identification clearance/safety inspection/weigh-in-motion
technologies. Regulatory agencies and law enforcement can free up compliant carriers from
unnecessary inspections.

Safe and legal drivers save time because ITS/CVO technologies reduce the time drivers
spend sitting in lines at crowded inspection stations, border crossings or spot inspections.

Administrative costs decline for government (federal and state) because of easy electronic
access to accurate records.

Administrative costs decline for industry because many transactions with government can
take place through electronic data interchange ( E D I )  from the office computer, a third party,
to one location.

Government improves its revenue collection capabilities and protection of the infrastructure.

ITS/CVO facilitates regulatory reform. Existing rules and regulations, which may be
outdated, redundant or contradictory, are examined and changed, and the process is
streamlined as part of the design and implementation of automation.

Government agencies and the private sector develop partnerships and more flexible
relationships that benefit the public. Synergies of interests and resources can evolve.

Electronic one-stop (or no-stop) shopping for licenses, permits and tax payment will save
motor carriers and states money and time.

3. What is the Federal Role:!

-  Provide Vision
Under recent legislation (ISTEA-Intermodal Surface Transportation Efficiency Act,
National Highway System Designation Act), the relationship between U.S. DOT and state
DOTs is changing. The states are assuming a greater role in deciding what projects they will
undertake and how their federal funds will be spent. One of U.S. DOT’s major functions in
this changing landscape is to provide a national vision for technology deployment and to
ensure that safety-based performance measures are incorporated in every CVO project.
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-  Insure Connectivity
Only the Federal government has the authority and resources to develop and coordinate any
electronic system that ties together all of the numerous agencies that regulate CVO within
each state.

-  Obtain Standards
Today, there is a lack of standards for CVO compliance and for uniform, reliable information
to support nationwide CVO service. U.S. DOT is needed to establish the program that results
in industry self-selecting the best standards.

-  Fund Research

- Create climate conducive to escalating deployment
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APPENDIX B
COMMUNICATIONS TO STATE LEGISLATORS

Target Key state legislators among total of 7,400 nationwide.

Rationale The ones who are paying the bill.

Goal Gain support to implement relevant parts of the ITS/CVO program

Audience
Resistance Lack of funds. Lack of full support from industry. Lack of interest.

Perception that a truck is an accident waiting to happen. (For
example, the public perception that trucks cause more than their share of
accidents on the Washington, D.C. Capital Beltway is not supported by
studies that show in 73% of accidents involving a commercial vehicle, the
fault does not lie with the truck driver.)

Weigh-in-motion is a low priority for most states. Even with federal money, many
states may not be able to come up with their 20 percent match. Federal financing of
research but not deployment presents a serious problem to the states.

State DOTs are passenger car-oriented. Their point of view is that trucks are already
damaging the roads, so why make life easier for them. When the issue is patching
potholes vs. helping truckers, potholes win.

Major carrier participants with large investments in proprietary dispatching and
vehicle location systems may not support a level playing field by sharing information
with competitors.

Approach Get the private sector on board before approaching legislators.
Obtain a minimum of five solid third party supporters.
Prepare success stories from other states.
Get on program agenda of National Conference of State Legislatures (NCSL),
National Governors Association (NGA), U.S. Conference of Mayors (USCM), and
others.
Encourage site visits by legislators.
Support the legislative approach with media relations.
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Guidance The first presentation to a legislator needs to state in 5 minutes:

-  The objectives of the program.
-  The costs/benefits.
-  The results to the state; to motor carriers?
-  More cost to the state or less?
-  Involves more bureaucracy or less?
-  How much money saved?
-  The end results of doing the total program.

Messages Cuts your administrative costs.
Improves safety.
Streamlines revenue collection.
Simplifies operations.
Let’s you do more with existing resources.
Enables selective enforcement and inspection of unsafe carriers, vehicles and drivers.
Participation is voluntary.
ITS is all about working smarter.

Talking Points
Advantage I-75, migrating to Advantage CVO, begins to show us what the future
could look like.

Utah is an example of state initiative without federal funds.

The CVISN prototype program (Maryland and Virginia) and the seven pilot projects
(California, Colorado, Connecticut, Kentucky, Michigan, Minnesota,
Oregon/Washington) are improving automation of data and inter-state
communications.

Frame weigh-in-motion benefits as an issue of paying for technology or
infrastructure. Either build a weigh station at a cost of $5 million, or spend $500,000
to make the operation work more efficiently through technology.

An ITS/CVO program makes everything simpler:

-  Less delay for motor carriers
-  Less human resources needed by the state and FHWA
-  Reallocation of human resources for more effective enforcement
-  Accurate and faster information gathering and retrieval
-  Improved safety because inspectors can focus on unsafe carriers
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APPENDIX C
COMMUNICATIONS TO MOTOR CARRIERS

Target Motor carrier industry: trucks and buses

Rationale The ones who use the program.

Goal Support of program, manifested in visits to state legislatures and U.S. Congress and
in the motor carrier industry’s adoption of ITS/CVO technologies.

Approach Identify, organize peer-to-peer program of private sector champions.
Obtain a minimum of five third party supporters.
Work with state chapters.
Get on panels at association meetings and exhibit at expositions.
Prepare success stories from other carriers.
Support the approach with trade press articles.

Audience
Resistance Fear that ITS/CVO will lead to increased taxes and more regulation; hidden agenda

to bring more regulation under the guise of safety.

Don’t want government having so much information. (However, government already
has the information.)

Major carrier participants with large investments in proprietary systems don’t want to
level the playing field by sharing information with competitors.

A level playing field regarding safety regulation is desired; however, this must be
achieved without the danger of the government sharing competitive information
among carriers in competition with one another.

The government will seek to mandate technology implementation on the motor
carrier industry that is not cost effective.

The program should have a market-based approach. Government does not tend to
understand and/or care about market forces.

Drivers do not like the idea of driver/vehicle monitoring systems. Teamsters oppose
it. (Most insurance companies are likely to oppose the systems, also.)
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Message
Themes

Background
to message
themes

1. VOLUNTARY: Voluntary program
2. SAFETY: Safety and loss prevention
3. SIMPLICITY: Cut administrative costs; expediency in service area
4. SAVINGS: Efficiency and productivity gains; reduction in fuel and maintenance

costs
5. PRIVACY: Government already protects proprietary information all the time.

1. VOLUNTARY: ITS/CVO is a Voluntary Program

-  Trucks and buses: You get to choose whether it works for you.

2. SAFETY: Safety and loss prevention

- Trucks: reduced congestion in weigh stations reduces accident potential.
Fewer roadside inspection stops reduces the problem of merging with traffic
when departing weigh stations and ports of entry.

- At Ruan Transportation Management Systems (Des Moines, Iowa) workers
compensation is down 45 percent; liability premiums are down 68 percent.

- Buses: Industry can obtain information on a driver it’s considering for hire.
(Driver can obtain the same information electronically.)

- Both: Driver communication to local authority/service when in need
(accident; breakdown; in-vehicle incident on a bus)

3. SIMPLICITY: Cut administrative costs and expediency in service areas

-

-

-

-

-

Trucks that keep moving have au edge on the competition. (Need to
be in the upper 90 percent in on-time delivery)

Electronic payment services

Electronic purchasing of credentials. Electronic clearance keeps trucks
and buses moving down the road. Driver gets in more miles on a one-
day trip. This means more change in the pocket for the driver.

Colorado Ports of Entry report a 5-to-l benefit to motor carriers.
Savings of 4 minutes at $2 a minute for a cost to the carrier of $8 a
stop. 1,500 trucks; 700,000 hours a year; $4.1 million a year savings
in lost payroll.

Loss ratios drop rapidly. Insurance is third largest cost of a motor
carrier. In all cases, adopting driver/vehicle monitoring systems
technology has resulted in lower rates. (Great Western Insurance,
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Phoenix, reports that a 790 unit carrier in Texas reduced insurance
costs by $500,000 a year. Another company dropped from 403 percent
to 27 percent loss ratio over 3 years).

4. SAVINGS: Efficiency and productivity; reduction in fuel and maintenance costs

4 Trucks: Fuel savings by continuing on down the highway

4 Less wear on clutch, brakes, drive tram by not having to slow down, stop and
accelerate to highway speed

4 Buses: Electronic clearance and toll collection help buses improve
scheduling.

4 Both: Traffic management based on more efficient systems through
implementation of ITS technologies helps traffic flow at a time of 178 million
vehicles and 1.3 trillion vehicle miles a year and growing.

4 Smart Card technologies can help both industries.

5. PRIVACY: Safeguarding of proprietary information

4 The government has a long history of protecting proprietary information. So
does the commercial banking industry. Both the institutional history and the
technology exists so that, for example, a carrier can get information on his
own company at any time but not on another company.

Guidance Presentations to include:

- The objective of the program

- What is the program

- Projected and actual costs/benefits

-  Industry concerns

- Response to industry concerns

- Summary and next steps
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APPENDIX D
COMMUNICATIONS CONCERNING CVISN

Target State agency officials; state legislators and top executive branch officials; motor
carriers

Rational The ones to implement and use the program

Goal The government role (federal, state, local) over the next 10 years is to insure that
accurate information is available in electronic form and that information is utilized by
the nation’s commercial vehicle operations to improve the safety and efficiency of
operations.

Approach Gain evolutionary success in Maryland/Virginia, then tell the story.

Audience
Resistance Intrastate, interagency relationships; interstate issues, ongoing funding after initial

federal start-up funds.

Benefits REDUCED GOVERNMENT: CVISN is a time-limited program with a decreasing
federal role.

SAFETY: ITS/CVO enables law enforcement to concentrate its roadside safety
inspections on high-risk and uninspected carriers, drivers, and vehicles, to prevent
accidents from happening. Timely and accurate information helps motor carriers
maintain effective safety programs.

SIMPLICITY: The idea is simple. Instead of making motor carriers go here, there
and everywhere to receive government credentials, have them go to a single place for
services, or go nowhere and use their computer at their own place of business. Call it
“one-stop shopping,” or even “no-stop shopping.”

SAVINGS: Motor carrier operators are required to purchase the necessary licenses
and permits in every state in which they operate. The number of agencies regulating
commercial vehicle operations varies from state to state. As a result, carriers must
navigate a complex and costly process just to earn the right to pursue their regional
business. But now, licenses, tax permits, inspection and other information will be
available electronically to regulators at all levels.
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There exists a firm consensus within government and the commercial vehicle
industry about the benefits of an integrated delivery system.

Background to
Benefit
Messages Implementation of the Commercial Vehicle Information Systems and Networks

(CVISN) program will result in enhanced safety for drivers and trucks and improved
operating efficiencies for government agencies and motor carriers. In turn, both the
public and private sector participants will realize savings in time, resources and the
cost of doing business. The benefits include:

1. SAFETY

- The number of trucks that must stop at weigh stations will be reduced.

- Reduced congestion at weigh stations will mean shorter lines of trucks backed
up.

- Law enforcement will be able to concentrate its efforts on high-risk and
uninspected carriers and operators.

2. SIMPLICITY

- Simplified, automated screening and targeting of high-risk operators improves
enforcement efficiency.

- Standardized data exchange makes for a simpler, more efficient work day for
motor carriers, drivers, and regulators alike.

- Low risk carriers, vehicles and drivers face fewer and simpler roadside
inspections.

- Applications can be easily filed from the motor carrier’s administrative
offices.

- Motor carriers can get better information quicker from regulatory and
enforcement agencies.

