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NVTC COMMISSION MEETING 
THURSDAY, JULY 7, 2005 

NVTC CONFERENCE ROOM 
7:30 PM 

 
 
 

NOTE: The meeting starts 30 minutes earlier than usual.  A barbecue supper 
                     will be available for attendees starting at 7:00 p.m. 

 
 
 

AGENDA 
 
 
1.   Minutes of NVTC Meeting of June 2, 2005. 
 
      Recommended Action:  Approval. 
 
 
2.  Presentation: 511 in the Washington D.C. Metropolitan Area. 

 
Scott Cowherd of VDOT and Kala Quintana will brief the commission on the 
status of this transportation telephone information program and describe the 
issues associated with its implementation. 

 
Discussion Item. 

 
 

3.  State Aid Contract for FY 2006. 
 

Each year DRPT offers a standard contract in order to provide state aid to 
NVTC. 

 
Recommended Action: Authorize NVTC’s Executive Director to execute the 
state aid contract. 
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     4.  Request for Proposals for Transit AVL Cellphone Project. 
 

NVTC has received funding from DRPT to develop a method to automatically 
locate transit vehicles and inform customers of expected bus arrival times using 
cell phones. 
 
Recommended Action: Authorize staff to issue a Request for Proposals for a 
consultant to develop and test software for this project. 
 
 

    5.   Telework Initiatives. 
 

          The commission has expressed an interest in promoting more effective    
teleworking to be spearheaded by the commonwealth.  Staff will review the   
status of various telework initiatives.  Transportation Secretary Pierce Homer  
has invited the commission to propose specific initiatives. 

 
Recommended Action:  Agree on a set of telework initiatives to communicate  
to Secretary Homer. 
 
 

6. Legislative Items. 
 
               A.  State. 

 
                B.  Federal. 

 
           Recommended Action:  Authorize a letter to the CTB containing NVTC’s  
           comments on the new Virginia Rail Enhancement Fund. 

 
 

     7.  VRE Items. 
 

A. Report from the VRE Operations Board (including minutes of the board  
         meeting of June 17, 2005) and from VRE’s CEO--Information Item. 
 

B. VRE Railcar Construction Engineering/inspection Contract Award--Action  
Item/Resolution #1076. 
 

C. Exterior Rail Car/Locomotive Cleaning Contract Award--Action 
Item/Resolution # 1077. 

 
D. Interior Rail Car Cleaning Contract Award--Action Item/Resolution #1078. 

 
E. Lease for Space in VRE’s Quantico Station--Action Item/Resolution #1079. 

 
F. Lease for Space in VRE’s Woodbridge Station--Action Item/Resolution 

#1080. 
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G. Amended Task Order to STV, Inc. for General Fleet Maintenance--Action 
Item/Resolution #1081. 

 
H. Contract Amendment with Mitchell Humphrey for Training--Action 

Item/Resolution #1082. 
 

I. Extension of Operating/Access Agreement with CSXT--Action 
Item/Resolution #1083. 

 
J. VRE’s 2004 Annual Report--Information Item. 

 
K. Closed Session on Operating/Access Agreement with Norfolk Southern, 

negotiations with Spotsylvania County and the VRE CEO’s employment 
contract. (Section 2.2-3711.A.(1) (7) and (30) of the Code of Virginia) 
followed by: Action Item/Resolution #1084 and Resolution #1085. 

 
 
8.  WMATA Items. 

 
A. Metro Board Digest for June, 2005. 
 
B. Approval of FY 2006 Metro Budget. 
 
C. Washington Post Series and WMATA Responses. 
 
D. Response to NVTC’s Letter to MWCOG on Metro Access Funding. 
 

      Discussion Item. 
 
 
9.  Mid-Year Progress Report on NVTC’s Workprogram. 
 
     Staff will summarize results to date with emphasis on performance measures. 
 

                Discussion Item. 
 
 

         10.  NVTC’s New Look Website. 
 
                Staff will display the improvements to NVTC’s website. 
 

     Information Item. 
 
