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Good morning or good afternoon.  Welcome to the talking operations web conference “Making the Case for Traffic Incident Management: A Washington State Case Study.”  I will give a brief introduction to the web conferencing environment before turning this over to Jerry Werner whom we are very pleased to have as a moderator.  Please be advised that today's seminar is being recorded.  I'd like to now go over a few logistical details.  Today's seminar will last approximately 90 minutes, with 60 minutes allocated to the speakers and the final 30 minutes for question and answer.  

The operator will give you instructions on how to ask a question over the phone during the Q & A period.  However, if during the presentation you think of a question, you can type it into the smaller text box underneath the chat area on the lower right side of your screen.  Indicate clearly in the question who your question is directed towards, unless your question is intended for all speakers.  Please make sure that you are typing in the text box and not the large white area.  Please also make sure that you send your questions to all participants rather than just the host or the speaker.  Presenters will be unable to answer your questions during their presentations, but Jerry will use some of the questions typed into the chat box to start off the question and answer session in the last 30 minutes of the seminar.  If at any time you would like to zoom in on the slide that is showing on your screen, you can click on the zoom icon at the top of the screen.  It looks like a magnifying glass with a plus sign knit.  

Finally, I would like to remind you again that this session is being recorded.  A file containing the audio and visual portion of this seminar will be posted to the talking operations website within the next week.  To access the recorded seminar, please visit www.talkingoperations.webex.com and click on the left side of the page and then choose the session you'd like to view.  Due to the size of the file, recorded files are available for viewing and listening purposes only and cannot be saved to your own computer.  We encourage you to direct others in your office who may not have been able to attend this conference to access the recording.  The PowerPoint presentation during the recording will be available shortly.  Attendees will be notified of the availability of the PowerPoint, the recording and the transcript of the seminar.

Before turning the presentation over to Jerry Werner I'd like to read a little about Jerry.  Jerry Werner, the moderator, also serves as editor of the ICDN NTOC newsletter and web master of the NTOC Talks website.  Since 1998, he served as editorial director of the predecessor website, the ITS Cooperative Deployment Network for ICDN.  In that role he chronicled key strategic developments and transportation management operation agreements and interviewed numerous ITS and M&O leaders, visionaries, policy makers as well as practitioners. Prior to starting with ICDS, he founded and served as editorial director for the popular ITF online website. Early to mid-1990’s, Mr. Werner, an electrical engineer with extensive experience with technology, collaborations, and consortia consulted in the ITS field for such organizations as ITS America and the University of Minnesota's ITS Institute.  Now I will turn things over to Jerry Werner who will introduce your first speaker. 

     Thanks very much, Jocelyn.  We have four terrific presentations today so let's get right to them.  Again, the title of our webcast today is “Making the Case for Traffic Incident Management: A Washington State Case Study.”  Our first presenter is actually not from Washington State but he's going to set the stage for the presentations that follow.  It's Mike Zezeski from the Maryland State Highway Administration and his talk is entitled “Overview of Traffic Incident Management.”  Mike Zezeski is the director of -- for the Office of CHART, which stands for Coordinated Highways Action Response Team and ITS Development within the Maryland State Highway Association or SHA.  In his position as director, Mike directs and oversees all of SHA's ITS Programs, including the CHART Statewide Operations Program.  Prior to assuming his position as Director of CHART and ITS Development, Mike served as Chief of the Traffic Development and Support Division within the Office of Traffic and Safety.  He has over 27 years experience in traffic engineering, traffic operations and ITS.  Mike is a graduate of Penn State University and holds a Bachelor of Science degree in Transportation Engineering.  He serves on many state and national committees involving ITS, transportation operations, and transportation management.  Mike is also a graduate of Maryland SHA's Advanced Leadership Program.  Okay Mike, you can begin when you're ready.  

Thank you Jerry, good afternoon everybody, I'd like to start off by highlighting a few facts why I think traffic incident management is important both from a congestion relief perspective and a safety perspective.  According to the 2003 urban mobility report by the Texas Transportation Institute, traffic incidents were estimated to cause between 53 to 58% of the total delay experience by motorists in urban areas.  If you just simply look at the blockage along one freeway travel lane you will see that it reduces the available capacity of a two-lane freeway by 65% and a three-lane freeway by 51%.  If you look at transportation investments to improve mobility, investments in traffic incident management experienced much greater benefit when compared to investments in new building construction to increase roadway capacity.  It is estimated that about five billion hours of delay occur along our nation's highways each year.  

By looking closely at this pie chart, you will see that 25% of it is caused by traffic incidents, such as major accidents, fender-benders, disabled vehicles, debris in the roadway, et cetera, et cetera.  You can also see from this chart that another 15% is caused by weather, another 10% by roadway maintenance construction work, another 5% by sporting and other special events, all of which strong traffic incident management programs can help reduce the impact that these events will have on congestion, delay, and safety.  

Okay, why traffic incident management from a safety perspective?  We have found that crashes that result from other incidents, which we normally refer to as secondary incidents will make up around 14 to 18% of all crashes.  What was found which is shocking is that these secondary crashes are estimated to cause 18% of the deaths on our freeways.  Responding to traffic incidents on roadways is inherently dangerous by its very nature.  In 2002, approximately half of the police and firefighter fatalities occurred as a result of transportation incidents.  Successful traffic incident management programs would make safety its number 1 priority for both the motorists and the incident responders.  Effective traffic incident management is proven to reduce hazards on roadways on short clearance times and minimize secondary incidents.  

Now, I'd like to mention some work that has been done that documents the performance of traffic incident management.  Again, according to the urban mobility report by the Texas Transportation Institute in 2002, incident management programs reduced the amount of congestion in urban areas by 117 billion hours.  They also found that the annual cost savings resulting from traffic incident management programs in 75 urban areas was estimated to be $2.3 billion.  In Maryland, we have been measuring the performance of our CHART program since 1997.  In our most recent 2003 report, we found that CHART's traffic incident management program reduced delay along Maryland roadways by 26.8 million vehicle hours.  That resulted in user cost savings of over $526 million.  It also meant that the best of cost ratio of our program was well over 1.  We feel that's one -- 20 to 1.  We feel that's one heck of a return on our investment!  

Ever since we began analyzing the benefits of CHART, which started back in 1997, our program has reduced delay on our roadways by an average of 22 million vehicle hours per year, for a total of more than 130 million vehicle hours over a six-year period.  We also found that incident duration responding to and recovering from traffic incidents in Maryland has shortened from an average of 44 minutes in 1997 to an average of 29 minutes in 2002.  This reduction delay translates to a user cost savings of $2 billion during that same period, and when we project back to 1990, when our program first began, the result was estimated to be about $3.3 billion in user savings.  With accommodation of short incident duration time, reduced delay, we also estimated that the CHART program reduced secondary incidents by 4,000 during that same period.  So with all this said about the documented benefits of these forms of traffic incident management, you can see why it's important and what it means from a mobility and safety perspective, as well as what it means to the road user.  

Now I'd like to jump to tell you about a new organization called the National Traffic and Management Coalition, which I might add that I'm fortunate to serve on as a representative of the American Association of State Highway Transportation Officials - they also sponsor the coalition.  The concept of the organization was conceived at the 2002 National Conference on Traffic Incident Management, which was held in Irvine, California.  It's basically an organization or organizations to simply provide synergy between all traffic incident management activities.  The organization of the coalition is currently chaired by John Corbin of Wisconsin and right now the main focus has been to finalize our by laws, develop an action plan, work on communications and outreach activities, and many other things.  You can get a lot more information about the coalition by simply going to our website ​- it's http://timcoalition.org.  

The main purpose of the National Transportation Incident Management Coalition is to bring together stakeholders nationally to improve traffic incident management.  Like I said earlier, the coalition is a partnership of organizations representing various disciplines, like transportation, law enforcement, fire protection, emergency medical services, state, regional, and local governments, emergency preparedness, and the private sector like towing and recovery and trucking.  Its mission is to work towards a safer, more efficient management of incidents.  The goals are to promote and support traffic incident management programs, develop and recommend best practices, guides, standards, and performance measures, and develop and recommend research programs and problem statements to further traffic incident management programs.  Again, you can get this information by simply going to the website http://timcoalition.org.  