3. SAVINGS

- Electronic screening will eliminate the need truckers to stop for unnecessary
weight and safety inspection

- Automated reporting and record keeping technology will reduce costly
paperwork for government and motor carriers.

- Motor carriers no longer have to go in person to file applications at each of
the agencies that regulate the company’s business.
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4 Government agencies will be able to process license and certificate
applications more quickly and accurately.

4 Electronic screening will reduce the number of stops and starts commercial
vehicles must make, thus reducing fuel consumption and time idling in lines
at weigh stations.

4 As vehicles keep moving, the flow of goods from manufacturer to distributer
to consumer is streamlined and on-time deliveries will improve.

4 The new technologies are cheaper to install and use than constructing new
weigh stations. They also improve the efficiency of existing facilities.

4 Existing highway infrastructure and facilities can be used more effectively.

4 In an era of shrinking budgets, electronic screening technologies allow
government agencies to shift personnel and resources from processing
paperwork to other tasks.

4 States will be able to more effectively collect taxes and other revenues.
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APPENDIX E
STUDIES, STATEMENTS, AND RESOLUTIONS

There have been a number of research studies that help to inform the communications and outreach
effort of the national ITS/CVO program..

1. User Acceptance of Commercial Vehicle Operations Services: Critical Issues Relating to
Acceptance of CVO Services by Interstate Truck and Bus Drivers, Prepared by; Penn & Schoen
Associates, Inc., Under Contract to FHWA August, 1995

2. Benefit/Cost Analysis of ITS/CVO User Services, Prepared by the American Truck Associations
Foundation, Inc. Providence, Rhode Island 1996 Under Contract to FHWA

3. Institutional Barriers to the Deployment of CVO/IVHS Innovations in Ohio, Prepared by Ohio
State University in cooperation with the Ohio DOT and FHWA, Columbus, Ohio, June 1995.

Key comments from evaluation forms filled out by participants in six ITS/CVO Informational Focus
Group Meetings held in 1996 follow:

-
-

-

-

-
-

-

-
-
-
-

-
-
-

-

Focus group meetings are useful. More carrier involvement is needed in the meetings.
There is a concern that fatigued drivers can not be detected when deciding which trucks are
allowed to bypass inspection stations.
Focus group meetings will help to alleviate criticism of those who don’t understand that these
programs are in the developmental stages.
As an ITS vendor it is invaluable to hear from drivers and enforcement officers about their
reactions to ITS programs.
Don’t forget the importance of vehicle and driver safety verification programs.
I feel a lot of this technology is neither conceived nor designed for logistically practical use
for those of us working the highways.
Change is unknown territory. Meetings like this help to prepare those who will be expected to
implement new changes and technologies.
I’m glad I had an opportunity to provide input from my field perspective.
I learned from other states how they are doing things.
ITS/CVO needs to concentrate efforts on drivers.
We need more trucking companies. This need should be mentioned at trucking association
meetings.
This information needs to get out to all front line enforcement staff.
Driver fatigue causes most truck accidents, yet ITS/CVO does not address this.
You need to broaden the audience. State DOT engineers from field and HQ should be
included in these meetings.
As a police officer I would like to have a centralized information system which tracks
vehicles.
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-

-
-
-

-
-

-

-

-

-

-

-

-
-
-

You need much more industry involvement, so they will be informed of capabilities and
benefits, and so they will therefore buy into the sharing of costs.
This was very useful because few state leaders pass anything along to subordinates.
We need to extend  the outreach program and include more industry.
I liked that both the industry and enforcement perspectives (with contrasting views) were
presented.
I was able to meet other people from different agencies in the commercial field.
More needs to be done with information available to prospective employers when assessing
driver applicants, particularly concerning safety violations and drug and substance abuse.
I learned that there are no easy answers. We need to work on replacing the current processes,
and not automate the existing poor ones.
How do we get feedback that is unfiltered and honest? I’m concerned we’re going down the
automatic “This must be great” path.
Many important players miss these meetings. There is a need for one-to-one contact with
industry in order to get them to attend these sessions.
The information provided will assist me in the training of our company managers and
employees about the merits of new and improved technology.
I suggest you consider “paying” CVO people to attend. Given that they tie private entities,
they are “losing” income by attending. This forum can only be enhanced with broader
participation.
These meetings are very informative. There is a lack of motor carrier support, so there is a
need to continue the outreach program.
Give more advanced notice for these meetings so the states can include interest groups.
It is valuable to hear the technology concerns of industry and law enforcement.
This helped me gain information on how technology will benefit the trucking industry.

The remaining pages in Appendix E contain the following three documents:

1. The National Conference of State Legislatures’ (NCSL) Resolution, July 30, 1996
2. Governors Statement in Support of Advantage I-75, August 20,199l
3. Summary of Comments from 22 States to the CVISN Pilot State Deployment Program Request

For Information, May 1996
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ITS RESOLUTION
ADOPTED BY THE NATIONAL

CONFERENCE OF STATE LEGISLATURES
JULY 30,1996

The National Conference of State Legislatures (NCSL)  recognizes that a vast domestic market and a
new high technology industry are moving American surface transportation into the information age to
better serve customers.

Intelligent Transportation Systems (ITS) are being developed to enhance travel demand management,
public transportation operations, electronic payment, freight management, commercial vehicle
operations, emergency management, and advanced vehicle control and safety. Deployment of viable
ITS can increase safety for transportation users, improve mobility, reduce congestion, facilitate
interstate commerce, generate jobs, provide environmental protection, conserve energy, and facilitate
intermodalism.

NCSL endorses the U.S. Department of Transportation goal of deploying basic ITS for consumers of
passenger and freight transportation across the nation by 2005. These services should be integrated,
interoperable and intermodal. NCSL recognizes that the private sector will lead in the development
and bringing to market of reliable and affordable ITS, and that federal, state and local governments
will lead in the deployment of a core intelligent transportation infrastructure to meet essential public
needs, forming innovative partnerships with the private sector where appropriate.
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LETTER OF SUPPORT
ADVANTAGE I-75

Americans today are demanding that surface transportation programs provide more efficient use of
highways and transit, improve traffic safety and fuel efficiency, and improve the environment by
reducing emissions. Intelligent Vehicle/Highway Systems (IVHS) technology offers an effective way
to manage these challenges.

The ADVANTAGE I-75 project represents a public/private partnership along the Interstate 75
corridor to implement an effective IVHS Program, which recognizes that technologies are advancing
rapidly and that early benefits can be realized by selective applications in the motor-carrier
environment. ADVANTAGE I-75 focuses on the processes whereby existing technological
advancements are assimilated into operational settings for motor carrier users of I-75.

It is the desire of the undersigned Governors to support ADVANTAGE I-75, and to endorse the
continued efforts of each state to implement ADVANTAGE I-75 in a cooperative and coordinated
manner.

Kentucky
Governor Ned Ray McWherter
Tennessee

Florida

Signed this 20th day of August, 1991.
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1.

2.

3.

4.

5.

6.

7.

8.

9.

COMMERCIAL VEHICLE INFORMATION SYSTEMS AND NETWORKS (CVISN)
REQUEST FOR INFORMATION (RFI) COMMENTS

SUMMARY OF TWENTY-TWO STATES
AND TWO OTHER ENTITIES

5/2/96

Overall, the states had positive comments on the CVISN concept. They support CVISN and
believe it is a worthy endeavor.

There were mixed reactions concerning the CVISN objectives. Several states had no comment,
five states wanted more time, three states thought the objectives were fine, and one suggested we
combine the seven objectives into two (enhanced enforcement and integrated services). Due to
program goals, we will keep the seven objectives.

The Association of Waste Hazardous Materials Transporters requested that FHWA include
hazardous materials transportation registration and permitting as an optional objective and require
one pilot state to test this objective. The committee decided not to include this recommendation
because of limited project time and funding, and because of the existing seven objectives.

The majority of the states believe the federal funding over a two-year period is appropriate. The
committee agreed to keep the two-year funding period.

The states were split on the 50% minimum non-federal cost sharing. The committee agreed to
keep the 50% requirement because of the strong emphasis in legislation on costing sharing and a
way to screen for states with greater interest and chance of success as a pilot.

Several states were against giving extra credit for states that provide more than a 50% non-federal
match. This selection criteria element has been deleted because it would impose a hardship on
some states and could lead to a bidding issue between the states.

The majority of the states believe motor carrier support should be required/encouraged during the
pilot, but there should be no required signature from the industry. The committee agreed to
require documentation indicating motor carrier support in the request for application (RFA).

The states were split on the issue of requiring the Governor’s signature on the MOA. The
committee decided to keep this item optional.

A few states recommended that states be allowed to from CVISN private and/or public
partnerships. The committee supports this concept and believes the RFI/RFA acknowledges this
concept. Additional language was added in the RFA to clarify this issue.
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10. A recommendation to delete the requirement for a 20% non-federal hard match was supported by
the committee and the RFA will reflect this deletion.

11. Lockheed’s comments:

A. Lockheed recommended that the reference to provide free Carrier Automated Transaction
(CAT) software be deleted. Lockheed believes that would result in government competing
unfairly with private sector participation in CVO deployment. The committee agreed with
this request and will adjust the RFA to say that it is available from commercial sources.

B. The role of the private sector in CVISN should be clear. This issue is clearly defined on page
three and eight of the RFI/RFA.

C. Lockheed believes the RFA should provide clear guidance to the states that their applications
will be judged more favorably (included in selection criteria) to the extent that they involve
the private sector, use technologies already in use, use approaches that will be financially
self-sustaining, and provide technological compatibility and interoperability. Private/public
partnering was an evaluation criteria in the RFI and will continue to be for the RFA. The
committee believes the RFI/RFA adequately addresses the critical issues from these
recommendations.

D.. The CVISN should not assume or rely on federal funding beyond fiscal year 1997. The
committee believes the RFI/RFA adequately covers this recommendation.

E. Interoperability with toll systems was also a concern. This issue is addressed in the RFI/RFA
by requiring interoperability with major CVO clearance programs and encourages
interoperability with toll deployment technology.

F.. Mainstreaming discussion is not clear. Additional language that defines the regional
champions and forums have been added to clarify this issue.