 
        11.  Regional Transportation Items. 

 
A. Parking and Density. 
 
B. BWI SmartPark and BART Smart Parking Systems. 

 



 4
 

C. The High Cost of Free Parking. 
 
D. Annual Urban Mobility Report. 

 
E. Ozone Action Days Kickoff. 

 
F. HOV Enforcement Task Force. 

 
G. Easy Rider. 

 
H. Base Realignment and Closure Recommendations. 

 
I. The Fast Lane. 

 
J. Federal ITS Benefits/Costs Database. 

 
K. 2005 Public Transportation Fact Book. 
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L. APTA’s (PT) Evaluation. 

 
      Information Item. 

      
 

         12.  NVTC Financial Reports for May, 2005. 
 

                Information Item. 
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AGENDA ITEM #1
       

 
MINUTES 

NVTC COMMISSION MEETING – JUNE 2, 2005 
NVTC CONFERENCE ROOM – ARLINGTON, VIRGINIA 

 
 
The meeting of the Northern Virginia Transportation Commission was called

to order by Chairman Ferguson at 7:35 P.M. 
 
Members Present 
Sharon Bulova 
Gerald Connolly 
Adam Ebbin  
Paul Ferguson 
Jay Fisette 
Ludwig Gaines 
Paul C. Smedberg (Alternate, City of Alexandria) 
Catherine M. Hudgins 
Dana Kauffman 
Karen Rae 
Scott Silverthorne 
David F. Snyder 
Mary Margaret Whipple 
 
 
Members Absent 
David Albo 
Eugene Delgaudio 
Jeannemarie Devolites Davis 
William D. Euille 
Timothy Hugo 
Elaine McConnell 
Gary A. Reese 
Christopher Zimmerman 
 
Staff Present 
Rhonda Gilchrest 
Scott Kalkwarf 
Jana Lynott 
Stephen MacIsaac (VRE) 
Adam McGavock 
Kala Quintana 
Elizabeth Rodgers 
Jennifer Straub (VRE) 
Richard K. Taube 
Dale Zehner (VRE) 
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Presentation by Virginia Secretary of Transportation Pierce Homer 
 
 Chairman Ferguson introduced Secretary of Transportation Pierce Homer.  
Secretary Homer explained that in lieu of a formal presentation he would respond to the 
five issues of special interest to NVTC listed in Agenda Item #1.   The first issue is how 
best to communicate to the General Assembly and other decision makers the special 
nature of this region’s needs and its central role in the entire commonwealth’s 
prosperity.  He encouraged NVTC to have a two-fold advocacy effort.  NVTC should 
communicate to the General Assembly that this region has a transportation problem and 
it needs help.  Secondly, it is important that Northern Virginia legislators have a unified 
front during the General Assembly Session.   Chairman Ferguson asked if it would be 
enough if local government leaders were unified.  Secretary Homer stated that the 
starting point needs to be local unity, but the votes are in the General Assembly.   

 
Secretary Homer stated that the second issue is how to communicate this 

region’s transit funding needs to the ongoing studies of the Virginia Senate and House.  
He stated that NVTC should be looking at VTRANS 2025 as JLARC reviews it to make 
sure it accurately reflects the needs of the region.  If those numbers aren’t correct or are 
perceived to be inaccurate, the next phase of the study won’t be valid.  The Senate 
study will happen in a very short time frame (from September to December, 2005).  
There needs to be a few simple ideas and include a clear regional proposal.  Chairman 
Wardrup has appointed a special House subcommittee to look at transportation needs.  
Local government comments are also important for that effort.   

 
Secretary Homer stated that the third issue is what is the most effective way to 

ensure that transit facilities and services are incorporated effectively in Public-Private 
Transportation Act proposals.  He stated that the region should make sure that the 
transit elements of the constrained long range plan are accurate and up-to-date in order 
to address and identify needs.  NVTC should submit comments during the formal 
comment period. 