Now, last thing I'd like to cover is a document called Nine Keys to Success for Traffic Incident Management.  You probably can't read this, but I just wanted to show you what it looks like.  You can get it by going to the coalition website under the documents and products section.  The Nine Keys to Success are broken into three categories: programs and institutions, operation and communications, and operations and communications technology, three categories.  I want to go through these categories and keys with you very quickly because it highlights the areas organizations should focus on involving traffic incident management programs.  I also think it will help set the stage for the rest of today as you hear the other presenters as they talk about the programs that they're experiencing.  

The programs and institutions category is what I would call the institutionalization of incident management operations and how operations and technology issues would be addressed and organized into traffic incident management programs and resource framework.  It involves the agencies working together to develop plans, identify budget and personal -- personnel needs, developing agreements on operational and administrative procedures and policies.  It involves multi-agency team meetings regularly to discuss issues and conduct post-incident debriefings and hopefully will involve agencies agreeing on measures that will be tracked for analyzing program performance and setting response and clearance targets.

The operations category addresses the procedures, the processes, the roles, and the relationships used in the response/recovery to incidents and emergencies.  It focuses on coordination and communication and things like specific needs and roles/responsibilities, equipment staging, signal traffic controls, and detours, it includes training, incident management command systems, contact lists, procedures, policies for quick clearance, accident investigation, and hazard material response.  It's everything that allows the agencies to quickly identify when incidents occur, allows for a quick response and fast recovery that will ultimately mean more lives saved and less congestion.  

The last category addresses the communications technology used to facilitate and improve the effectiveness of traffic incident management and operations.  It focuses on the communication systems like voice, data, and video.  It addresses how the data and information is shared between the different agency centers and the applications that they use.  It also involves how agencies can integrate and interpret the information from multiple sources and how the public and media have access to the real-time incident specific information.  The one piece of advice I'd like to give you from my experience is that you can not do the last category effectively until you have done a lot of steps identified in the first two categories.  The operational needs and requirements need to drive the integration and technology, oftentimes I've seen, and I've been guilty of this as well, systems are developed from the top down - a little input from the actual operators and responders out there doing it day in and day out.  Through some kind of institutional framework like we discussed earlier and from a concept of operations, the operators needs response to identify the organizational - operational needs and from there you develop the operational requirements and then build a system that will best work for them.  So with that I hope I helped set the stage for the rest of today's discussion.  Here's some information if you would like to contact me directly.  I would be more than happy to talk and work with anyone of you who is passionate about traffic incident management as I am.  Thank you for your time and enjoy the rest of the seminar.  

Thanks very much Mike.  And thanks particularly for highlighting some of those keys to success for traffic incident management programs as well as the payoff from those programs, very impressive.  Again, I'd like to encourage our audience members to post any questions related to any of these presentations in the chat area in the lower right side of your screen and we will get to those questions right after our final presentation.  Our next presenter is Bill Legg from the Washington State Department of Transportation and his talk is entitled “Incident Response in Washington State.”  Bill is the State ITS Operations Engineer for Washington where he's worked for the past 20 years.  In his current role, Bill's responsibilities include coordinating the operations of the state's seven traffic management centers, coordinating Wash DOT's statewide incident response program, overseeing emergency management and security efforts, and managing its projects of statewide significance.  Bill, you can begin when you're ready.  

Thank you.  What I'd like to do today is just give an overview of how we got started here in Washington state with incident response, how the programs evolved, and a little bit about where we might be headed.  Back in the late '80s, incident management and incident response started to become a talked about issue on the national scale, and so we wanted to look at that to see if there was some potential for benefits here in the state.  So in 1988 and '89, we had the University of Washington do a major study of congestion and the incidents' relationship on some of the major corridors in the Seattle area.  It was a large study. It was four volumes.  There was a lot of work done.  But I think two of the key findings there was here in the state we had 58% of our congestion we identified as incident-related and we had during peak periods $2700 of cost related to each minute of congestion and that's to the users of the system.  So based on that in 1990, the Seattle area hosted the Goodwill Games, which were at that time sort of -- they were an international sporting event similar to the Olympics but not quite as large a scale.  We anticipated a lot of traffic generated by those events, so we implemented a pilot service patrol program.  Again, we had the university evaluate that after the games and what we found again, some of the key findings here that points to our efforts in IR was that we had a decreased time to identify and locate the incidents and we had a decreased time required to clear most of the incidents.

Based on that, we established our beginning of our incident response program in 1990 - at that time it included one person.  We created an incident response engineer position and basically that person was tasked in looking at incidents' response from the perspective of how we could improve our detection and response to incidents, the communications that went on with responders while they were in the field, the investigation times to get an incident looked at and get particularly the state patrol's involvement, perhaps expedited and the cleanup and clearance time.  So it was a lot to do, but that was their job at the time.  So the initial program beginning then, our incident response engineer at the time decided the project program and looked at major incidents.  We would only be targeting the big ones, the ones that caused significant problems that would be on the major freeways, major - multiple lane blockage or directional closure and those sort of things - the ones that caused a significant problem.  I would be in a response-mode program, which means we would not react unless something happened and we were called out by the state patrol.  This one person would be out there and their job would be to coordinate with our other maintenance resources to provide traffic control and clean up and to work with the state patrol and the fire on the scene to define the roles on what we were all doing.  And there was an outreach to the public efforts to let people know why we were out there and what we were trying to achieve.  And the benefits that we really were looking to gain from this program were, I think, already touched on in the beginning of the presentation here.  

Hey, Bill, this is Jerry.  Could you speak a little closer to the phone?  

Sure, I'm sorry.  

Thanks very much.  

Is that any better.  

That's better, thanks.  

Anyway, the benefits we were striving for was reduced travel delay, increased public safety, and public confidence in DOT.  These were all things, I think, we did realize in the first few years of the program, and particularly the public confidence in the DOT.  We saw a marked increase in the perception among some of the people that were out there trying to help with the congestion problems.  So our initial results here when we had this program instituted was institutionally, I think, they were significant.  There was a heightened awareness of the significance of incidents on highway performance.  I think we all at the DOT knew that, but it wasn't a message that was having a lot of influence on how we did business.  The better understanding of incident costs versus more traditional methods of capacity improvements, and this gets back to that benefit cost ratio, we did do a benefit cost analysis of our IR program and it does reflect what has been found nationally with the 20 to 1 benefit cost.  And then one of the biggest benefits I think we found from this program was our better coordination and cooperation that we developed with the state patrol when we were working on clearing the roads of incidents.  So based on that, we decided to expand the program.  And what we looked at was the realization that if we were going to grow this program, we needed to look at a lot of institutional issues so it would be properly managed and operated.  Those are listed there on the slide.  We had to define some response criteria, when we would be involved, the liability issue, what could and couldn't we do in the field, equipment needs and configuration, response procedures, responder training, various issues, and then again this whole ongoing issue with communication and coordination with other responders.  And these are issues that we tackled early and, of course, if you have an incident response program, they never go away.  These are issues that were always reinvestigating, revisiting, and trying to see if things can be changed.  So here on this slide, the program growth, you can get kind of a quick chronology, very basic on where we -- our program has gone.  In 1990, we did have, as I mentioned, one person and one vehicle in a reactive mode in the Seattle urban area.  By '97, we had moved to a 25-vehicle fleet.  We had 12 vehicles on call.  Those would be in the reactive mode, and then we went to a major change in the program, which was to have a roving patrol.  So half the fleet went to a proactive mode.  These covered all the major urban areas in the state and some rural coverage.  Today we have 44 vehicles, again, a significant change in operations.  Nearly the entire fleet is proactive and it covers all the state highways in the state, and in conjunction with that, the Washington State Patrol works with us.  They have a state patrol motor assistance program with their cadets and we do have some contract tow trucks that provide roving patrols on some segments of our roads.  So some performance and, I think, that's what this is all about.  