G. Evaluations should not be left to the end of the two-year period, but should be ongoing. The
committee supports this and language is included in the RFA.
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Main Intro
to Kiosk

Operational Systems
In-Vehicle Driver

Information Systems

"In the Vehicle” I

Roadside
Safety Systems

“At the Roadside” I

Programs and
Operational Tests I



Administrative and
Operational Systems

a. Load posting

b. Computer aided dispatch
and routing

c. Vehicle/load tracking and
monitoring

d. Real time travel
information

e. Automatic vehicle
identification (AVI)

f. Traffic/weather
information systems

g. Cross dock operations

c. Vehicle diagnostics

e. Tire pressure monitoring

f. Push rod travel

information systems

b. Collision avoidance

c. Vehicle monitoring

d. Security electronic seals

e. Hazmat identification

(Automated vehicle
location - AVL)

b. Automated pricing

c. Billing/settlements

d. Maintenance schedule

h. On-board computers

i. Bar code technology

j. Systems and Networks

1.  SAFER

2. Safety Net

3. NMVTIS

4. CDLIS

5. NLET

6. CVISN

7. SSRS

Communications

a. Specialized mobile radio

8. Aspen Software



In-Vehicle Driver
Information Systems

"In t h e  V e h i c l e ”

a. Global positioning system

information systems

c. Automatic vehicle

d. In-vehicle navigation and

a. Collision avoidance

b. Driver monitoring

c. Vehicle diagnostics

d. Communications

f. Anti-lock brakes

h. Heads up display

i. Dynamic downhill truck
speed warning

j. On-board scales

k. Auto tracking mirror

b. Push rod travel

c. Engine diagnostics

d. On-board scales

a. Specialized mobile radio

c. Transponders/readers

e. In-vehicle diagnostics

f. On-board scales



Roadside
Safety Systems

" A t  t h e  R o a d s i d e ”
I

d. License plate readers

e. Transponders/readers

f. Automatic vehicle
identification/Automatic
vehicle classification

g. Counters/inductive loops

2. Safety Inspections

a. Portable weigh-in-motion

3. Communications

b. Portable brake testing
systems

c. Log readers

d. License plate readers

e. Automatic vehicle
classification

f. Bar code technology

g. UVI (pits, lighting, video)

h. Common violations

i. Commercial Vehicle
Safety Alliance (CVSA)
Level I inspections

j. Aspen software

k. Portable computers

b. In-cab signals

c. Two-way communication



Programs and
Operational Tests

b. Automated Compliance Review

c. Automated licensing and permitting

d. Automated Milage and State Crossing
Operational Test (AMASCOT)

g. Collision avoidance

h. Commercial Vehicle Information 

i. Commercial Vehicle Information
Systems and Networks (CVISN)

j. Commercial vehicle credential system

k. Driver performance monitoring

I. Dynamic downhill truck speed
warning

m. Dynamic stability systems

n. Electronic one-stop shopping

o. Electronic screening for border

p. Green Light Project

r. ITS/CVO mainstreaming

s. National Institute for Environmental

t. Operation Respond

u. Out-of-state verification tests

v. Point of Entry Advanced Sorting

w. Roadside MCSAP computer system
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APPENDIX H
THE NEW ITS/CVO LOGO
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APPENDIX I
EXECUTIVE INTERVIEWS

PARTICIPANTS AND RESPONSES

It should be noted that participants were free to decline answering any questions in the survey, and a
few of them did choose not to answer one or more questions. Lack of background experience or
expertise were the most commonly cited reasons.

Furthermore, because the interviewer was most interested in drawing out the participants’ most candid
responses rather than holding them to a clear-cut answer to the question posed, it may appear that some
of the responses do not directly correspond to their questions. On some occasions, some of the
questions seemed to strike a nerve, and the interviewee would speak at length, sometimes to the point
and sometimes not. Sometimes the response was a single word. Every effort has been made to capture
the essence, either in length or in brevity, of each participant’s comments.

The breakdown of general audiences reached by interviewing the twenty-seven participants is as
follows:

FHWA/OMC 1
U.S. Congress 1
State Law Enforcement 2
State Government (Non-Enforcement) 7
Public/Private Consortia 5
Motor Carriers 7
Industry (Non-Motor Carriers) 3
New Audiences 1

Participants
Dave Barry
Lt. Ken Barton
Rita Bontz
Carol Colman
Steve Crane
Richard Easley
Ken Evert
Lance Grenzebach
Don Hartman
Dick Henderson
Paul Henry

National Private Truck Council
Arizona Highway Patrol
Independent Truckers and Drivers Association
Cambridge Systematics
FHWA/OMC
ITS America
Oregon DOT
Cambridge Systematics
Kentucky Transportation Center
CVSA
Oregon Department of Transportation
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Michael Jackson ATA
Dick Landis HELP, Inc.
Greg Lebedev ATA
Norm Lindgren Utah DOT
Norm Lintner American Bus Association
Tom Maze Iowa Center for Transportation Research
Bill McCall Iowa Center for Transportation Research
Don Orne PB/Farradyne
Nick Owens Maryland DOT
Mary Grace Parker I-95 Corridor Coalition
Elizabeth Pinkston Congressional Budget Office
Mike Reilly BCA Insurance
Jim Roberts Kentucky Dept. of Vehicle Registration
Thorn Rubel National Governors Association
Todd Spencer Owner-Operator Independent Drivers Association
Stephen Sprague United Motorcoach Association

Questions and Responses
1. What is the ITS/CVO program?

ITS/CVO is the application of ITS technology to the freight hauling industry.

The goal is to allow commercial vehicles to travel the North American continent safely, freely
and efficiently.

The lTS/CVO program allows states and industry to cooperate to reduce barriers to moving
freight. The program promotes uniform regulation of commercial vehicles, safety standards,
weight and dimension laws.

ITS/CVO technology will influence and impact those components of the infrastructure that
are susceptible to increased efficiencies to a broad group of users.

OTS/CVO is the use of technology to improve commercial vehicle operations on the road,
safety, driving and clearance.

The application of ITS technologies to commercial vehicle operations,

ITS/CVO is the federal program to apply ITS to CVO.

The program is the federal effort to improve safety and create a seamless transportation
network through technology.

The goal of the program is to allow the free flow of traffic, improve safety, build efficiencies
into the program and provide full service.

The goal of the program is to develop state-of-the-art technology for CVO that includes
seamless borders, automated communications systems for clearance and improved safety for
drivers.

l-2
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- The purpose of the program is to filter out through the system to the field staff technology
which will allow them to streamline their operations. They will be able to work with the most
recent information on carriers. The technology will help them get a rating on carriers for
which there is no information. ITS helps us come to grips with the carrier population.

- The program is an investment by society, by Congress in clear recognition that commercial
traffic is expected to increase in the future. We can’t build our way out of the problem, and
we can’t expect an increase in regulation and law enforcement staff to meet this growth. We
are confronted by the same dilemma that led the Eisenhower administration to create the
Interstate program.

- ITS /CVO is the application of automation technology to improve the efficiencies of the
trucking industry.

- The ITS/CVO program is the government/industry partnership that is working to set
standards and protocols that will lead to the introduction of ITS technology into CVO.

- The ITS/CVO program is putting all of the technology together to make one system that
makes sense.

- The ITS/CVO program is the application of ITS technology improve motor carrier safety and
regulation

-  The ITS/CVO technologies- weigh-in-motion, vehicle identification, EDI, pre-
clearance--create an environment where there are no boundaries. The result is an open-
ended program.

- The goal of the program is to get all state systems on one inter-operable system that allows us
to share information. This will make us more efficient and improve safety. We will use
technology more efficiently at our desks and on the highway.

- Officially, ITS/CVO is the application of ITS to CVO regulation, enforcement and safety.

- ITS/CVO allows smart trucks to match with readable information that will allow truckers to
avoid being stopped (at weigh and inspection stations).

- ITS was designed to relieve congestion on U.S. highways due to the growing number of
vehicles. ITS/CVO will improve commerce by providing unrestricted flow of traffic. We’re
not going to build new roads; we’re going to learn how to manage traffic. We have not
explored the benefits (of the technology) to the bus industry compared to the trucking
industry.

- ITS/CVO is finding appropriate, useable  and affordable technology to enhance motor carrier
safety operations and information exchange between industry and government and
government to government.

- The ITS/CVO program evolved over time. In the old days the program was strictly research
oriented. Now the program is getting into deployment (of technologies) and there is an effort
to bring the program into the mainstream.

- Basically, the program is an effort by state and federal government to monitor trucks and
individual truck drivers and to collect fees and taxes.
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2. How is the ITS/CVO program different from past commercial vehicle
operations programs and initiatives?

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

It differs in the applications of electronics that treat freight hauling as a complex system.

There was no ITS before, no use of technology.

There is a more cohesive group (OMC, state agencies) behind the present ITS/CVO program.
Money is available for pilot programs that help industry understand that barriers can be
removed.

There is a more extensive use of public/private partnerships to deploy technology.

FHWA is doing more across the board, taking an integrated look at CVO. More money is
being put out for operational tests and institutional studies. In the past the program was much
more fragmented.

The program has a national perspective that is driven by technological opportunity. It has
broad participation by government, motor carriers and end users.

I have no idea how the program differs from past programs. There have been multiple
programs in the past and present that have been conducted to various degrees.

The program puts more focus on technological solutions to the safety and productivity
challenges we face.

The program will develop systems to remove paper requirements and make the process more
efficient for states and industry and free the flow of traffic.

I can’t answer that. I don’t have the background.

This program is substantially different. There have been changes in the way business is
conducted by law enforcement and it makes available information on whether a driver has a
valid license.

The past/present program tends to be hands-on, people oriented. Decisions tend to be made
on the local/regional level. Electronics allows real-time information to be delivered to
contiguous jurisdictions to maximize their investments.

The difference is in the focus-adapting the practical uses of technology. I can’t think of
another CVO effort that equates, that concentrates the resources available to the FHWA. The
combination of FHWA money and a willing industry. These are the best conditions in a long
time.

I don’t know.

This program encourages partnerships between the public and private sectors and between
government entities.

CVO in our state until the mid-1980s had no technical component. Since then, we have
moved forward, built on the initial applications, added computers and deployed new
technologies such as weigh-in-motion.

The ITS/CVO program in our state has brought agencies together in a way that they have
never worked together before. Each agency has a seat at the table. It’s a more systematic
manner of working together and looking at the program.
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-

-

-

-

-

-

In the past each program was a “stovepipe”, independently run operation. Seldom, if ever,
did agencies pull together. The program has given them a reason to talk about their
operations together.

This program is much more sophisticated. I hope there is a future for it because it will
enhance road traffic.

I’m not certain we’re far enough into the program to say. We have no mission statement, no
consensus on terms. For instance, if we go back to electronic clearance, buses are generally
not stopped at weigh stations or need interstate clearance. So, this is not an issue to the bus
industry. On the other hand, advanced notice of bottlenecks on the road ahead, electronic toll
collection and improved communications are something the bus industry is interested in.

On one hand, the program is a lot more technically focused than in the past. The program is
focusing on carrier input during the planning process. This time around, systems are being
orchestrated to be inter-operable, which has not been the case in the past.

There are new names and nomenclature, but the same philosophies and challenges exist.
Whereas in, the past you talked about controlling the timing of your traffic signals, you now
talk about Advanced Traffic Management Systems. There’s nothing new here. There are
new people involved, new industries involved and new customers involved. There are new
tools being given new applications. Some clients/customers see ITS as solutions looking for a
problem. Rather than being solution driven, we ought to be problem driven.

ITS/CVO is a vendor-driven effort to find a purpose or reason for being.

3a. What are the outreach needs of the program ?

-

-

-

-

-

-

-

Deal with the fears of the trucking industry regarding hidden government agendas-weight
distance tax and concern about Big Brother. Stakeholders must be shown the relationship
between CVO and other transportation systems.

Everyone involved needs to know the goals of the program. Each group needs to know how
it fits into the program.

Many states have motor carrier operations under one umbrella and tax operations under
different umbrellas.

The needs are extensive running the entire spectrum from users to stakeholders at all levels.
People are ignorant about the program, suspect it and are oblivious to it. There is a very
narrow group of participants who are knowledgeable.

The trucking community-including for hire and private small fleets-need to know what
ITS can do for them. There is a need for more information on one-stop shopping and how
computers will help truckers save time and money and make their operations more efficient.
Also, state government has to know that programs like CVISN will help them save money.

The quantitative and qualitative benefits that accrue must be conveyed to government
regulators and motor carriers.

We are not currently supporting FHWA on its ITS program. We have no agreement. We are
supportive of ITS, but we are not clear what the federal program is and what is its product.
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- The needs are tremendous. Outreach more than implies just public relations. It includes
training, awareness and building organizational understanding of what we’re doing.

- Industry does not trust the program. They look at it with questions. They perceive the
technology as a means to install a weight distance tax. They don’t want to pay another fee for
a service they feel the state should be providing for them. They will pay funds or fees up
front for the service. In time, industry will see the efficiencies of the technology.