 
Secretary Homer stated that the fourth issue is efforts of the commonwealth to 

improve HOV enforcement and how NVTC could be helpful in maintaining the efficiency 
of these lanes.   He stated that there has been some progress made by the General 
Assembly during the 2004 Session, which included legislation passed that doubles the 
fines for second and subsequent time offenders.   Consequently, the number of repeat 
offenders has dropped significantly.  He observed that it is very difficult to enforce HOV 
lanes on I-66 because they are not separate lanes from the conventional lanes.  
Enforcement funding has been increased and the state is beginning to contract with 
local police and the Airports Authority for additional enforcement.  HOV violations are 
the largest single problem for the State Police. 

 
Secretary Homer explained that the fifth and final issue pertains to new state 

initiatives to support telework.  He asked NVTC to submit ideas and feedback on how 
the state can use its resources for telework initiatives.  Chairman Ferguson stated that 
NVTC and local staff could work on this issue and help design a program. 

 
Senator Whipple stated that it is important not to lose sight of variations of 

teleworking, such as alternative work schedules for state employees.  In response to a 
question from Delegate Ebbin, Secretary Homer explained that teleworking is a natural 
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thing in Northern Virginia, but very revolutionary in other parts of the state 
because there are not strong incentives.  To make it work, it needs to be flexible.   

 
Mr. Connolly acknowledged that the Warner Administration has been receptive to 

the concerns of Northern Virginia.  While Mr. Connolly respects Secretary Homer’s 
response to the first NVTC issue he addressed, he can’t agree.  Northern Virginia is a 
big and sprawling region that is diverse.  The notion that the region needs to be 
collectively unified as one voice, is not going to happen.  Also, General Assembly 
members have to understand that the region that is paying the bills expects a more 
equitable return on its investments.  Virginia has complained about being a donor state 
in the federal highway transportation system, and Northern Virginia feels the same way 
about being a donor for the rest of the state.   With respect to telework, he expressed 
his disappointment with the administration’s reluctance to participate in telework 
initiatives.  It’s perplexing because telework doesn’t actually cost that much money and 
is fairly easy to implement. 

 
Mr. Snyder agreed with Mr. Connolly’s comments.  He suggested moving the 

transportation funding prioritization process away from a political process to a criteria 
based process (i.e., air quality impacts, people moved, economic benefit, reduction in 
hours of congestion) so that transportation funding decisions would be based on 
transportation reality rather than politics.   Secretary Homer stated that there needs to 
be an articulation of those needs.  Establishing criteria isn’t too different than what the 
Special Session did in 1986.    

 
Ms. Bulova asked if the commonwealth has looked at other HOV programs 

across the country to find out if enforcement works.  Ms. Rae stated, based on her 
experience with other states, this region’s HOV system is by far the premier HOV 
system in the country.  She stated that the problems that the region is facing with HOV 
are due to the success of the system.    Secretary Homer stated that Houston, Texas 
probably has the most aggressive and innovative program on HOV enforcement and is 
not very different from the Washington D.C. region.     
 
 Secretary Homer talked about two trends that are very important:  maintenance 
and real estate.  Money that is consumed by maintenance can’t be used for capital.   
Most of what is called transit capital is used for maintenance costs.  It is important for 
the two legislative studies to look at this issue.  Also, the increase in real estate costs is 
dramatically changing transportation choices.  The best example is the Gainesville 
interchange.  A year ago the right of way costs were $55 million, but a year later they 
are $95 million.  There will be a ripple effect over the next 20 years and beyond.   
  
 
Presentation and Discussion on Dedicated Funding for WMATA 
 
 Chairman Ferguson introduced Rudolph Penner of the Urban Institute, who 
chaired the Blue Ribbon Panel on the analysis of and potential for alternate dedicated 
revenue sources for WMATA.  Richard White, WMATA’s CEO and General Manager, 
was also introduced by Chairman Ferguson. 
 

Mr. Penner provided a summary of the report of the Blue Ribbon Panel.  He 
stated that the Metro system is very popular and demand continues to increase.  This 
creates capacity needs as the system is also aging.  WMATA needs a dedicated 
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funding source.  Most every other large transit system in the U.S. has a dedicated 
funding source.    He then reviewed the different types of funding sources the panel 
discussed.  The majority of the panel favored some type of sales tax.   