In '95 when we were still in basically a reactive mode, you can see we responded to on average 35 incidents a month, which is about one big incident a day.  And again, most of those incidents were the biggies.  You can tell that by the duration.  Over half of the incidents we were responding to were the 90-minute plus incidents and a smaller percentage, 19%, were the short-term ones.  Today we're responding to about -- just under 5,000 incidents a month.  You can see the shift in the duration, which really reflects the fact that we went from a reactive to proactive program.  Because 63% of the incidents are 15 minutes or less, and that's really why we're helping the motorists out there that are disabled on the road, providing gas, changing tires, that sort of thing.  We're still getting a lot of big accidents.  That 1.6% reflects about 75 significant-size accidents a month that are still over an hour and a half in duration.  Most of our incidents -- most of our response and roving patrols are weekday, workweek type time frame.  We do have some on the weekends, but most of it is concentrated during the workday and covers both the periods in the morning and in the afternoon.  Some other activities sort of on the program side, we had two things -- we did two things.  We did in the late '90s a comprehensive program evaluation.  We also looked at the expansion in the Seattle area program and case study to see if it had been rolled out in a way that we had anticipated when we started looking at plans to expand programs.  

From an operational perspective we have done a few things.  One is we developed a comprehensive procedures manual or standard operating guidelines for all our responders.  We have an extensive response-training program for our responders.  It's a matrix of 27 different classes that they take to get them well trained to do the job.  And we have moved to a statewide, standardized data collection system, so we're getting all the same data from all the incidents statewide, which we use in our performance monitoring efforts.  Mark Hallenbeck can talk more about those in his presentation.  Mark, your comment there, I'll say yes, maybe we can expand on that in a bit.  We do an extensive performance monitoring of this program.  It's published publicly.  We do it quarterly.  It's available there on the website if you want to go in there's a link there.  There's several pages in that gray book that are the performance monitoring attributes that we look at for this program.  

And one last slide, the future directions, obviously we believe in incident response and we're looking at ways to make it better.  Some of the things we’re looking to do on the technology side is UPS-based wireless real-time data for better asset management.  Right now the data we get is filled out in the field on laptops or back at the office at the end of the shift.  It's not GPS-based and doesn't have real-time time stamps on it and we're looking to implement technology that will provide both GPS and real-time time stamping of the reports, TMC, we're looking to provide that so our operation centers can better see what's going on in the field and we can provide better information to the traveler, to our public, through our travel information centers on the weather, 511.  And then we are moving into enhancing our performance evaluation and performance monitoring information so we can better look to make sure we're doing what we need to do.  One of the keys to that is linking our performance with what the state patrol is actually responding to in the field to see if we're catching everything we should and to see if our assets have been deployed in the right location.  So thank you.  

Thanks very much, Bill and thanks for explaining both the genesis and the growth of Washington state's incident response program.  You mentioned a number of things that I think are going to tie in real well to our next two presenters who are also from Washington State.  Our third presenter is Lieutenant Larry Raedel from the Washington State Patrol or WSP, and his talk is entitled, simply entitled “Traffic Incident Management.”  Larry is a Lieutenant with the Washington State Patrol.  He works at the WSP Training Division and serves as Assistant Academy Commander.  During his 25-1/2 years of service, Larry has had the opportunity to work in several areas of the agency, including but not limited to traffic, narcotics, SWAT, personnel, internal affairs, intelligence, and training.  Most recently he's been working on a joint operations project with the Washington State DOT and Washington State Fire Service to develop a traffic incident management program.  The objective of this program is to provide training to WSP, WASH DOT, and fire service personnel to enhance responder and motorist safety and improve operational efficiency and communications.  Larry, you can begin when you're ready.  

Good morning, Jerry. Thank you.  Good morning everyone.  This presentation has been reduced in length for this training session, but hopefully will give you an idea of the training program we plan to facilitate statewide to members of Wash DOT incident response, fire service personnel, and members of the Washington State Patrol beginning in January of 2005.  Just to kind of give you a little bit of background information, if you will, the Washington State Patrol has eight districts throughout the State of Washington. Each one of those districts is commanded by a Captain.  We're asking that those Captains come together with members of the Washington State Department of Transportation and also members from fire service in their own specific areas to talk about this issue, to come together, to get to know one another, and to ultimately to meet and arrange training times and locations.  We have at the training division along with Washington DOT and also incident response or fire, we have a number of train the trainers that are now in the process of receiving training so that when this goes live in January 2005, they will have a cadre of individuals from each one of those disciplines that will facilitate the training statewide in those specific areas.  What we're really looking to target is troopers working with fire personnel on a daily basis in their own specific areas and they also work with Washington State Department of Transportation personnel and their incident response.  The goal of this training is to bring those folks together to really get a better understanding of each other's roles out there, and if there are questions or issues afterwards, then depending on the incident that they would come together and do a post brief on lessons learned when they're out there at the scene so they can hopefully better communicate, coordinate, and have a better working relationship, if you will, all the way around.  At the same time, being able to continue to move traffic on our highways in a very safe fashion when we're out there investigating incidents that may occur.  So in beginning my presentation here, we're going to talk about the roles and responsibilities of responders.  We responders bring many resources to the scene - some similarities, some differences.  We'll discuss what each person brings to the table.  

How are we similar?  We have some common elements: safety, clearing the scene as quickly and safely as possible, and we also have some environmental concerns.  It doesn't matter who you work for, we all want to keep the scene as safe as possible and clear it as quickly and safely as possible.  Everyone working together and sharing information can make a smooth plan work and complete the incident quickly, efficiently, and safely.  There's several individuals that go to the scenes.  We need to be aware of those folks, whether they're first responders, whether they're victims, injured patients or the public at large.  The Washington State Patrol, this isn't one of our current Harley Davidson’s, by the way, but we do have one like this on display.  But the Washington State Patrol was formed in 1921 and it was actually termed the highway patrol.  We started with six motor officers, if you can believe that, with mountain passes, and type of weather that we experience.  But we started with six motor officers.  The name was changed in 1933 to the Washington State Patrol and currently we have over 2100 employees in our agency.  About half are uniformed and commissioned officers and half are support system folks.  The Washington State Patrol's responsibilities include conducting investigations and preserving evidence.  Usually the first trooper at the scene is a WSP incident commander until relieved by a higher-ranking officer.  Responsibilities for the first trooper at the scene involve protecting the scene, caring for the injured, preserving evidence and marking movable evidence, and marking or photographing temporary evidence.  Additional duties and responsibilities may include detectives, public information officers, and commercial vehicle personnel.  WSP’s responsibilities include locating people involved: drivers, passengers, witnesses, and their identifying information and statements; names, date of birth, addresses, phone numbers, brief statements including spontaneous remarks and noting location of people involved; who was in the vehicle and where; what was the location of each occupant in the vehicle; and was the seatbelt in place or were seatbelts removed?  The other thing is to try to identify the first person to arrive at the scene, assessing impairment, DUI, potential criminal activity, and again identifying other responders and traffic control, fire and medical, emergency medical services. 

When we came together in this jobs project over a year ago and having and enjoying the close relationship we have with Washington State Department of Transportation and also with fire we found that we had some challenges.  And in the Washington State Patrol and the Washington State Department of Transportation, they basically have a pretty structured command structure, if you will.  The fire service was a little more challenging because we have fire services scattered throughout the entire state: some are volunteer, some are large agencies, some are very small agencies.  However, very valuable is the fact they're out there working with us and we wanted to make sure that they were part of this training obviously.  When this training begins, it goes live after January 2005, we'll have representatives from each one of those agencies up before a class to facilitate because, face it, fire folks relate to fire folks, WSP relate to WSP and our Washington State Department of Transportation's response relate to their incident responders so we want to make sure we have instructors from each one of the disciplines when we facilitate this training.  Fire service is the biggest challenge because there isn't really a structure compared to what WSP and Wash DOT have.  Fire and emergency medical response may include single or multiple units and some of the questions that we get asked out there, and of course not having a clear understanding, is why does fire bring so many vehicles to the scene and why do they block the roads the way they do.  Not all engines are equipped the same.  The proper tool for the job may be on another rig.  And staffing with most units consists of one to three personnel on board.  The larger the incident, the larger the response will be.  Some things will be considered are a lot of patients require extra transport units arriving that need to be close to the scene.  An extrication could take up to 45 minutes to complete and additional lanes may be required to make the work zone safe.  When carrying patients on backboards to a medic unit, it's important to keep traffic well away.  Just like troopers who have three or four cars at the scene, we have three or four engines that may take up more room and may block more of the traffic way that we have out there.  To get a proper staffing, they may send multiple apparatus depending on the number of and severity of injured - nothing worse than having to wait for personnel to extricate someone.  In the fire and EMS responsibilities, fire suppression and patient care, what fire refers to as the golden hour, this is patients without respirators will begin to suffer permanent death after four -- after a four-minute period.  Waiting for equipment or personnel is not an option.  Examples are medevac flights, landing zones that need to be determined, and coordinating response to minimize closure time for safe landing and departure is the responsibility of all agencies.  The Washington State Department of Transportation changed from the Department of Highways to the DOT in 1977 to include aviation and marine or ferries.  They have approximately 1500 employees.  The Washington State Department of Transportation response involves traffic control, the standard traffic control, or the ABCs, which is the advanced warning, being visible, and controlling traffic, the infrastructure repair that's involved and also maintenance resources.  The primary function of traffic control is to allow vehicles and personnel safely and easily around and through incident conscience, reducing exposure and to increase the safety of all victims at the scene and the traveling public.  