- The program must try to reach targeted audiences such as enforcement, regulation, truckers,
ATA through the FHWA.

- Common sense education about the program is needed.

- The needs are to the trucking industry, government and the public. There is a deep absence
of understanding about what are the benefits of an ITS program. There are pockets of
understanding within government, but truckers must be shown the benefits of the program
through experience.

- Adequately share the technology information with all commercial vehicle operators who
would benefit from it. The technology becomes more useful as more entities use it. The
information must be shared with internal audiences (we are still some ways away from
technology standards) and external audiences (ITS will save industry money and time).

- You need to get to groups such as CVSA.

- Demonstrate the benefits of ITS applications.

- Significant. There is a lack of industry participation. We need to get them full-blown to the
table.

- More needs to be done with state government groups, county groups, local government, law
enforcement, industry and quasi-government groups.

- It must be explained to the CVO community what changes the program is bringing out and
what they mean. There is a cadre of people who understand pieces of the program but they
need to know how the pieces are linked. The message has to be expanded down and broadly
into agencies that do not have much knowledge about what is going on. There needs to be
some sort of scorecard that lets everyone know what is going on in the program. At a second
level, legislators who control the money need to know what the program is all about. There is
a complicated set of programs whose message has to be boiled down into a five minute
presentation for legislators.

- They need to control costs due to small or limited funds.

- Within our industry, there is little understanding of ITS and what it is supposed to do among
owners and drivers. We are a very fragmented industry. There is a very clear need to explain
the benefits to owners.

- The program’s priorities need to be conveyed to industry, other agencies and vendors.

- The needs are at U.S. DOT, Treasury, the IRS, Customs. Each of these departments pursues
their own agenda without keeping each other informed. There is a need for more outreach
resources. There’s lots of ignorance out there.
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- The program must be presented to a much broader section of the truck operator or businesses
that use trucks. There are no applications that make any economic sense. It’s activity
without accomplishment.

3b. What has been done to date?

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

The work of ITS America’s CVO subcommittee has been instrumental, as has publicity
surrounding the Advantage I-75 project and Help, Inc.

FHWA and CVSA outreach forums with drivers and inspectors have been effective. Articles
in trade magazines have helped spread the word.

Advantage I-75, Help, Inc. and the ITS America newsletter do a nice job.

There have been attempts at pieces of an uncoordinated message that has been fundamentally
ineffectual.

What has been done to date includes institutional issues studies, I-9.5 Corridor Coalition
studies, truck desks, Advantage I-75, Pre-Pass, satellite tracking tests and border crossing
tests have helped get the word out.

Public outreach to date has been haphazard and project based.

Focus groups, planning, courses for employees, round-table discussions with journalists,
ribbon cuttings.

Our state has been holding meetings with truckers. Three states in our region plan to hold
meetings on developing one pass.

Many of the parties involved have already been reached. The opportunities are there to
reach them:

About one-half to two-thirds of the members of our organization have knowledge about what
ITS is.

Some jurisdictions have been involved in outreach-the corridors, HELP, Inc., Advantage
I-75-because they are involved.

The structure of the outreach process has been established. Pilot programs are in place. A
great deal of planning for future uses of the technology and how it will help the carriers is
being done.

Focus groups. You need to reach out to law enforcement and regulatory agencies.

There have been a substantial number of demonstration projects and operational tests.

The federal government has held focus groups. Our state has carried forward our work. ITS
World and the other ITS publications and international press have published articles.

There have been lots of project and initiative-specific briefings, mostly to people who are
involved in the project. There have been modest efforts to reach people outside the project
circle, but it’s a matter of too little not quite too late.

In Utah and California there are programs and a number of larger trucking companies.
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- We’re keeping our members informed about what is going on about such things as smart
cards and pre-clearance. Things like smart cards with commercial drivers license
applications and toll information on transponders are of the most interest to the bus industry.

- The work of the ITS/CVO subcommittee under Gene Bergoffen has made great strides
toward getting the word out. The standards subcommittee has made strides as well. They
have been the models of getting the word out.

- The agencies at U.S. DOT speak to themselves a lot, but little has been done. More needs to
be done with motor carriers. Problems and solutions need to match.

- There have been pilot programs with states to interest them in ITS technology. States are
always interested in programs when you tell them they will get dollars. We don’t know about
ITS programs that go beyond specific groups such as the general efforts regarding urban
areas.

3c.. Does more need to be done?

-

-

-

-

-

-

-

-

-

-

-

Freight hauling is basically rural, while the focus of ITS has been upon urban problems.
There must be a greater linkage to the rest of the ITS program.

The basic concepts of the program are not understood by stakeholders. There are things that
government doesn’t know, and the program is moving very quickly. These must be
communicated.

Yes (6 responses).

Yes, small truckers need to know what is going on.

Outreach must be targeted and the content based on real benefits to those target communities.

Zeborah English and Wilber Thomas have been holding meetings, but there has been little
participation from industry; they have little interest i n  attending meetings. Outreach has to be
internal through DMVs or motor carrier associations.

Not a whole lot more needs to be done. The major parties are interested. Closed minded
parties have made up their minds about the program.

You can inform people through breakout groups, pilot programs, etc. Pilot programs will
bring the issues home to the roadside officer.

Hands-on things like demonstration panels are needed. Industry doesn’t like to sit through
meetings and because truckers have to work’ events have to be scheduled at times that are
convenient to truckers and not just bureaucrats. Rather than scheduling meetings to begin
first thing in the morning and running through the day, why not start an event over a lunch
and then provide a box lunch in the evening and let the meeting run until about 8:00 p.m. or
so. Truckers would most likely appreciate the chance to spend the morning in their office
before heading out to an event.

There’s question about it. The responsibility falls to the participating members themselves to
get the word out. There is promise in the technology.

More effort needs to be made to reach the drivers, fleet managers and company owners of 5-6
truck fleets.
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-

-

-
-

-
-

Absolutely. If ITS is ever to grow, we have to dump the image of corporate welfare. Also,
the public has to be informed.

More outreach needs to be done to industry. The system needs to accommodate safety needs,
customer needs. There needs to be industry input in the design of the system and the
development of the data base.

Yes, absolutely. Many companies don’t know about or understand the program.

FHWA has been doing a pretty good job of keeping us informed. They need to try to get the
information to carriers who not members of trade associations. This can be done through a
mass mailing that could explain the future of highways under ITS.

Absolutely. Efforts out there need to be continued.

There is a need for outreach. Specifically, is this program needed or wanted, and if so, are
you willing to pay for it with tax funds?

4a.. What do you see as the federal role in communications and outreach?

-
-

-

-
-

-

-

-
-
-
-

-

Catalyst.

The federal role is to make sure the program meets the concept of what Congress and FHWA
expect. We must have a clear understanding or what their expectations are. Every
methodology available should be used to get the word out.

The federal government should assist with financial resources. Research on issues such as
size, weight and dimensions are better handled at the federal level.

The federal role is to provide leadership in facilitation of the technology and dollars.

.The federal role is to provide funds to the states for programs, to get programs up and
running and to let the public know what is being done.

The federal role is to make sure that communications and outreach happens, not do it
necessarily, but ensure that it happens.

The federal role is to provide information to state and local government and trucking
associations.

We would like to see a more aggressive program if we agree with it.

The federal role must have a concrete message that encourages outreach efforts.

The federal government should help the states promote the program.

The federal government should coordinate outreach efforts to make sure that a standard
concept is sold.

The federal government should fund and establish pilot programs to show what can be done
so that the program will take off on its own. The federal government should serve as a
catalyst and coordinator of efforts. The market forces must be different. The federal
government must provide the common denominator. There must be a core program that is
open to creative approaches. It is hard to keep up with all of the programs that are underway.
Take the best of what can be demonstrated and use that to get buy-in.
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-

-

-

-

-

-

-

-

-

-

-

-

The federal role is to shepherd the business of inter-operability, to set national standards.
Firms are now buying the technology. How do we keep from voiding their investment?

Before communications and outreach can be done, federal government must provide the
under riding seeding for the program. Only the federal government can mandate uniform
technology standards. There’s a major disaster brewing if you have numerous technology
standards around the country.

Cash, cash, cash. Keep doing what you have been doing-focus groups, creating outreach
materials. The perception of drivers toward the government need to be changed.

The federal role is to develop partnerships with the private sector to demonstrate the
technologies to state/regional/local entities.

Establish a comprehensive outreach program or the modular approach-bring on staff or staff
people on loan from the states-to truckers down to the local level. There is a gap between
the federal and state officials and local officials understanding of ITS.

The federal government can help with funding, bringing the states and other groups together,
setting national standards and promoting the need to move toward ITS/CVO.

The federal government needs to take the lead, be involved in support to the states, provide
funding.

The core need is for the federal government to build a coherent and cohesive vision of its
program and to explain it to the states. There is no single place for anyone to look at to get an
idea about what the program is about.

The key to the program is how it is tied into the National Highway System. We are not
certain FHWA is doing all that it can do. The FHWA should take the lead in promoting ITS.
Right now, there are too many chefs with too many agendas. They take that role by stepping
in when there is a logjam.

The federal government needs to be the leader by facilitating development through incentives
to keep everyone interested.

FHWA has to reach out to its own regional offices to make sure that they have uniform
information and are executing their tasks. There needs to be outreach to other federal
agencies. There is no strategic outreach program with no planning on who will participate in
outreach. FHWA has to educate its own staff. Follow-up is important. Mainstreaming is the
strategic direction FHWA’s own field staff haven’t heard of the mainstreaming plan.

Focus groups. These are the communications vehicle for the general public and interest
groups. If the federal government is involved in outreach, it should be on the national level
rather than the regional level. It is not uncommon for federal initiatives at the state level to
work at cross purposes. There is no cohesion to the program.

4b.. Are there outreach needs that the federal government can’t provide?

- Individual business development should be left to companies.

- It is not appropriate for government to do everything. Government can’t speak to truckers.
An industry person needs to talk to truckers. The perception is that government is the voice
of authority. People want to hear from their peers.
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-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

States are best at communicating ITS/CVO issues to their own state-based motor carriers.

Outreach should be done on the local level.

The states need an ITS champion in CVO and other user services.

Federal government has problems in outreach with motor carriers.

States are better equipped to speak to local trucking associations.

It depends on what the government has to say or to sell.

Government can’t provide all outreach resources.

Motor carriers have problems with federal government programs.

You can’t tell everyone everything. You can’t reach those who won’t be reached.

No. The federal government can be helpful in all areas, to all audiences.

Yes, the federal government provides the total package of outreach. The federal government
can’t get the governors to do much without providing a super carrot. Outreach must get
down to the city/county level.

Federal government can’t speak to the individual members of trade associations. They will
turn to and listen to their trade group first. For instance, government can’t mandate articles in
trade association newsletters.

There is no one who can’t be reached if the government puts resources into the effort.

You can’t tell motor carriers/states what the commitment of the private sector is going to be
to the program.

Yes, I think there are some needs. The federal government has a high level of overview but
can’t provide state-level information or answers.

At the macro level they can help. At the micro level, states are better suited to outreach.

Yes. The federal government can’t talk to carriers. The FHWA can’t talk to state police
agencies, revenue collectors and legislatures. The FHWA has technical specialists in its
regional offices who are not the right people to be talking to these state officials.

The federal government needs to standardize programs, technology.

I have no specific complaints about federal outreach efforts. They should try more direct
contact with motor carriers about ITS. There should be no message about ITS as an
enforcement tool. That rumor needs to be stepped on.