 
Mr. Connolly thanked Mr. Penner for coming and stated that NVTC has already 

gone on record supporting the Blue Ribbon Panel’s recommendations. 
 
Mr. Silverthorne left the meeting at 8:24 P.M. and did not return. 
 
Mr. Connolly observed that a cross-the-board uniform sales tax in Maryland, D.C. 

and Virginia, would actually significantly reallocate the funding burden.  Virginia would 
end up bearing 45 percent of the overall costs, compared to the current 25 percent.  
Some modification would be needed.   Chairman Ferguson asked if a sales tax could be 
adjusted proportionately.  Mr. Penner said that it could, but it’s an extremely difficult 
issue because the District feels like it’s being exploited by the current formula.   

 
Mr. Smedberg arrived at 8:29 P.M. 
 
Mr. Kauffman announced that a Metro summit is scheduled for October 3, 2005.  

The challenge is to come to consensus of a way to authorize a plan to take to voters.    
Chairman Ferguson suggested convening a meeting with two or three key leaders from 
each jurisdiction (Maryland, DC and Virginia) along with Mr. Penner and the Washington 
Post editorial board to discuss these issues leading up to the summit.   Mr. Kauffman 
reminded commissioners that starting this Sunday, the Washington Post will begin a 
series of articles concerning Metro.  He stated that encouraging the Post to come to the 
table to be part of the solution, not just a naysayer, is brilliant.   

    
Mr. Kauffman stated that another challenge is to create business community 

interest.   It is important to also develop public support at the grass roots level.   
 
Mr. White then gave a presentation on the status of Metro and the steps it has 

taken to improve performance.  He gave an overview of ridership growth, funding issues 
and the difficulties associated with an aging system.  Continued growth will place 
additional demands on the entire transportation network.  The Metro Matters Funding 
Agreement will bring short-term relief for the next four years, but it is important to find a 
long-term solution of a dedicated funding source.   

 
 Mr. Kauffman expressed his appreciation to Mr. White and his staff for their work 
at Metro.  These last seven months have been hard.    Mr. Connolly stated that 
depending on what happens with this upcoming Post series, NVTC and individual 
commissioners may want to write letters to the editors.  He stated that one can always 
find fault with a large complex entity, but Metro is a victim of its own success.  Metro is 
the second largest transit system in the country.   To make it seem like all faith should 
be lost with the Metro system is nonsense.   Ms. Hudgins observed that customers are 
flocking to the Metro system and ridership continues to grow.  She suggested using the 
customers to speak for Metro in responding to the articles.   
 
 Chairman Ferguson introduced Paul Smedberg, who is a new alternate for the 
City of Alexandria, and observed that he should be sworn in prior to any votes.  He then 
administered the oath of office to Mr. Smedberg.  The commission welcomed him to 
NVTC. 



 5
 

Mr. Kauffman moved the following action:  1) To direct staff to undertake 
appropriate actions to support the creation of a dedicated funding source for WMATA in 
Virginia; 2) Consider the creation with NVTA of a joint working group to promote 
dedicated funding in Virginia; and 3) Authorize a letter to MWCOG calling for a new 
Blue Ribbon Panel on Metro Access funding.   Ms. Hudgins seconded the motion and it 
passed.  The vote in favor was cast by commissioners Bulova, Connolly, Ebbin, 
Ferguson, Fisette, Gaines, Hudgins, Kauffman, Rae, Smedberg, Snyder and Whipple. 

 
 
Minutes of NVTC Meetings of April 7th and May 16, 2005 

 
On a motion by Senator Whipple and a second by Ms. Bulova, the commission 

unanimously approved the minutes.  The vote in favor was cast by commissioners 
Bulova, Connolly, Ebbin, Ferguson, Fisette, Gaines, Hudgins, Kauffman, Rae, 
Smedberg, Snyder and Whipple. 
 
Transit Improvements in Pentagon Reservation Master Plan 
 
 The plan contains a set of improvements to the Pentagon area that should be of 
substantial benefit to the many transit systems, transit customers and HOV users that 
move to and through that center. 
 