Differing types of traffic control devices and methods used, DOT uses the Manual of Uniform Traffic Control Devices as a basis for establishing traffic control, commute patterns, time of day, special events having a bearing on importance of incident clearance to consider impact on the whole corridor versus just highways we're on when reducing congestion during incidents.  Washington State Department of Transportation responsibilities have a traffic management center.  In that traffic management center they're able to give out traveler information to inform the public of incidents that affect their commute; communicate with the media daily to operate variable sign messages and highway advisory radio systems to assist in the detection and verification of incidents to monitor closed-circuit television cameras; to supply others with video feed from other communications offices and to manage traffic flows, to use ramp metering to reduce main line congestion and to adjust signal timing to improve flow in the corridors, the current status, traditional operations, consistent interagency coordination, agency versus incident priorities, and understanding other's roles in playing well together.  Police may do little investigation while EMS personnel are present.  Again, this is some of the traditional roadblocks, if you will, that we experienced out there.  The call to DOT may not occur until well into the incident.  Tow trucks are often called out well into the incident where we could be having those individuals responding a little bit sooner.  Because of the delays, call to other agencies, the roadway is affected for a longer time while correct resources arrive.  Some of the other examples that we'll use in this training is fire departments often close lane in excess of the blockage to protect incident responders.  Police may declare a fatal collision a crime scene and close the freeway to protect the integrity of the investigation.  Both are valid, yet both ignore a sense of urgency to keep traffic moving for safety reasons.  

What happens when the incident isn't properly managed?  It may result in an over response of emergency medical vehicles or an under response.  In the over response, we may have too many resources arrive, which could result in poor parking procedures, reduced traffic flow capabilities, lack of coordination, results in more traffic congestion, and accessibility problem for responders. Secondary incidents are usually more severe than the first response, they tie-up responses – I’m sorry, tie-up resources unnecessarily, and also we may have to send back what is not needed immediately.  An under response, too few or wrong vehicles dispatched, correct resources have to be ordered resulting in more time delay could create friction, extended closures create unsafe conditions, secondary incidents, and also poor response by those responders.  

How to manage incidents better?  In this training we'll be talking a lot about communication and how important that is for that first responder at the scene to order up the right resources to the scene, to communicate with radio either wireless, face to face altercation, or by using Unified Command.  We'll be running our students through a number of exercises dealing with communications.  This is really the beautiful part about this training is that it will bring people together.  The reason the beta testing training, we have received high marks from the students that were in the class.  You can just watch the dynamics of that particular class really start to open up and come together, whereas when they first walked in the class, kind of fire sits with fire and Wash DOT sits with Wash DOT, WSPers sit together and through the facilitation process we bring those folks together so they're communicating with one another and through various exercises getting to know each other's roles a little bit better.  

Communication  - we talk about scene assessment, unified command, and incident review.  Tell the dispatcher in communications what's involved.  Let responders determine the resources needed, and scene location and verification. Oftentimes they seem pretty elementary, but when you're out at the scene and things are moving very quickly, we need to be able to communicate just exactly what type of resources we need at the scene or at least be able to describe the scene and then let those experts out there make that decision on what they're going to bring to the scene. Again, this kind of boils down to unified command.  

Unified command is an excellent structure to use because what it does is it breaks down the communication, coordination, and cooperation between each one of the disciplines.  Each one of those disciplines that comes to the scene, each one of those people that arrive at the scene is the person in charge to be relieved by someone higher within their own discipline.  The background in the first versions of ICS, the three Cs at that time were: command, control, and communication.  This more command-oriented approach didn't work with multiple agencies.  The new 3 Cs are better for managing traffic incidents.  And again, that's communication, coordination and cooperation.  

Who's the boss?  Unified command means no one agency is in charge.  All responding agencies are in charge of some aspects of that scene, but unified command means decisions are made together.  Common sense is applied such as expecting the expertise of the other responders.  We also in our agency and also in the Washington State Department of Transportation and Fire Service we use the ICS 201 form.  It's another tool to be used if it's required to help manage the scene, depending on the severity and the nature of the incident and the three entities may share one tool, one form or may need separate ones to track their individual actions and plans: unified command - what needs to be discussed; scene safety - responders depend on one another to monitor traffic and watch hazardous situations when they are head down in their work, i.e., carrying a patient -- caring for patients and measuring evidence; alternate routes - blockages may require clearance to bring resources down the wrong way on to the freeway, discuss the best way to get to the scene.  

WSP is -- if WSP is not present then communicate with dispatch.  Safe departure may require the temporary stopping of traffic and lane closures to let the medic or other vehicles depart the scene.  Hazardous materials - fire does not provide cleanup, in some cases they may have to go to a third vendor to bring out to the scene to provide cleanup of hazardous materials.  Not all fire departments have identified themselves as a first response emergency services provider.  In some areas, primarily the rural areas, the state patrol has IC responsibilities.  

Evidence - this collision scene may also be a crime scene.  Again, it's something for the officers to be aware of and other responders to be aware of, that we need to protect the scene.  Name of the responders, as in a crime scene, responders are potential witnesses.  Responders observe something when arriving and it's gone later, tell someone, skid marks, et cetera.  And then again with other blood and biohazard materials that we need to make sure that people are aware of, the extent of the injuries, when to meet and reassess and other things that may occur.  

Scene assessment - quickly assess the scene and determine the severity of the incident and determine the traffic diversion if necessary.  If applicable, establish egress and ingress routes.  Focus on the situation rather than a specific piece of equipment, and then the severity, the type of the incident, traffic incident control needed; the agency response needed and alternate routes to the scene.  On scene assessment, again, the severity, the traffic control, the resources needed, alternate routes to the scene and estimated duration.  Again, we'll review with the students and ask them if they feel comfortable with the initial scene assessment and what they think other responders need to know.  And so again with this facilitation of this training that will take place after the first of the year, these are some of the exercises that we'll be presenting to our students.  

Continual Scene Management - Again, we'll talk about parking at the scene, traffic control, types of emergency lights, staging areas, and again to continually reassess.  Some of the safety reminders are: lanes may be blocked to make the work zone safe; you may mark uphill and upstream from a collision; again, the choice of using flares at the scene, such as in a bio-hazardous type releases that may occur.  We'll ask the students what would you do on this particular scene? How would you assess it? What would you bring to that particular scene in order to expedite the scene, in order to make it safe?  So again, there will be some role swaps and reversals in this training.  We'll talk about severity and the type of traffic control agency responders need and alternate routes to the scene and estimated duration.  

Incident review - We'll do either an informal or formal review, depending on the incident.  Incident analysis off sight from the scene may lead to a formal review.  Minor incidents may need to be reviewed as well.  Major incidents should trigger an incident review of some kind.  We'll encourage the post-incident reviews to help in future events.  There will be a performance measure to see if this plan is working.  Since this is new, we'll be continuing to tweak this training.  