Each state has the responsibility to get its house in order and come to the table with a
common state vision. The same is true for the motor carrier industry and vendors.

Using contractors and consultants, the federal government can reach any office. FHWA is
not equipped to fulfill this function but does have money for it.

I’m sure that there are needs the federal government can’t meet. I’m skeptical that the federal
government can objectively interest the general public in the program. The only ones excited
about the program right now are the vendors.

ITS/CV0 Strategic Communications and Outreach Plan I-I I
Walcoff October 1, 1996



4c.. If so, what are those needs?

- There is a great disparity between companies and their CVO applications of technology.
Also, there is a need for outreach with the Teamsters Union

- Every participant has a piece of the action. It is important that CVSA be involved in getting
the word out, as well as FHWA, law enforcement and the states.

- State personnel must be trained for outreach to the carriers in their state.

- Across the spectrum, communication should target the user and customers. You have to find
those who can communicate to your audience. You have to do a lot of convincing and
selling.

- There are perception and awareness problems at the state level down to the local community.

- The scope of outreach work that is needed is beyond government’s resources and abilities.
We need a cohesive communications effort from all partners.

- There needs to be a partnership with the states to develop the message and deliver it.

- There needs to be central distribution of information.

- The federal government has no devices for notification or discussion on a one-to-one basis.

- FHWA/OMC needs to develop a coherent description of the program and find someone
(consultants) to sell the idea to the states.

- State trucking associations must get with groups like the ATA to make the technology
affordable and realistic.

- Everybody has to do their share.

- A cross section of America talking to their peers.

4d.. Who can provide what is needed?

- Government, private industry and supporting consultants.

- State agencies and association personnel.

- Industry’ the National Private Truck Council, larger firms, state trucking associations and
ATA all must do their part.

- ITS America.

- Vendors can speak to motor carriers. They need to be people that the carriers have faith in
and can return to if they have questions or concerns.

- State agencies such as DMVs, DOTS, tax and revenue agencies must get involved in
spreading the word.

- Trade associations. The government must support individual believers/users because a lot of
important “stuff’ takes place on a one-to-one basis.

- Organizations like ITS America. Carriers can speak to other carriers to get them onboard.  It
has to be someone the truckers trust.
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- Partnerships of federal government/private sector. There is no cohesive voice coming from
the state and regional levels saying we’re ready to do this.

- Partnerships are needed that bring the federal government, states and vendors to explain the
program and products to industry and local officials.

- It’s a joint effort. The federal government carries the ball at the policy level and the states fill
in the details.

5. What are the important issues or information that must be communicated?

-

-

-

-

-

-

-

-

-

-

-

-

We must be much more specific about the elements and benefits of ITS.

We need to start at the top. What is the program going to accomplish, how will it do it, how
much will it cost, and who will pay for it?

The program will create a free flow of traffic for commercial vehicles. There is some
misconception that we are trying to capture incriminating information to be used against
truckers. This is not a tax issue.

Technology is a tool. Technology can improve our quality of life. Technology should be a
value-add. Government has to get out of the way of public/private partnerships. We should
promote a win/win/win (govt./industry/consumers) scenario.

We should promote the big picture-safety programs; increased efficiency that will save
government money, help it collect taxes and tolls and do more with less.

Everyone must see technology as beneficial. Information has to focus on benefits, whether it
is saving money and lives or adding capacity to our roads in the future.

There is not a need for communications and outreach at this time. We want the whole
program negotiated before anything is presented to the public. It is premature to talk with
industry about ITS. We must work together to create a delivery system. Outreach is the
problem of the programmatic approach.

We must communicate the vision of what we are trying to do and what are the efforts to move
us in that direction.

Emphasize the efficiencies. We must have a fundamentally basic program first. The fast
track of information that is being produced is mind-boggling to industry. Start simple and
then build on new systems or functions as the situation dictates. We want to expand too fast
before we have an operational system in place.

We must communicate the benefits to the public and private sectors.

We must make clear what the federal role is. This is not a mandated federal program. The
federal government will not own or manage the system. It will be a shared, managed
program with the private sector.

It depends on the audience. We need to tell people-get off the dime or we will lose the
momentum in Congress that we have built. We need to know who our friends in Congress
are and who oppose the program. There is a need for federal presentations before elected
officials’ organizations such as the NGA to get the message out.
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6. What, if anything, has to be resolved for the program to really take off?

-

-

-

-

-

-

-

-

-

-

-

Cost savings. CV operators always look first at cost savings. We need to broaden the
understanding of how the technology will be useful in the future-how it will help save time
and money.

What are the benefits and what the technologies can do. It must be driven home that this is a
voluntary program.

The early message of the ITS program is “gee whiz, let’s deploy this technology.” The
message needs to be “you need this technology” followed by an explanation why. The states
need to be shown why this is better than what they now have.

What the grand plan is, how it will be implemented, what services/products will the private
sector get out of the program and the quality of life benefits.

This program represents the re-engineering of how government conducts its business. It is
changing interagency relationships. The benefits that should be communicated are improved
operating efficiencies, improved safety and improved ability to handle increased work loads.

The core issue is that there will be a great investment in automation and networking
capabilities. This will enable you and propel you to change the way you do business. The
way you deliver freight will change.

It must be shown where the cost of purchasing the equipment will lead to benefits for the
carrier. For small carriers, the bottom line will be the savings they will be able to realize.

It must be communicated what ITS is envisioned to be. There will be no new roads built, but
traffic volumes will continue to grow. There is a need for high-tech traffic management. Is
the program voluntary or is it another unfunded mandate that will require you purchase more
equipment. The revolution is going to happen. The question is can it come smoothly.

The success of the program is predicated on the technology improving conditions over what
presently exists.

FHWA needs to tell its own field staff what the program is.

The costs versus payback need to be communicated.

- We must portray benefits in a way that fuels the marketplace. There must be a continuity to
federal funding as seed money.

- Parts of the program are taking off already. CVISN is ready to go. We can’t sit on the
sidelines waiting for the program to go. It’s already going on Advantage I-75’ HELP, Inc.,
PrePass. You build on that.

- The federal government must look at the discrepancies in standards on equipment and try to
come up with a uniform standard. Not all equipment acts in the same way.

- The government role must be resolved. Technology is deployed on a value-added basis. We
must prevent the misuse and abuse of the technology.

- The different programs need to be tied together in a consistent way at the federal level. We
need to set goals and “get one master plan.”
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- There is a reluctance by truckers to participate because of the perception of Big Brother. The
voluntary nature of the program must be explained.

- Provide safety and productivity improvements through safe equipment on the vehicles and
better productivity through electronic clearance.

- There are better ways to do business. The old ways must go by the wayside. We need more
performance-based.

- Technological standards have to be worked out. There are a lot of bugs still. Proprietary
concerns by industry must be addressed.

- We have moved to a new program that is performance-based. We must be able to accurately
reflect a carrier’s history and its violations. New systems must reflect all current information
on a carrier.

- Most carriers have said the status quo is great. I agree. It’s going to be awhile before the
program really takes off.

- Technology standards must be resolved. For carriers to invest in the technology, it must be
backwards compatible.

- There must be trust between truckers and regulators and a willingness to listen on both sides.

- Cost/benefits must be spelled out for truckers and states. The states are asking these
questions. The benefits are the key to the whole program.

- Who will fund the program. Standards must be set because defacto standards are being
developed. ITS must be more connected to the mainstream. What is going on in Asia and
Europe and how are all these initiatives being tied together.

- There needs to be an emphasis on interoperability of systems across states lines. We have to
move from the concept stage to reality. People need to be educated about the benefits of the
program.

- The OMC needs a strategic plan that states its goals and vision and then this document needs
to be widely distributed.

-    A lot more information that shows what the benefits of the program are has to be made
available to a wide audience.

-    Users must be convinced that the technology is credible and will provide them with bottom
line benefits. If it can be shown where the technology will hit the bottom line, then that is
where the program will take off. The technology is proven and efficient. There is a lot of
mistrust of the system, that computers will someday run everyone’s life. You have to show
that the bugs have been worked out of the technology. Pay a little more to make a little more.
No benefits, no sale.

- There has to be an agreement on overall policy and guiding principles. We need to know
what we want to see and gain.

- The constitutional issues of government monitoring private citizens need to be addressed.
Can costs/benefits be justified?
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7. What is needed for you or your agency to adopt ITS/CVO technology or to adopt it more
quickly?

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

Because our members own their own equipment, the program and the technology must be
available now. We must have a program that’s doable and will provide benefits. Some of
our people are interested in electronic clearance, others in electronic credentials and still
others in electronic toll collection. They need something to latch onto.

Financial resources, a mix of federal and state moneys.

There must be sincere recognition of public/private partnerships as viable deployment tools.
There must be rational investment programs. There must be widespread outreach across the
audience spectrum.

Standardization of technology from toll tags to transponders.

We need to educate ourselves and build expertise through training.

Technologies must be compatible.

There must be buy-in by the CVO community. We need to work through the concerns of
participants, elected officials and the appropriating committees that will decide the future of
the program.

We need an operational working program for truckers to buy into the program. I would urge
them to join HELP, Inc., for instance. If the trust of the industry had been secured first, the
product would have been much different.

The key issues are who pays for the program and standardization.

For states to invest in infrastructure and equipment, their investment must be cost effective.
The equipment must be standardized, so that states can spend their time and resources
dealing with information and not chasing down the latest piece of equipment.

Operational corridors must be in place. We haven’t come to grips with the interoperability
issue yet. Someone has to force the decision. If we don’t, we’re going to wind up with
numerous data bases. When the federal money is taken out of the program, how do we
sustain operations? The private sector is going to have to pick it up from there. Whatever
encourages government/private sector to adopt the technology is worthwhile.

If the state is not involved in the program, then cost becomes a major factor. We just don’t
have the money for the program. If someone like HELP’ Inc., could go in and provide help
then the program might work. If the federal government would provide a hard match to get
the system implemented.

Standardization of technology is the problem holding everyone up. States and industry have
problems spending money on equipment that is not standardized.

The value relating to cost effectiveness has not yet been demonstrated to industry. It has not
yet been shown that ITS is a long-term technology. Carriers have to make their investment
decisions based on economics. At this point’ for some carriers, ITS is a necessity, for others
it is a frill.

The states need to see economic feasibility, safety enhancements and the improvement in the
delivery of services to accept the technology.
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-

-

-

-

-

-

Funding. We are going full speed ahead with deployment as it is.

What would help the most is if there were a more centralized group of people who would
handle CVO policy, a centralized designated office that would handle day-to-day
responsibilities.

What is of great advantage to us-the carriers are running legal, safety mandates.

That question is best posed to manufacturers. Owners (of bus fleets) will take any equipment
they are given. Therefore, implementation of technology won’t be difficult. It may take more
time for drivers to accept the technology. Outreach sessions would be helpful. The
technology is not complicated, does not require hands-on tinkering. It’s hands-off
technology. Since most fleets use computerized systems, it’s just a matter of office staff
being trained in the new systems.

Interoperability standards and some idea of the benefits.

I don’t know that there is a need or urgency for us to embrace the technology more quickly or
at all.

8a., Are the right people involved in formulating the program?

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

I hope so.

Yes, they are.

Yes

Yes.

Yes.

Yes. The ITS America subcommittees provide a good forum for input.

At the state level, it depends upon the structure of who is involved with the program.

No reason to think not.

Yes, although there needs to be heavier industry involvement. Also, the enforcement
community thinks that the technology “is going to take my job.”