Chairman Ferguson moved, with a second by Ms. Bulova, to authorize NVTC’s 
chairman to send a letter to the Virginia congressional delegation alerting them to this 
document and the desirable improvements recommended therein.  The letter requests 
their assistance in monitoring progress and possibly securing funding to help accelerate 
some of the transit improvements if this region agrees at some point in the future on 
such a course of action.  The commission voted on the motion and it passed.  The vote 
in favor was cast by commissioners Bulova, Connolly, Ebbin, Ferguson, Fisette, Gaines, 
Hudgins, Kauffman, Rae, Smedberg, Snyder and Whipple. 
 
 
Legislative Items 
 
 Ms. Bulova moved, with a second by Mr. Gaines, to authorize Chairman 
Ferguson to send a letter to Senator Warner, with copies to Virginia’s congressional 
delegation, conveying NVTC’s position of issues of concern regarding the TEA-21 
reauthorization.  The vote in favor was cast by commissioners Bulova, Connolly, Ebbin, 
Ferguson, Fisette, Gaines, Hudgins, Kauffman, Rae, Smedberg, Snyder and Whipple. 
 
 
VRE Items 
 
 Report from the VRE Operations Board and VRE's CEO.  Ms. Bulova 
commended the minutes of the May 20, 2005 VRE Operations Board meeting to 
commissioners.  
 
 Agreement for Future Land Acquisition at Crossroads.  Ms. Bulova explained that 
the VRE Operations Board recommends approval of Resolution #1074, which would 
authorize VRE’s CEO to execute an option agreement with Crossroads Associates, LLC 
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to give VRE the right to decide in the future to purchase up to 37 acres adjacent to 
VRE’s Crossroads Yard.  The cost of the option would be $5000 and it would secure the 
opportunity for VRE to purchase property for up to 13 months.  Funds are available in 
VRE’s FY 2005 operating budget. 
 
 Ms. Bulova moved, with a second by Chairman Ferguson, to approve the 
resolution (copy attached).  The vote in favor was cast by commissioners Bulova, 
Connolly, Ebbin, Ferguson, Fisette, Gaines, Hudgins, Kauffman, Rae, Smedberg, 
Snyder and Whipple. 
 
 Closed Session.  Ms. Bulova moved, with a second by Chairman Ferguson, to 
approve the following motion: 
 

Pursuant to the Virginia Freedom of Information Act (Section 2.2-3711A 
(6) and (7) of the Code of Virginia), the Northern Virginia Transportation 
Commission authorizes discussion in closed session concerning one legal 
matter relating to the terms and conditions of an operating agreement with 
Amtrak and one legal matter pertaining to the terms and conditions for 
inclusion of new participating jurisdictions in the Master Agreement for 
Commuter Rail.   
 
The vote in favor was cast by commissioners Bulova, Connolly, Ebbin, Ferguson, 

Fisette, Gaines, Hudgins, Kauffman, Rae, Smedberg, Snyder and Whipple.  The 
commission entered into Closed Session at 9:09 P.M. and returned to Open Session at 
9:25 P.M.  Ms. Bulova moved, with a second by Chairman Ferguson, the following 
certification: 

 
The Northern Virginia Transportation Commission certifies that, to the best 
of each member’s knowledge and with no individual member dissenting, at 
the just concluded closed session: 

 
1.Only pubic business matters lawfully exempted from open meeting  

requirements under the Freedom of Information Act were discussed; 
and 

 
2.Only such public business matters as were identified in the motion by  

which the closed session was convened were heard, discussed or 
considered. 

 
The vote in favor was unanimous. The vote in favor was cast by commissioners 

Bulova, Connolly, Ebbin, Ferguson, Fisette, Gaines, Hudgins, Kauffman, Rae, 
Smedberg, Snyder and Whipple   Ms. Rae  then left the meeting at 9:26 PM. and did not 
return. 

 
 Ms. Bulova moved, with a second by Mr. Gaines, to approve Resolution #1075, 
which would authorize VRE’s CEO to enter into a five year amended operating 
agreement with Amtrak.    (A copy of the resolution is attached.) 
 