And in summary, we'll focus on all of this.  We'll ask the students what they have learned, what they will remember from the training to facilitate responds to include safety, limit responder exposure, reduce secondary collisions, and communication continually to reassess situations.  Where do we go from here?  Again, to continue to meet with each other regularly and promote effective interagency communication, coordination, cooperation, facilitate local plans and continued meetings, supervisor/manager-level may commit to routine meetings to discuss local strategies.  Line level employees may commit to meetings informally at least to keep the lines of communication open, and that's it.  

Okay, thanks very much, Larry.  Thanks for explaining the interagency coordination and all the training that's involved in incident management and particularly each agency's responsibilities in jointly managing incidents.  Our fourth and final presenter is Mark Hallenbeck from the Washington State Transportation Center or TRAC, and his case is “Making the Case with Public Officials.”  He is the director of Water State Transportation Center Office located at the University of Washington.  TRAC is a point endeavor between the State, DOT, Wash DOT and the two universities: University of Washington and Washington State University.  Mark has been with TRAC for 20 years after working for four years as a consultant in Washington, DC.  Much of his research at TRAC involves the collection, use, summarization, and reporting of data to describe urban roadway performance.  A major focus has been creation of reports that describe how well the freeway system is or is not working, and help decision makers understand why Wash DOT wants to undertake specific improvements and what benefits those measures provide once implemented.  He's currently working on enhancements to Wash DOTs performance reporting system so that it includes better arterial performance measures.  He’s also working on new research that improves the department's ability to measure and report on the benefits of specific incident management strategies.  Mark holds a Bachelor's and Master's Degree in Civil Engineer from the University of Washington.  Mark, you can begin when you're ready.  

The first thing I'm going to say is I'm going to apologize for my voice, which I managed to blow out teaching class two days ago, so if you can't hear me, let me know.  Other than that I'll hunch over the magic speakerphone and hope you can hear me.  Periodically you'll see this magic little red dot appear on the PowerPoint slides that you see over this webex interface.  That's Mark playing with the laser point so it is not something wrong with your eyes. It is in fact software that we're using.  As you heard from Bill and Larry earlier, Washington State has a very long history in incident management.  And from an internal view it's not always the best history, although right now we're doing quite well at it.  But it's taken a long time to get where we are, and it's not the professionals that have been the roadblocks to getting there.  Our biggest problem has been convincing the decision makers, the legislature, and the hierarchies of some of our organizations that incident response really is worth the time and the money to take money away from other transportation needs.  So we actually have a very long history in trying to and understanding what's necessary to convince decision makers of the benefits of operations, specifically incident response.  

Why do we have to do that?  Well, we have to do that because traditionally operations is something we don't like to pay for.  We like as legislators and as city councils to build something, point to it, whoa, we have a great new roadway, isn't that wonderful!  We go off and build the next one because those improvements are visible and they're one time.  Operations on the other hand, is often viewed as not being very visible and is an ongoing cost and those things are bad.  So we have to stop and think how do we talk to people who hold the purse strings.  Well, we have to show them the operations and specifically incidence response is very visible. It is very appreciated by the public and it's very, very cost effective.  As we get there, one of the things we also have to begin to understand is that those wonderful facilities that officials like to build are only effective if they're actually used efficiently.  A very important point is that incidents remove the efficiency from existing facilities.  Roadways that you build to carry 2,000 vehicles per lane per hour suddenly don't.  So you can take incidents and show how the lack of coordination and the lack of appropriate responses not only cause delays, create unsafe conditions, but also make travel unreliable and un -- inefficient.  An obvious thing to a traffic engineer, but not necessarily to a legislature, is that accidents and incidents reduce vehicle throughput.  In urban areas, vehicle throughput is a huge issue.  We don't have enough space for right-of-way.  Right-of-way is expensive.  Yet if the right-of-way we have already built isn't being used efficiently, isn't that a waste of taxpayer resources?  

This graphic is one of my favorites for talking to non-traffic engineers.  It's basically a volume, by time of day graph, color-coded by speed.  So in this particular graph, here's my wonderful little laser pointer. This is volume per lane.  I-5 at this particular location is a four-lane road.  So at its peak condition, it carries just under 8,000 vehicles total per hour.  So here's our late at night and it climbs up to the morning congestion and this is a directional graph.  So this red bar here is our typical morning commute.  What happened is we had a major accident in the middle of the afternoon, about 1:00 at this particular location.  And because we didn't respond to it terribly effectively, it closed the road to a point where all four lanes combined averaged about 200 vehicles per hour, for over two hours.  That's over three-lanes worth of roadway capacity that doesn't exist on an interstate freeway.  And not only that, but even after the incident is finally cleared after two hours, there's a whole lot more congestion out here that is keeping that roadway from operating in anything remotely efficient manner. 

So one accident at 1:15 essentially removes over three lanes of capacity for more than three hours.  I can go to the legislature and I can say, you know, this is a problem, I-5 is a big thing, you know, you can fix this.  You've got two choices.  They're tough choices.  Traditionally you'd like to make new capital improvements, so just give me $100 million a mile and I'll make you some more freeway lanes that you can use.  Or, you can give me $100,000 a year for the next 20 years and I'll turn that two-hour accident into a 20-minute accident.  What's your choice?  It's a pretty tough choice, don't you think?  Incidents are visible.  The public really notices them.  Big ones make it to the 5:00 news.  You can take that visibility and you can show how incidents affect not just the people at the scene, but all those people in the backup.  

Here's a great visualization of how this happens.  This graphic is our congestion graphic.  It shows up on the web every day.  It's one of the highest hit websites in the country.  So what this graph shows is color-codes of the metropolitan freeway system.  So green is good, yellow is not so good, red is pretty bad, and black, where you see it right here, is stop and go congestion.  So this is just before 3:00 in the afternoon and we're going to take a look at what happens when there's an accident between 2:50 and 3:00.  I don't know the exact time and it's occurred right up here.  As you can see there's already delays starting to happen.  That's how we know it's between 2:50 and 3:00, and I hope this image shows up.  

On my computer this doesn't show up very well, but this is the video of that particular accident.  It's just a two-car accident.  It's in the left-hand HOV lane.  The vehicles are actually on the shoulder.  But we have had a nice wonderful quick response.  We got two fire trucks, an aid car, and two police cars.  This one fire truck is playing the role of very large traffic cone in the right-hand lane.  Within this 10-minute time period, we have now created a backup over one mile long.  So here's our image of the accident.  It's right here.  Here's the delay already inside of 10 minutes at 3:00 in the afternoon before rush hour.  Within 20 minutes, Fire and EMS are gone.  However, we still haven't removed the vehicles yet, they're still off on the left side.  The good thing is at least we have three lanes of traffic out of four now operating.  You can see the backup, however, in that 20 minutes has now extended up to three miles of stop and go.  The disabled vehicles aren't actually removed until 3:37.  The backup is now 7- miles long.  At 4:00 we finally have the last lane, the HOV lane, open and the last emergency vehicles have left the scene.  By now, stop and go traffic is over eight miles long and the backup is 12.  By 4:40, an hour and a half later, actually a little more than an hour and a half later, you can actually see the northern end of the congestion is clear, but because we have created such a huge blockage, we continue to have additional congestion and the backup is still growing geographically, and rush hour has just started.  Won't show you the rest of it, doesn't get any prettier.

This same thing can be used to talk about why, in fact, you want to work together with an agency.  Remember that 12-mile backup?  Remember the great big red cone here in the left-hand lane?  This is before we really started to work together.  This is why we're really trying to work together.  This accident, we have one lane closed by the accident.  While we're working on it, we close a second lane.  Hey, that's a good thing!  We have to keep those responders nice and safe.  That's important!  On the other hand, we have made responders a whole lot less space by parking a fire truck and blocking an additional lane, not only because it creates more backup faster but now you have pushed traffic that is moving through this facility. I wish I could show you this on the video. It makes a great scene, but the one lane of traffic open goes through the middle of our incident response.  You can take this video, you can super impose it along with the congestion graphic, and you can sit down and talk with the fire agencies and say, “look guys, 12 miles worth of backup, odds are really strong on days like that you're going to have multiple backups.”  