Yes and no. When the federal government/Congress created the MCSAP, each governor was
told, “for your state to participate and receive its funds, you must identify a lead agency for
administering the program.” People and agencies were forced to sit down and talk that may
have never done so in the past.

I think so.

Yes, assuming ATA is there.

Yes, with reservations.

At the state level yes. There need to be firmer points of contact at FHWA.

Yes. It took some time but we are very close to having everyone at the table.

Generally, yes, although there’s going to have to be political involvement at the policy level.
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- Yes, there are a number of people who are knowledgeable involved.

- I would think from the amount of discussion at our subcommittee meetings that we have a
good mix at the table. I am concerned about the greater enforcement potential that the
technology suggests. It has to be made clear that the technology will not be used to target
carriers. Technology should identify good carriers and highlight unsafe/questionable carriers.

- Generally, yes. The effort has been made to get the right folks involved.

- No. There’s not enough industry participation.

- End users, beneficiaries or targets (of enforcement) are not involved enough.

8b. Is anyone missing from the table?

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

There is no union representation.

Shippers.

The customer/user is not thoroughly involved.

No.

There is a slight under-representation by motor carrier industry. There is an over-
representation of vendors and an under-representation by those who will use the products.
All truckers work for a living, so it is hard for them to send personnel to meetings.
Government employees and educators have nothing else to do but meet.

Everyone has a voice at the table. Whether they take the time and effort is a different story.

Industry has to be brought in first. Legislators have to be involved as well. Participation has
to go beyond the lead agency.

No.

No, but we need more industry at the table.

CVSA, which represents the law enforcement community, has not been at the table. There
have not been many state regulators at the table. They have not been part of the discussions.
Many states have assumed the position that they are more concerned in preserving their states
rights options.

The credentialing, revenue folks-the folks who receive all the paperwork-are not at the
table. They could be good cheerleaders if they were involved.

Traditionally, government entities who will implement the technology and provide the
services, such as motor vehicle registration, revenue, legislatures, law enforcement and policy
makers at the state level have not been involved in the discussion

Depends on the level you’re talking about. How many members of industry are out there
who might be involved.

Work needs to be done on getting more senior level policy makers involved.

Not really. It would be helpful to have FHWA senior-level policy management at the table.
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- You can never have enough knowledgeable people involved. More high tech industry
involvement would be welcome.

- I don’t see any bus or truck firm owners at the table. We don’t run motor carriers on a day-
to-day basis, so we don’t know what their concerns are. They could see new issues that the
rest of us are missing.

- I can’t think of anyone in specific.

- Industry.

8c.. What will it take to get them to the table?

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

Ask them, and they will be there.

Recognition of shared responsibilities and benefits by government partners.

Users must see the benefits. Truckers will come to the table if government says it is going to
do it (provide the benefits).

You have to find the trigger to bring everyone together.

We need to talk to the carriers about the bottom line advantage of deployment. We must
convince the states and industry that technology will not hurt them.

The best way to get these groups to the table is to invite them and give them a meaningful
role. To date there has been a great concentration on policy and process rather than outreach.

The agencies don’t have funds to attend meetings.

They have to be invited. Outreach must be performed to gain their attention. The question is
how much political capital are the governors willing to risk with their legislatures on this
issue.

Incentives such as free program participation-“try it before you buy it”. Program won’t
work without industry support. Get them into the program and they will get involved.

They need to be invited and made a part of the process.

They must be invited by someone with a strong strategic vision.

Money is the major factor to gain high-tech industry involvement. Industry needs to see the
benefits.

An invitation Give them an idea of what we are doing. One suggestion is for the FHWA to
conduct listening sessions with local owners and ask them, “Are we on the right path or
wrong path?” We need more owner input.

You have to go where your participants are. The program needs to be more widespread.

To get these groups involved there would have to be a commitment that government would
honor that the system would not be used to unfairly target or tax this group or monitor private
citizens.
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9a. Who are the key influences to state government?

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

Motor carriers-American Trucking Associations (ATA), National Private Truck Council
(NPTC)

The federal government-they know everything about the program and they are the ones who
deal the cards.

Federal officials who make money available.

State secretaries of transportation, governors’ the National Governors Association (NGA).

The federal government because it doles out money and industry because it employs people.

Governors.

Every state has a champion for its program.

Citizens of the state, industries in the state, other state government entities.

Mid-level managers in member agencies “because they know the situation in the field and
they can sell their supervisors on the program and implement it.”

Lobbyists.

Money, the states right to refuse to participate.

ATA. The Norm Minetas of the world make a difference.

Industry.

Legislatures, funding, local issues, FHWA, industry.

Follow the flow of federal money. Public Utility Commissions, state police.

Staff, industry, state legislature.

DMVs, state police, revenue collecting agencies, the governor’s staff on economic and
development issues.

Lobbyists.

The highest executive levels in state government, the governor’ industry, the federal
government.

The state’s chief executive officer-the governor, DOT directors.

Citizens of the state.

9b. Congress?

- Federal government-NHTSA.

- Congressional staff, especially those who delve into the different aspects of the issue.

- Industry.

- Users.
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-
-
-
-
-
-
-
-

-
-
-
-

-
-
-
-
-

Key staffers on the appropriations committees.

The administration, bureaucrats, constituents in the home district, industry segments.

Constituency.

Lobbyists.

Constituencies, same groups as above.

Industry-ATA, NPTC, CVSA.

Lobbyists.

I don’t know. Maybe, the constituents or someone with more horsepower. Everyone has
different triggers. State legislators-we need more fans in that segment.

Constituents, money.

Industry, state officials.

ITS America, FHWA, state personnel.

Trade associations, legislative affairs staffs for government agencies, the National Governors
Association.

Industry groups.

Paul Rothberg. Their broader constituency.

Trade associations, lobbyists.

Legislators, industry (CVO and ITS industries).

Citizens of the country should be but not always.

9c. The media?

- Insurance companies.

- Everyone tries to. FHWA. The trade media are doing the most with the story right now.
Although this area is a great source of story ideas, reporters like to report on tragedies. We
need to focus on the benefits.

- The trade media.

- Periodicals to the CVO community, Big 3 television networks, CNN.

- General public.

- FHWA because it has the resources, states.

- The media--“themselves.”

- ATA.

- Readership/consumers.

- Local celebrities who are in the media eye everyday.
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-

-

-

-

-

-

-

-

-

Money.

Yes/no-the general media won’t cover the story. The trade press has begun to show
interest, but what is their impact?

Industry.

ATA and big trade associations.

Those who can generate hysteria and make a story out of nothing. The media isn’t interested
in the day-to-day workings of government. Advocacy groups, governors, legislatures, cabinet
secretaries.

Not much of anything. ITS America, but that organization hasn’t made much of a dent.

I don’t know.

Federal government, industry (especially ITS).

Interest groups.

9d. Motor carriers ?

-    The subset of transportation writers who cover automotive news, Society of Automotive
Engineers (SAE), the trucking press.

- Shippers, manufacturers.

- Customers.

- Associations such as the ATA or NPTC, periodicals.

- Customers, regulatory agencies.

- General public, Congress, government, drivers, the economy.

- State agencies working with industry.

- Stockholders, government entities that oversee their operations.

- Customers and shippers.

- Customers, government, the unions.

- Their accountants. Other motor carriers.

- Customers.

- Their customers.

- Customers, shippers.

- Trade associations, regulators/law enforcement.

- The bottom line.

- Industry associations, ATA, NPTC, suppliers of communications services and equipment
(Ardis, Ram, Qualcomm).
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- Insurance companies, trade associations.

- ATA,  NPTC, state trucking association chapters.

-  The bottom line.

-  Government, shippers.

9e. Regulators?

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

 -

-

-

-

-

ATA, NPTC, manufacturers such as Ford, GM, Freightliner.

Bureaucratic leaders.

CVSA.

Legislative bodies, especially those that regulate the industry and administrative agencies.

Congress, industry.

The lead agency, legislators.

Business, legislatures, FHWA.

Motor carrier industry, shippers and their associations.

Industry, those who pass the regulations.

Politicians

Their bosses, agency quota systems.

Policymakers.

FHWA, industry, legislatures.

Congress, citizens.

Industry, advocacy groups, legislatures.

CVSA, AAMVA, NGA.

Insurance companies, motor carriers.

The federal government.

Superiors, motor carriers.

Interest groups, lawmakers.

9f. Law enforcement?

- ATA, NPTC, manufacturers such as Ford, GM, Freightliner.

-  Citizens/consumers.

- CVSA.

-  Legislatures.
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PO.

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

FHWA, Congress.

Lead agency because every state is different.

Legislature, regulators including FHWA.

Members of industry.

The public, lawmakers, judiciary.

“They look sideways at God.” State legislators. In reality, law’enforcement doesn’twant to
be influenced by anybody.

Their bosses.

Themselves.

FHWA, industry, legislatures.

State legislators, federal government.

Unsafe operators.

CVSA, MCSAP money.

Insurance companies.

Motor carrier safety program at OMC, CVSA.

Superiors, motor carriers.

Government, insurance groups and others who generate revenue.

Name three champions who could be helpful in selling the program nationally.

- ATA; Bjom Klingenberg of Freightliner; Doug McKelvey of FHWA/OMC.

- Truck drivers; law enforcement who understand the technology; lower level management at
the state level-not top executives-because they have the time to devote to the program.

- Rodney Slater of FHWA; Tom Donohue of ATA; Cal Grayson/Don Hartman of the
Kentucky Transportation Research Center.

- There are no grand champions.

-  ATA, NPTC; AAA.

- Christine Johnson, Federico Pena  Rodney Slater of U.S. DOT; Gene Bergoffen of the
NPTC; large motor carriers such as UPS; leadership states such as those involved in
Advantage I-75.

- Lance Grenzebach of Cambridge Systematics;  Johns Hopkins Applied Physics Lab.

- I don’t know. It has to be a person who is sincere. There are a lot of people out there you
can hire, but the job calls for someone who believes in what he is doing.

- ATA; National Governors Association; U.S. DOT/FHWA.
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-

-

-

-

-

-

-

-

-

-

-

-

Gene Bergoffen of NPTC; Mike Winfrey of Iowa DOT; Doug McKelvey, Ken Baxter or
Larry Swartzlander of FHWA/OMC.

Tom Donohue of ATA; CVSA; AASHTO.

I can’t think of three champions. I’m not sure it’s time to be pushing champions. There is no
clear message yet.

lTS America; U.S. DOT; motor carriers.

National Governors Association; National Conference of State Legislatures; American
Trucking Associations.

Gregg Dal Ponte, Oregon DOT; Dick Landis, Help, Inc.; Secretary Federico Peiia.

Major Raymond Cotton, Maryland State Police, Hal Kassoff-former Maryland State
Highway Administrator; Tim Herder-Johns Hopkins University Applied Physics
Laboratory.

Norman Mineta, Lockheed Martin IMS; Gene Bergoffen, NPTC; ATA.

Probably not.

Gene Bergoffen, NPTC; Bob Pritchard, ATA Foundation; George Reagle, Joint Program
Office; NGA.

The ITS/CVO program; Tom Donohue, ATA; Don Schneider.

I can’t think of any.

lla. What are the three major problems in the way of ITS/CVO deployment?

-

-

-

-

-

-

-

-

Firms don’t see the return on their investment; fear of unnecessary regulation by the industry
union resistance.

We’re still developing applications. The technology is there, but we still need to figure out
what to do with it.

Industry is concerned that certain vendors’ transponders will be chosen as the standard, thus
voiding their investments and forcing them to meet mandatory technological requirements.
Truckers also are concerned that captured information will be used against them.

Patchwork federal funding; there is a lack of definition of the value-added aspects of ITS
technology; we’re in the early stages of an immature program. “‘We’re still acting like kids,
for the most part.”

There are institutional issues in the states that need to be worked out; standards need to be
set; there need to be integrated programs.

Start-up money, the initial capital.

There are state highway officials who don’t want to change their systems over to electronic
clearance. Why change if there are no incentives?

Institutional barriers; funding; outreach-an understanding of organizational capacity and
knowledge of the program and its activities must reach a broader audience.
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-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

-

The program is scattered, fragmented; there is no one program direction.

Funding; standardization; institutional barriers that include proprietary information concerns.

Education; funding.

Money; interoperability; customer base must be there.

Standardization of technology; economics reasons-we must have products that offer at least
equal value to their costs.

Programs have to fly on their own after the operational test phase is over; lack of outreach to
truckers; lack of outreach to government agencies and elected officials.

Money; institutional issues; user acceptance.

Funding. Congress won’t fund deployment. The country requires ITS. Competition requires
we deploy the technology, but the states don’t have money for deployment.

Integration of systems; making sure that information collected at the roadside makes it back
into the central system; the information is accurate and timely.

Building constituencies among administrators of the agencies that will experience the value
of the technology; money; bureaucratic turf wars. The thinking “we’ve never done it before,
why don’t we wait to see if it all will work.”

The cost of equipment; proof that the equipment works

Lack of coordination between agencies at the state level; lack of coordination between states;
no FHWA leadership.

Cost/benefits; interoperability/standards.

A lack of outreach; the morass of institutional issues; the lack of a unified industry voice.
Not a lot of owners will benefit from ITS.

Cost versus payback.

The 7 prototype demonstrations under CVISN.

llb. Where is the resistance coming from?

- There is resistance at the state level-the money aspects worry them.

- States are concerned that replacement costs for damaged technology will be excessive. States
are concerned about the budgetary impact of adopting the technology.

- There are users out there who misunderstand the benefits of the technology and are
misinformed; National policies on funding and program direction are unclear; we’re in the
development stage of the program.

- There are trucking firms that don’t understand the technology; some states are unwilling to
consolidate activities for fear of job loss; the law enforcement community must come to
understand that the technology will help them go after the bad guys.

- There is a resistance by regulators to use the new technology.
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The motor carriers see ITS technology as a means to assess and collect weight/distance taxes.

There is no resistance per se, only cautiousness.

The industry has certain fears of the program.

There is no great resistance.

There is no resistance to deployment, although ITS has not been a high priority in the
appropriating committees in Congress. Congress will have to make ITS an issue by the time
ISTEA is ready for re-authorization.

Government; industry; Congress.

Motor carriers that have been burned by greedy local/state government; there are no standards
yet; there is no active interest by industry because the real value of the technology has not
been clearly shown.

All of the above. It’s tough to budget for ITS if you need roads. Regulators want face-to-
face contact with truckers. Government just doesn’t know much about the program.

Users/industry.

There is no resistance to the program except peoples’ inherent resistance to change.

cost.

Embedded bureaucracies working without money and resources driven by the survival
instinct.

Small operators who make up a large portion of the industry.

Resistance is coming from the CVO community based on their belief that they are going to be
handed the bill for the whole program. There is also concern that the program will be used as
an enforcement tool.

Resistance is coming from the ITS community regarding adoption of standards. Greater
participation from small carriers. The federal government has been slow in developing a
common vision especially on the state level.

Inertia from industry. There is no mandate from state agencies.

The resistance is coming from our association and our people. We don’t see the benefits that
will offset the cost or meet a need.

11c. What can be done?

- Outreach must be outbound to inform all audiences; listen to feedback from customers.

- The federal government has to be more reassuring that the states “won’t be hung out to dry.”

- More training and education is needed.

- There needs to be better-focused, better prepared information. There needs to be better
explanation of where we are going. More time needs to pass for users to gain more
experience with the technology and for user case studies to be performed.
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Provide start-up funds or some form of carrot.

Get operational programs on-line, at first for free to encourage users but later adopt a user fee.

All sides are talking at this time. Someone will have to set standards at the federal level.

Industry/government must do more outreach; Congress needs to see one operational corridor
that shows how the technology works; industry needs to voice its support to Congress.

In such a scenario, a mandated minimal participation by all carriers would work best. Start
with a small program that has a uniform standard for all carriers. For this to work you would
have to begin with the manufacturers, with say putting transponders in every truck coming off
the line. This would serve as the foundation for active use.

That’s the big question.

You have to demonstrate the benefits while assuring industry of the economic benefits and
this does not mean increased regulation

Outreach. You have to let people know what ITS is.

Create state working groups. There are a lot of pieces out there. The three legs that are
needed are a mandate to do it, state/federal support and organizational capabilities. You have
to pull together state agency people with their private sector working partners and figure out
how to work together to get the job done.

Information must be gotten out to small carriers about the benefits of the program.

Lay out the facts-what will the program do? Don’t target one industry. Motor carriers are
not causing congestion. Emphasize the voluntary nature of the program.

ITS communications technology manufacturers need to stop standing alone.

Someone from an organization like AASHTO has to be brought in to promote ITS among
chief administrators.

Leave it to the private sector. They will buy those products and services that make sense.

Name three products/projects that are ready to be promoted nationally to help
advance the program.

- The 7 prototype demonstrations under CVISN; firms that have adopted the technology such
as JB Hunt, UPS.

- The eyes of the nation need to be on the CVISN Virginia/Maryland prototype. We need to
start talking about what these demonstrations are going to do.

- Advantage I-75; Caltrans; I-65 project in Kentucky.

-   HELP, Inc.’ PrePass.

- Advantage I-75; EZ-Pass toll collection; PrePass.

- Transponder technology; Advantage I-75, electronic clearance; communications technologies
that allow data trading, ED1 standards.
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Brake testing devices at the roadside; the 200 MCSAP laptops computers; CVISN.

There is no clear standard or direction to the program yet. The pen-based MCSAP program
is working well because you don’t have to enter standards.

Clearinghouses such as IRP; the communications infrastructure on the Internet for
registration.

The CVISN prototype.

Greenlight; the Hughes/Delco transponder; EDI.

Toll readers; weigh-in-motion such as the HELP, Inc. that can go on to become a toll system.

Electronic clearance; on-board computer systems; one-stop shopping.

Help, Inc.; Advantage I-75.

Greenlight; Help, Inc.; Advantage I-75.

CVISN prototype; portable computers at the roadside; electronic data interchange.

Help, Inc.; in the next two years, the CVIS program; MCSAP program; Truckdesk program
that provides advanced traveler information services (ATIS) for carriers; CVISN; one-stop
shopping.

No.

There is nothing out there that promotes the bus industry program. There are no applications
for the bus industry. Of the programs out there, I like Help, Inc. the best.

Advantage I-75; Help, Inc.; I-95 Corridor Coalition. All of these programs are good. Each
region has to find what works for it and fine tune their program.

Automated Mileage and State Line Crossing Operational Test (AMSCOT)-on board
computers that use GPS to calculate state by state mileage. It’s a Rockwell product, but
Qualcomm, RoadMaster have similar products; Help, Inc.

13. Can any one constituency kill the program by not supporting it or actively
opposing it? If so, which constituency(ies)?

-

-

-

-

-

-

The unions and the environmental community.

I hope not. I don’t think you can kill it, but you could slow it down. Congress could kill it.
There are pockets of resistance within any niche of the CVO community.

The trucking industry if the program becomes mandatory. The states if the burden on
budgets and resources becomes too great and there is no recovery of investment.

No, the train has left the station. It can be slowed down or its track can be switched, but no
one can stop it.

With the ATA coming around, no one can kill the program.

The motor carriers.
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No, the ITS program will save industry money through productivity and safety gains.
Industry will adopt the technology anyway without the program.

The trucking industry could do big damage’ mortally wound but not kill, the program if
truckers decide to oppose it.

No, there’s too much potential in the program.

Yes, any single constituency could kill the program.

Probably not. Industry could have killed the program a few years ago, but no one can kill it
today. The program is only as strong as the money/education put into it.

If the ATA walked out, that would kill the program. The trade publications would pick it up
and run with it. Deployment at that point would be on a carrier-by-carrier basis in the future.

I don’t think so. If the issue of using the technology falls into the way business is conducted
among the carrier community, then it won’t matter much whether the program is mandatory
or voluntary for the program to work. No one group is big enough to bring the process to a
halt. If the technology makes sense, then industry will pick up on it. There are too many
independent forces out there to allow one group to have that much power. Market forces
have made the technology attractive to certain users.

Carriers, policy makers and regulators can kill the program if they come out against it.

Yes, motor carriers.

The trucking industry.

Industry.

The military-industrial complex, the military transfer folks, will shoot themselves in the foot.
They tend to look at ITS from the perspective of the “big project,” or a major systems
management program rather than looking for pieces of the CVO program. The ITS supply
industry is still looking at the ATMS side of the world. If the truckers get lathered about
weight/distance taxes, they could kill the program as well. If motor carriers are mandated to
make massive investments, they will definitely kill the program.

Small motor carriers will fight the program.

New York, although I don’t think it will kill the program. The Northeast corridor will be
critical. Acceptance by the key states in the I-95 corridor will determine the fate of the
program.

The motor carrier industry.

Congress. Also, the problems in Atlanta (during the Olympics) are going to tar the rest of us.

We hope the users or potential users/victims of the technology can kill the program.

What kind of education/training is needed and for whom?

- You must stratify the actors in the program’ take an inventory of what their education level is
and fill in the gaps of information.
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Every group within the CVO community needs training and there needs to be a strategy for
bringing them up to date. There must be a slightly different outreach strategy for each group.

Every group in the program needs educating. This can be accomplished through such groups
as CVSA, AAMVA, IFTA, AASHTO and ATA.

Everybody needs educating on all aspects of the program.

Education needs to reach drivers, fleet managers, state regulators and law enforcement.

Education needs to be directed to the regulator/enforcement community at the federal and
state levels. The motor carrier industry to some degree needs some educating. The academic
community needs to be encouraged to look toward ITS for solutions.

Education is needed across the spectrum in the six user services. Federal/state people,
industry and vendors need training.

The fears of industry have to be addressed. Industry, contractors, vendors and manufacturers
need to be reached.

Upper management of all segments of the CVO community. There needs to be training for
the guys who use the technology-revenue collectors, law enforcement.

There needs to be a lot of training for industry, enforcement. It can’t be just conceptual, it
must be hands-on.

Industry, those who will pay for the products, must understand how the technology will affect
their bottom line and help them make or save money. Drivers must learn to trust the
technology and understand it is in their best interests and will make their jobs safer.
Government must understand that technology is a tool to help serve the public.

Education/training is a matter of introducing people to the technologies. Technology
adoption will be on a case by case basis.

Everyone needs it. People need to understand why ITS is needed. Those who will have to
use the equipment, such as law enforcement, will have to be’trained on the equipment.
Drivers need to know what is and what isn’t happening to them.

There needs to be education and training for those who will administer the system, i.e.
regulators.

There needs to be technical training for those who will operate and maintain the technology.
Also, those who use the technology need to be educated about the benefits.

Industry. Better information provided by the state will ratchet down on industry, will make
owners/operators aware that the program is geared toward safety and will get unsafe carriers
off the road. For state personnel, this program is part of a re-engineering of government.
Roles are going to change, and agency emphases are going to change. The general public
needs to be better educated on how to share the roads with trucks.