Yes, safety at the scene is great but if the safety saves you an extra 20 minutes and makes it a little safer and creates three more backup accidents in that backup, you know, you're no better off.  As a matter of fact, you're probably worse.  You're going to be on the roadway for a whole lot more time than if you just work cooperatively with the state patrol and the DOT to both do the incident response and to maintain traffic.  This visualization of working with other agencies has been a key part in the state setting up its joint operations program.  State patrol and w -- excuse me, state patrol and the Washington State Department of Transportation now work very cooperatively.  Our biggest problem with Fire isn't that they're not interested, they are, it's just that there's so many different fire agencies and sometimes we have trouble working with them.  But programs like what you hear Larry talking about have been developed specifically to help solve some of those problems.  Problems where we can work together so that 37-minute incidents, one, don't take 37 minutes, they take far less, but they also don't create 12 miles worth of congestion that lasts over seven hours.  

Do you know visualization is great? But sometimes you just need numbers.  I found it really interesting that Mike and I come up with the same benefit to cost ratio - 20 to 1.  I know that we did ours independent of his.  That's a pretty good find, although I'm a little suspicious that our numbers are so similar.  But we actually work very hard in this State right now producing numerical benefits calculations.  A whole process that we call accountability, and there's a website here that you can go to.  I think eventually we'll get it out on the website as well so you can click to it and link to what we call the gray notebook which describes how we are doing and what we are doing.  We track now routinely the number of responses, the effects those responses have, and we track what the public thinks of those responses.  You want somebody to support you, somebody you've helped on the side of the road because they ran out of gas and you gave them a gallon of gas, oh boy, it cost you two bucks.  Give them a card.  Say, you know if you like this service or you didn't like this service, tell us about it.  Collect it.  It's amazing what you hear.  When you collect the statistics like Bill was showing, you can report on how many different kinds of incidents you deal with; many of them before they become significant.  Then you take the public response and if anybody questions whether the public thinks this is a good expenditure of taxpayer money, you hand them the stack of 400 responses that all sound like this.  Ninety nine percent of the responses say things like, “thank you, thank you, wonderful words, wonderful words.” By the way, here is cookies and beer and champagne for the next time.  In the end, talk English: graphics, simple videos, nice public words, easy things for non-technical audiences to get - talk safety, talk delay, talk system reliability.  You know, the 12-mile backup, it's not there.  Those are things that people understand.  

Okay, and I think I'll end it.  I noticed that Jerry went ahead and put up the accountability website.  Thank you very much, and one last thing before I stop, I still have a couple of minutes left.  Somebody asked us if we're doing measurements of recurring and non-recurring congestion.  We have an initial report out on the website.  I'll try to remember to type that in before I get off here.  We have a second phase of that that's currently ongoing where we're trying to do more than just lane blocking incidents.  That was our first phase.  The new phase is looking at shoulder incidents, weather, and special events.  If I wasn't talking on this phone right now, I would be sitting frantically in front of a computer trying to run the next set of analyses, so I hope to have some of those analyses out by the end of the year.  So if you stay in touch with me, I'll let you know what we learned.  Other than that, I'll turn it back over to our moderator.  Thank you very much.  

JERRY:  Thanks very much, Mark.  That was great!  Thanks for sharing your yen sight about ways of convincing public sector officials that they need to increase support for these incident management initiatives.  Now we have come to the time in our program where we're going to handle Q & A.  We have had a lot of this in this session.  Any of our four speakers can respond.  I will direct the questions initially at least to the speaker to whom I think it was directed and then anybody can chime in.  Also I believe Toby Rickman, the state traffic engineer from Wash DOT, is also available to answer these questions as well.  The first one is for Mike Zezeski. How did CHART measure your delay savings?  

MIKE:  Well, we measured delay savings first by, you know, when -- through the CHART system, the operators, they know when -- we know about when the incident occurs and that's logged into the system.  Then we know right up to the point when the vehicles arrive at the scene and afterwards when we completely left the scene, all vehicles, all personnel, all equipment, so we know what the incident duration is.  We then by time of day, this evaluation is done my our university, depending on location of where the incident occurred, they know what the number of travel lanes, the location, how many lanes were blocked, what the volume was at that time of day, and they come up with the amount of - through their calculations - the number of hours of delay as a result of that incident.  So that's pretty much how they come up with it.  

JERRY:  Okay.  Next question I'd like to move on to Bill.  The question was, Bill, how are secondary accidents estimated?  

BILL:  Yeah, I did quote an 18% on secondary accidents.  That's not one we developed ourselves, that was based on an FHWA study that was done in the early '90s which we used as part of our justification for the program, but it's not something we have shown here as a Tim evaluation.  

JERRY:  Here's a question I think can go to anybody.  The question is to what extent -- let's see, what is the extent to which the development of a regional architecture has helped enhance the Washington State traffic incident management program, if at all?  Anybody want to take a stab at that one?  

BILL:  Yeah, I'll speak to that.  This is Bill.  I assume the question is referring to a regional ITS architecture.  

JERRY:  I would think so.  


BILL:  Yeah, and based on that, ITS or incident response in this State is identified as a component of ITS, and it's integrated in our overall approach to traffic management.  So our architecture, which looks at many ITS issues will show that as a component.  So I think what that means it is valued as much, if not more, than all the other things we're trying to achieve through ITS, such as deployment of signs, communications, infrastructure upgrades, those sort of things.  So I think it's important because it keeps ITS out in the forefront when we're doing planning and we're talking about how to spend money, it's viewed as an equal or better with everything else we're trying to achieve.  

JERRY:  Any other comments from anybody?  Okay Larry, for you the question was what equipment -- this could be for anybody, but what equipment is most effective in managing traffic?  Ideas that come to mind are dedicated trailers with cones and barricades, closures, gates, and so on.  What's your experience?  

LARRY:  From the WSP-side, our troopers going through training all receive courses and practical demonstrations in how to set up a scene as far as manual control and proper cone.  Now as far as the signage, we rely heavily on Washington State Department of Transportation with their incidence response trucks to come out with directional arrows and some of the other equipment that they bring.  We rely on them extensively.  But we train our folks on flare patterns and cone setup and how to close lanes properly with their vehicles.  There was another question that was in there as well, Jerry, about the motorist assist program that we have with the trooper cadets. Are there vehicles equipped to tow vehicles?  They're not, but they can steer clear it if they get into a single, you know, two-car fender-bender, depending on the situation.  They can simply steer and assist with those folks to steer and clear it from the roadways to keep traffic flowing until it can be investigated.  Oftentimes we take it off the main line altogether off to an off-ramp out of sight of the motoring public so we don't have the issue with gawkers and those kind of things.  

BILL:  And if I could add a few things with the equipment, again this is Bill, a couple of things we have on our trucks that I think are very valuable and not typically common, if you look at IR fleets around the country is we do have on many of the trucks fully addressable message signs, full matrix addressable, so not only will we put up arrows but we'll put messages up.  We have on them diesel fuel pumps so if we have a truck, a semi truck that has a leaking fuel tank, which is not uncommon in an accident with a semi, we can pump that tank empty and that keeps us from having to clean up a fuel spill which takes more time and involves other issues.  And we have in the cabs of the trucks an automatic flare deployment system so if an IR truck approaching an accident scene can actually deploy a taper of flares while on the move from the driver's seat and that keep the driver from having to get out and go behind the vehicle and deploy those flares.  We also have some blowers, gas-powered blowers on the truck, backpack blowers that allow us to quickly remove glass from the roadway.  So that's just kind of an example of some of the tools you can put out in the field that allow you to do things quickly and more efficiently.  

MIKE:  Jerry, this is Mike Zezeski.  

JERRY:  Yeah, mike.  

MIKE:  I agree with everything Bill and Larry just said.  Those tools are very valuable, but even from a more -- from a more general perspective; I find one of the most beneficial resources we can develop there is roving traffic patrols, for two reasons:  one, what we found is that many times we can come across a disabled vehicle, particularly one that might be in a travel lane, and we have the ability to get that vehicle out of the lane before it becomes an actual major incident.  Secondly, by having them out there and roving and of course they have a lot of equipment Larry and Bill just mentioned, they're more accessible to get to the scene of the incident much more quickly.  Many times our roving patrols that work for us in the CHART program are the first responders and the biggest advantage to that is with them having the ability and knowledge and training to do staging of the scene, setting up traffic control, and things like that.  Of course they have all the training they need in terms of if they render first aid and things like that. They have all the communication systems too, to get the appropriate resources there to the scene as well.  