There needs to be education and lots of it about the original vision and strategy. Once you
have that, missionaries can go out and spread the word. There’s not an intense need to train
people on the software, they already have that training.

There’s got to be more exposure about what the technology will do. Drivers need more
information about how the technology will help them.
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- From the bus perspective, sell the operators on the benefits. Any high-tech components on
the bus have to be addressed. Owners/operators will ask how much will this cost me?
Drivers will disable the technology if it monitors their performance.

- Broader outreach to key government executives-governors, key federal legislative
leaders-is needed. Also, a more broad-based group of carriers must be reached.

- None of the technology is terribly complicated. There is no need for training and outreach.
Local division offices should have some training in CVISN.

-    Train the politicians.

15. Do you see this as a voluntary program or not? Is this an important issue?
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-

-

-

-

-
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-

-

-

-

It’s a showstopper if government officials’ preliminary action is to say one thing and then do
something else.

It has to start as a voluntary program for a long time. Government can’t expect carriers to
spend their money to buy technology for a mandatory program. Maybe the program should
never be mandatory. You can’t tell people how to run their business.

If the program is to be successful, it must be mandatory’ handed down by the government.

Yes and yes. Everybody-government, industry, consumers. A win/win/win scenario is
most conducive to a voluntary program.

Yes, it should be voluntary. The situation should evolve to the point where you want to adopt
the technology because it makes sense. The program probably will begin as voluntary, but it
will eventually become mandatory. Regulators and operators will see more efficiency,
cheaper delivery costs and it will become a necessity for state government.

Yes, this is an important issue. The trucking and law enforcement communities. Everything
depends on how fast carriers need to make the investments. It affects their budgets if the
program is mandatory. If the program is voluntary, then the carriers can adopt at their own
pace.

Yes. It is important that the program be voluntary. Society. If the federal government
imposes regulations on industry, we might wind up with a less efficient system. Under
limited circumstances, if there were certain features about the equipment that affected safety,
then government would have an impetus to make that piece of equipment mandatory.
Benefits must outweigh costs.

Yes. Yes. The people affected by the technology-state government and motor carriers. A
mandatory program would change the way these people do business

It has to be voluntary. One of the major fears of industry is that ITS represents another layer
of regulation. It is an extremely important issue. Industry, contractors, vendors,
manufacturers.

For the program to work at optimum efficiency, the program will have to be mandatory. Yes,
it is an important issue. For all parties. Deployment means increased efficiencies of
government operations from a safety and cost perspective. For the private sector the
technology means greater productivity.

Yes. Yes it is. We need more highways built.
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For the short term, yes it should be voluntary. For the long term, no. We’re headed for the
day when trucks coming off the assembly line will have the transponder built in. Yes, it is a
very important issue. Gridlock is only going to get worse and accidents will kill more people.

Certainly now, yes. It is not at the top of our list of important issues. It is important to the
developers. It doesn’t need to be important to anyone else.

I would like it to be voluntary. Yes, it is. Carriers, and to states who will have to pay for
transponders. Who will pay for the services? What are we setting ourselves up for here?

Yes. Yes. To both motor carriers and regulators/law enforcement. The program offers the
potential for improved safety and enhanced economic advantage.

Yes. At this time it is. Trucking industry. To gain the trucking industry’s support, they have
to feel that they are not being forced to do this.

If the program is mandatory, it will lose industry support. I think so. Users of the highway
system. Carriers will reduce the costs of doing business and improve the business climate.

Yes, Every other road leads to a fight. No one will use the technology if it isn’t voluntary.
It’s a red herring. It’s not important to the entire program. Law enforcement and the small
carrier if he is forced to buy the technology.

At this point the program is voluntary. In the future, we would like to see it be made
mandatory. Yes. Regulators because it will help them reduce the staff, equipment, resources
costs.

Yes. Anyone who doesn’t want to participate will put themselves at a competitive
disadvantage. A mandatory program for rural owners will not benefit them. ITS is an
important issue. All owners. Without ITS, all traffic will come to a standstill.

.Most of it should be voluntary, although some parts may need to be mandated. Yes.
Industry, although they may not realize it is important to them.

No, it won’t be voluntary. It’s important from the standpoint if government understands its
role as opposed to government taking the position that it knows what is best for America.

Who shouldpay for ITS/CVO services? Who will pay for services? How will
this work?

-   Mostly users-haulers and shippers. Costs will be passed along to the end user. Government
should only provide seed money to get the program started.

- Most likely, those who benefit will share the costs. Costs don’t necessarily have to be
allocated directly. Some money should come out of the Highway Trust Fund because
truckers are major contributors to the trust fund.

- It should be a mix of federal and state matches with contributions from industry to the extent
that motor carriers benefit from the technology. Research will determine where the savings
are to be found through enhanced revenue collection and improved productivity.

- It is a shared responsibility between government, the user and consumers. It depends on
where the value-add is.
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It’s a 50/50 proposition. Industry may have to pay. In this case, water will have to seek its
own level.

Those who benefit ought to pay. It has to be made clear that the benefits are public and are
not derived solely by the private sector. Carriers will pass savings on to their customers.
Government tends to add the electronic process on top of the existing manual process and
then don’t pass savings on to the carriers.

Costs should be borne by the carriers because they have incentives to equip their vehicles
with technology that enhance safety and productivity.

The beneficiaries. There are efficiencies to be gained and cost benefits created by automating
processes. Everyone needs to pitch in-federal government, the states, industry.

States and industry. The federal government must get the program started. Systems between
states must be compatible for the program to work.

The taxpayer or consumer in the end will pay for services through higher taxes or prices.

Everyone should pay. Everyone who uses the system should pay for it either through user
fees or taxes. Industry will pass its costs on to the consumer.

Those who benefit the most should pay. Costs will be passed onto the consumer. Those who
use the system will pay for the services.

At the basic level, the user or commercial vehicle operator. It should be looked at as an
infrastructure investment, something that is fair game for cost sharing. Users will pay for the
services. I can’t see a viable way for the federal government to pay all of the costs. The ITS
program can be compared to the Interstate system that was in some places subsidized by tolls.
There is a certain fairness in levying user fees if they are fairly applied

The beneficiaries-carriers’ states, customers should pay. All of the above will pay for the
services.

Users. It will be split-users and administrators (states) are shelling out money for these
systems. Once a cost/benefit baseline has been created, then you can come up with
acceptable fees.

It should be users. The cost will be shared by users, the states and the federal government.

It’s government’s responsibility to improve the way it does business. The major investments
will be made by government. Systems need to be designed so that they can be accessed in a
cost affective manner. Taxpayers will ultimately pay.

It’s a safety issue. Responsibility belongs to the state to pay to update its systems and
technology. Help, Inc. says states need this technology to improve their performance.

Government and states. Surcharges on the trucking industry--fuel tax, road tax.

CVO community should pay something. All beneficiaries should pay something. Costs
should be apportioned fairly. Taxpayers through pass-throughs such as higher prices on
goods and services.

Depending on the program, costs should be shared by users-government’ industry and the
ITS community. I fear it will be the carriers or government.

We’re talking about peanuts here. The cost will be minuscule. Users through a fuel tax.
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- Conceivably, the beneficiaries if there are any benefits. Users should weigh benefits to see it
the program makes economic sense. Users-the targets, the victims-will pay for this.

17. Is there anything you or the program is not getting from the ITS/CV0 office
that you would like them to provide?
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We have no problem getting information. There is no indication that OMC is holding back.

No.

No. Within the available resources, they do quite well.

No.

The general feeling is the process is piecemeal. There needs to be more coordination, a
critical path to what is being done. A strategic plan must be developed.

ITS/CVO must provide leadership. We need programs we can work with. We don’t know
who is doing what.

FHWA should publish what they are working on. ITS America should publish project
information.

No. It’s a huge job; they need more people.

They are working hard to deliver what we need. They are open to criticism. FHWA must
take a stronger leadership position. If you’re the one writing the check, you can call the
shots. Everything can be negotiated.

Probably not, no.

More information on such topics as border crossings.

No.

Not at this time.

There needs to be more guidance on where they want us to go with the program. Our state
program is on the fast track. We’re planning as we deploy. Vendors and defense firms are
looking to get into this line of business. The federal government can give us a sense of where
we’re going.

A lot more information.

They are doing a fabulous job. They are willing to listen.

They have been very supportive.

More money. We appreciate what they have provided. They need to fund strategic outreach.
They need a program.

We would like to see regular reports on ongoing programs that end with stated objectives of
the program and the federal/state investment At any given time, I have no clue how many
programs are ongoing.
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18. Do you hear any hype about the program that you think needs to be toned
down? If so, what?
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There is not enough hype to tone down. Don’t try to oversell the program.

No. I’m concerned about some safety issues, compliance audits. Anything can go wrong at
any time.

There is a problem of overselling the program, which could cause expectations to exceed
resources. Available resources must accompany the hype.

The program is not being oversold. If anything we may need more hype.

Don’t even think about that. If we don’t blow the horn about the program, who will?

There needs to be a push by organizations such as the HELP, Inc. - PrePass program. There
is a lot of animosity out there because of the pressure being applied by federal and state
government. Each company has to promote its program. Only if industry accepts the
program can it successfully be pushed.

The program is being hyped as a cure-all for some things and it’s not. There’s too much
emphasis on the technology.

We must push the idea of using information systems to go after “bad guys." We must be
careful how we describe this process because offenders are a small percentage of the overall
trucking community.

No.

The CVO committee and ITS America tend to offer technology solutions in broad brush cure-
alls to the nation’s problems to those who are uninformed, skeptical or who have been burned
before. Technology is the solution, but there are no standards yet for the technology. ITS
America proponents need more answers and less hype. You need the technology to back up
the talk.

I can’t think of any.

The only hype is the talk of how this information will help the states regulate the trucking
industry better. This scares industry because truckers don’t want their trucks checked every
time they pass a station. There are privacy concerns here .

The image that ITS is corporate welfare needs to be countered and put to rest.

If anything, the hype needs to be turned up. CVISN is a good vehicle to make people more
aware of the role that trucks play in our daily lives. CVISN could be a vehicle to improve
safety.

No.

No, I haven’t heard a lot of hype. There needs to be more hype about the program. The
average carrier thinks ITS technology is “Star Wars.”

No. The ITS program is exciting and needs to be hyped. There is a need for more mass
media coverage.
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We’re hyping a little too much, too soon to motor carriers before we’ve demonstrated the cost
benefits. The federal government has gone out and tried to motivate this program and move
it along rather than letting the 50 states choose their own programs.

Technology is not best way to get things done. You need more experienced people who
know what they are talking about regarding the program.

There have been unrealistic benefit claims made. Who cares about the location of goods in
transit. Nobody cares. It’s not technology that I’m interested in paying for.

19. Random thoughts and slogan ideas.
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-

-

Some people are concerned about a loss of privacy under the new technology. We need to be
alert to maintaining carriers’ right to privacy.

The challenge is to get people to absorb the program and technology in a logical way.

We need to emphasize efficiency, economy and reduced congestion.

Monitoring the paperless truck through technology. Smart.

“Go, Go, CVO.”

Be cautious about HELP, Inc. because it is politicized to such a degree.

FHWA ought to inform government entities and trade associations about projects that are
going on around the country so that they can make their constituencies aware.

We’re concerned about the many agendas that have been expressed. What matters is getting
from point A to point B on time.

In light of the serious federal debt, government has the task of being fiscally responsible.
This should be first and foremost on their minds. We waste too much money.
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