JERRY:  Mike, that's kind of related.  We have had a couple of questions about the number of freeway service patrol units per area.  I'd be interested to know what your experience is in Maryland and how that might compare to Washington State experience.  

MIKE:  Well, I don't know.  I do recall one time Toby telling me about their patrols and the numbers.  I think they're pretty consistent with ours.  I've seen what other areas have done and I think we're more on the lower side than the high side, but that's only because like Mark was saying, it's tough to come by those operating funds and operating resources.  Our operating budget, of course, is controlled by the Maryland legislature.  You know, to put out dollars every year to support something like that is very difficult.  Usually what we try to do is keep it so that the patrols don't have - they're roving route doesn't go beyond 20 miles.  If it goes beyond 20 miles, it becomes, you know, less efficient.  Also it depends on the area in which they're working and the amount of incidents that occur.  The areas - in urban areas we have a hire number of - higher number of incidents and that's where you like to have more of your patrol.  

JERRY:  How about from the Washington side?

MIKE:  Well, in terms of how we determine our patrol zones; that has to do with volume mostly.  If you're in an urban area, the zones are very short.  They can be just a few miles because you've got a lot of traffic.  And the chance that you're going to have an accident in a high volume section is fairly high.  Whereas in a more rural area, the zones can be significantly longer, they can be 40 or 50 plus miles.  So our deployment is really based a lot on the accident history of the area and what we think we need out there in terms of response based on that accident history.  

JERRY:  That makes sense.  

MARK:  This is Mark.  Let me add one other thing to it.  There's also a complete management system that looks at how equipment and individuals are used.  So if a particular segment turns out to be far more active than the expectation, you can shorten the segment that that individual is working, you can add a second truck if you wanted to.  If that particular segment has a lot of disabled vehicles and very little place to go, the response vehicle becomes a tow truck.  If it's not a place where vehicles are constantly breaking down in the travel lane, they instead wind up on the shoulder most of the time.  You can save money and go from a tow truck to a push bumper equipped conventional pickup.  So actually in this State, they take all of the information that goes along with the day-to-day operation of the system and they simply record it electronically, bring it back, and that allows the management side, Toby and Bill and others, to actually manage the system.  So it's not an absolute set of numbers, x miles or xvmt equals this kind of vehicle.  They actually look at and manage the system so tow trucks are where tow trucks need to be and less expensive vehicles are where they can be and staff are where they are most appropriately used.  

JERRY:  Let me ask one question.  One question came up, Larry, I think it was intended for you but anybody can chime in.  It's kind of a fundamental question.  Who's in charge of an incident according to your local laws?  Is it police or DOT?  Larry, you talked a lot about collaboration and coordination, but one agency has to pretty much take control, don't they?  

LARRY:  Normally it's the -- we talked about the first unit, whether it's us or Fire or Wash DOT.  When they get to the scene, they're initially in charge until relieved by a higher command.  But it will depend on the scene.  Certainly if we have a crime scene then we'll be the lead agency with regards to the resources that we bring to that, however, we're going to be relying heavily on Fire and also with the Department of Transportation too to provide us cover while our detectives are out there doing scene measurements and those kind of things.  But ultimately on any particular incident, the Washington State Patrol would be the on scene commander, but we also look at all the other two disciplines coming out there for the most part.  That's one of the things that we really want to educate our folks when we start this training after the first of the year.  According to the ICS system, when you're there - when you're the first responder at the scene, you basically are in charge.  But again, it depends on the severity, depends on the crime scene, those kinds of things, who is going to take responsibility for that particular thing.  If it's a crime scene, we'll take responsibility for it.  If it's a hazardous materials spill, we'll probably rely heavily on the Department of Transportation and Fire to basically give insight on how we're going to best manage that.  

JERRY:  Okay, let's see, the next question I'd like to go back to Mike.  The question was how does CHART define incident duration?  When does it begin and when does it end?  

MIKE:  Yeah, we define incident duration.  Of course there's no national standard yet, and I can't wait for the day when there is, but we define it as from the time in which we are aware of the incident and that's the point -- when we get the call and an incident occurred at such and such, that's when our operating logs it into our CHART system.  Then we measure up to the point which we call response time.  When a unit has arrived at the scene and that's what we call the response time.  Then the time which you recover is the point when all vehicles, all personnel, all equipment, all lanes are back open again to the traveling public.  So from that point -- everyone as left the scene, that becomes the end of the duration.  So from the time in which we know about when the incident occurs to the time in which everything has left the scene.  Of course when you look at delayed -- let's say the incident ended up having a two-mile backup.  The time you recover from a delay is much, much longer.  When we do our evaluation, we calculate by time of day, you know, where it occurred and the volume and how much longer it took for the queue to dissipate.

JERRY:  So let me understand.  When an incident is finished, it's because of the queues dissipating or because of the equipment leaving?  

MIKE:  Well, the end of the duration as we measure it is the time in which all vehicles and personnel have left the scene. 

JERRY:  Okay, but if you're going to look at the complete clearance time, it's really from the point in which the backups have completely dissipated.  How about you guys in Washington? What do you use for metrics there?  

MIKE:  First of all, there's no national standard on any of these things.  They're trying to start to get to this.  Basically we record when specific events happen.  So in our databases we keep track of when notification occurs, when respondents arrive, when specific events at the scene happen, and when the last responder leaves.  We don't physically try to track when congestion returns to normal except in the actual recurring, non-recurring analysis, which is another earlier thing we worked on.  We were actually trying to decide what we would call what's recurring congestion and what's non-recurring congestion.  That, in itself, is a wonderful academic debate.  So basically we track the timing of events.  So our definition of duration tends to be from the minute we're notified or we discover that an incident has occurred of some kind to the moment the last vehicle associated with that incident leaves.  So that's the definition that we tend to use.  But there are a variety of other metrics in there that we physically track for our own purpose.  

BILL:  Yeah, and I'd like to add that oftentimes this is a confusing thing for maybe not an obvious reason.  You know, we at the DOT like to do performance monitoring and we want to know how long the duration of an incident is; and so we do what's been said here already from when we're notified from when the vehicle leaves.  But if you look at an incident we responded to and the state patrol has responded to, those times will be often different because the state patrol may be the one that finds out about the incident.  So they have a different notification time than we do because after they find out about it, at some point beyond that’s when we find out about it from them.  So the beginning of the incident is different for us.  Then the ending of the incident can be different, because once the vehicles that are in the accident are off to the shoulder and safely there and investigation is done, the patrol may leave, but we may still be there to provide traffic control until the tow trucks show up to remove the damaged accident.  So the times can be different for the same incident, so oftentimes it depends on who you're talking about.  And another thing is because of that, we get -- the state patrol has their computer dispatch system, which keeps all their records, and we have our data.  And so what we are doing is also trying to correlate some of those to see what that means in terms of incident performance.  

JERRY:  See, that was related I think to one of our questions about the CAD and NTIMC system.  Is there an automatic connection between the two right now Bill?

BILL:  In terms of the CAD and our system, yeah there's a couple things going on.  All our traffic management centers do see some of the data that comes across the CAD system so we're aware of what the state patrol is responding to, generally speaking.  The state patrol also actually dispatches many of our IR vehicles so we're in the CAD system.  And then we also have developed a direct data link to take their cad data and transform it into travel information and send it out to the public for traffic information.  So there's several things that go on.  None of them are comprehensive in solving the issue, but there are some things that are going on in the system that we're working on.  

JERRY:  Okay Bill, let me stay with you for a second here.  There was a question about does your incident management program focus primarily on the interstate system.

BILL:  We deploy to the entire state highway network, which is state roads and interstates, and we also will go off state network on to county and city streets, if we are requested to do so by the patrol.  So if a county has a significant problem and they have called in the patrol for assistance and the patrol wants us out there, we will show up.  So in theory we can deploy everywhere, but in reality, 99% of what we do is on the interstate and state highway system.  

JERRY:  Okay let me see.  The next question to Larry, does Washington State patrol communicate via 800-megahertz trunked radio platform, do you know?   I'm looking into that right now to find out.  I don't think we're there yet.  But I'm - I've got a call right now into our IT people on that.  Maybe one of the Wash DOT folks can answer that better than I can.

LARRY:  Let me jump into another question.  I've got a lot of them here.  I guess one of them I don't know if I touched on earlier is, is there a MOU between the agencies that are collaborating?  Is there a formal written memorandum of understanding or is this kind of an informal thing? I'll take the first crack at that.  There is a formal document called JOPS, Joint Operation Policy.  This is a signed policy agreement between the state patrol and DOT, which outlines many agencies in which the agencies are required to work together and incident response is one of the significant elements of JOPS.  

JERRY:  Okay Larry, I think this may be oriented to you.  Have the -- has the Wash DOT, Washington State Patrol considered making snapshots via their wireless computer data terminals?  Are you looking into that?  Or anybody from Washington State, do you know? 

LARRY:  Well, on the DOT-side, you know, I did mention on one of my slides we want to move toward a video link, a real-time video link between our IR vehicle and our traffic management center.  We did do a demonstration of a system a couple years ago.  At that time, the technology wasn't all that robust and it didn't really provide what we wanted.  I think the technology is probably there now and we just, you know, haven't pursued it.  But we want to do that.  But without doing that, we don't currently transfer any video or photographic images from the scene to any place else.  WSP doesn't have that capability at this point in time either.  

MIKE:  Jerry, this is Mike Zezeski.  We have a project, actually it's in the DC - Washington, DC region, capital wireless integrated network.  Part of the goal of that system is to get video as well as data to the incident responders in their vehicles and we hope to have the video part next year.  There's also a program out in New York, the IIMS program that does that as well.  

JERRY:  There was a question that's come up a few times and I wanted to kind of throw it out, particularly to anybody on the panel.  What kind of coordination are you doing with local agencies or is this pretty much a State agency coordination incident management?  To what extent are the local agencies involved and do you meet with them and so on.  For WSP and for the Tims training that's taking place after the first of the year, is no, we have not involved local agencies at this particular point, but I think in the next phase of training we will.  To those folks that do join us out they’re at times on the interstate and highway routes.  But right now, no we have not.  We have been sticking strictly with Fire and DOT right now because for the most part that's whom we're dealing with out on the scene.  If I can comment on that 800-megahertz question, right now according to our IT folks, we're dealing with a 150-megahertz system, which is a conventional analog system.  However, it has the capability of patching into certain areas.  In King county, our Mountain passes, and down towards the Portland area.  I'm not an IT person, I just pick it up and hopefully somebody answers me on the other side.  I understand.  

MIKE:  Jerry, Mike Zezeski, -what we have in Maryland, we have various like regional coordinating groups throughout the entire State which we work with very closely, the local agencies.  The local agencies pretty much, you know, are the ones that are the local police, fire, and EMS services and the 911 centers.  So we do coordinate with them very closely and we feel they're an integral part to the incident response, particularly in Maryland where a lot of our state or interstates and freeways are actually patrolled by local police.  

JERRY:  Interesting okay, well we're -- we have had a lot of questions.  Now, any questions we didn't get to, we will be posting them on the new NTOCTALKS talking operations forum, which is on the new website and I'll be talking about that in a few minutes.  But at this point Liz, I'd like to open up to any audio questions and we'll -- anybody who has any questions they'd like to ask directly, we'll get some going that way.  

LIZ:  Sir, you actually do not have any audio questions at this time.  

JERRY: Okay.  Well, that will -- they can ask them at any time, is that correct?  

LIZ: Yes, sir.  

JERRY: Okay.  Let me go back to the list here.  There was a request, Larry, if one of our participants wanted to get a copy of your training curriculum, a lot of interest in that.  Is that a possibility to get a copy of it or at least an outline of it?  

LARRY:  Are you referring to the Tim training?  

JERRY:  Yeah.  Yeah, I think so.  

LARRY:  I mean we're working -- the state patrol is working with us and we're working with them to develop that as well as fire and I suspect we can provide an outline of what that program is going to do in the training classes.  

JERRY:  Okay.  

LARRY:  So however we need to coordinate that just let me know.  

JERRY:  Larry, a question for you.  This person said that the unified command is a good concept.  Does Washington State have a pooled resource database for response resources outside of state-based agency?  That is petroleum industry, marine cranes, et cetera.  Do you know of any resource like that?  

MIKE:  Larry, if you don't mind, I'll jump in.  You know, we -- there's two levels of this.  In terms of clearing an accident, there is -- the state patrol manages a rotational tow list and Larry can jump in and talk about that.  So when there's an accident out there, they have a list of the resources available on the private side that can come out and help facilitate clearing that.  As an agency, the dot has a comprehensive list of resources available from local agencies in the private sector, but that's more geared toward emergency management.  And typically isn't implemented for an accident unless you have like a really big thing like a tanker fire and we could call on Boeing to bring out their fire fighting equipment from the air fields and stuff like that.  So though lists exist, but aside from the towing side, accidents on roads really don't kick that sort of a resource into play.  

JERRY:  Okay Liz, could you give directions to participants on how to ask questions over the phone.  

LIZ:  Once again, ladies and gentlemen, if you do have a question, please key star followed by one on your telephone.  

JERRY:  Thanks very much - another question for Larry.  Larry, are you still on the line?  

LARRY:  Yes, I am.  

JERRY:  Okay, the question is do you have a procedure to expedite coroner or medical examination response to a fatal accident?  In some areas this has been a real delay factor in clearing fatal accidents.  

LARRY:  Yes, in fact in each one of our districts, our folks have met with those folks and any time we have the possibility of that occurring, we get them rolling out as quickly as possible to avoid any delays.  

JERRY:  In fact wasn't that one of the keys to your interagency cooperation agreement that was signed a couple of years ago?  Didn't both agencies try to have a target of one hour of clearing fatal accidents?  

LARRY:  We're looking at 90 minutes.  

JERRY:  Okay, well let me -- we're almost done here.  Let me go through a little information about the NTOC itself.  As you can see on your screen, the member associations, members of the National Transportation Operations Coalition, if you haven't been there yet, we invite you to visit the NTOC website.  It's ntoctalks.com.  You can link to all the association members that were on the previous page.  And soon we will -- we're working -- we're beginning to work with all NTOC members to make sure we're integrated from their own websites so you'll be able to access it from any of the association websites very shortly.  Here you can find information about upcoming talking operations web casts, as you're probably aware these have been very popular and first two have been fully subscribed so I encourage everybody to sign up for future web casts as soon as you can.  And the site we will link to that site as well as linking to an archive of information from past web casts.  We also have two discussion forums.  One of them is brand new as of Monday.  It's called a talking operations forum.  You can just access those from the website menu on any of the NTOC pages by just clicking on forum.  And we will be posting some of the key issues that arise at these discussion forums on there for continued dialogue on these issues.  There's also the its technology forum which is an extension of what used to be called the its forum on the ICDN and there's quite a few messages and a lot of discussion on its technology.  The NTOC website also includes a new resources area that's organized both by its technology and by the impact to management and operations and we'll be -- we're setting up a shared calendar.  You'll be able to see that very shortly.  Of course you can access the web version of the ICDN newsletter.  So I'd encourage you to visit the new site.  Again, the address is ntoctalks.com.  Liz, do we have any audio questions at all?  

LIZ:  Yes sir, we have one question from Carla.  Please go ahead, ma'am.  

CARLA:  You already answered it, thank you.  

JERRY:  That was an easy one.  Okay, I think we will wrap it up here.  I appreciate everybody participating, particularly appreciate all the insight both from our presenters and from our audience.  Jocelyn, I'll turn it back over to you.  

JOCELYN:  Okay, well thank you very much everyone for joining us today, and we look forward to another seminar coming next month.  Thanks.  

LIZ:  Ladies and gentlemen, that concludes your conference call for today.  We thank you for your participation.  You may disconnect at any time.  