In response to a question from Mr. Snyder, Mr. Zehner explained this agreement 
would provide an additional 20 storage spaces, allowing VRE to add 12 more railcars to 
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peak period service.  Extending this agreement would also allow maintenance 
to be moved to VRE yards, which is a long-term process  

 
The commission then voted on the motion and it passed.  The vote in favor was 

cast by commissioners Bulova, Connolly, Ebbin, Ferguson, Fisette, Gaines, Hudgins, 
Kauffman, Smedberg, Snyder and Whipple. 

 
Ms. Bulova suggested releasing a press release announcing additional VRE 

capacity.   
 
 
Other NVTC Business 

 
Chairman Ferguson suggested holding the rest of the information agenda items 

for the next meeting.  He announced that the July meeting will begin at 7:30 P.M.  There 
were no objections. 

 
Mr. Kauffman gave a synopsis of the upcoming Washington Post articles about 

the Metro system, which will address safety, service, budget priorities, paratransit, and 
maintenance issues. Mr. Snyder asked for more information about the safety issues.   
Commissioners then discussed how to respond to the Post news articles.      

 
Delegate Ebbin stated that he has gotten some emails from constituents 

concerning the increase in tolls on the Dulles Toll Road and asked that it be discussed 
at a future meeting.   Mr. Connolly observed that the state’s solution may not be perfect, 
but the Metro extension to Dulles has to be funded.  The solution was that or nothing.  
The region can’t oppose the sales tax referendum and other financing for transit 
projects and not expect some financial implications.  This was a creative way of 
financing the Dulles Metrorail extension that doesn’t directly dip into all taxpayers’ 
pockets.  

 
Mr. Kauffman requested staff get a copy for commissioners of Chairman 

Connolly’s letter to the editor as published in the Fairfax Extra edition of the Washington 
Post. 
 
 
Adjournment 
 

Without objection, Chairman Ferguson adjourned the meeting at 9:48 P.M. 
 
 
Approved this 7th day of July, 2005. 
 
      __________________________ 
      Paul Ferguson 

Chairman 
____________________________ 
David F. Snyder 
Secretary-Treasurer 
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AGENDA ITEM #2 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Kala Quintana and Scott Cowherd 
 
DATE: June 30, 2005 
 
SUBJECT: 511 in the Washington D.C. Metro Area 
             
 
 Virginia 511 was implemented throughout the commonwealth on February 
16, 2005. However, many Northern Virginia residents don’t work in Northern 
Virginia. These commuters head to DC and Maryland, where there is no 511 
service available.  In order to serve our residents it is important that a system 
which serves the Metropolitan DC area serve Northern Virginia’s needs as well.    
511 is the designated traveler information telephone number which is designed 
to provide up to date information to residents and visitors on traffic and weather 
delays, construction and commuter options.  
 

Scott Cowherd of VDOT and Todd Kell of Consulting firm PBS&J are in 
charge of the 511 implementation in Virginia and leading the team that will bring 
511 to the DC metro area. Mr. Cowherd and Mr. Kell will brief the commissioners 
on the system in Virginia and update them on the progress of implementation in 
the Washington Metropolitan area, with emphasis on the implications for public 
transit systems.  PBS&J is the firm hired by VDOT to be responsible for 
developing the conceptual design for 511 in the Metropolitan Washington region 
and managing the feasibility study. 

The feasibility study group comprised of regional jurisdictional staff and 
representatives from the University of Maryland and MWCOG wanted to ensure 
that 511 to be offered in the Washington region would provide more than the 
current resources for traffic, weather and transit information offered by outlets like 
CommuterPage.com, WTOP etc. A stand alone 511 system for this region could 
cost up to $6 million to develop and up to $1 million for annual operations and 
maintenance.    

Many issues have been addressed including the addition of premium
services such as parking status and real time subscriber notification; inclusion of
popular commuting routes; a bi-lingual system (Spanish and English) at a minimum,
to name a few.   
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The attachment provides additional detailed information about 511 and issues 

affecting its implementation in this region with an emphasis on public transit. 
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ATTACHMENT: BACKGROUND INFORMATION ON 511 

The 511 Feasibility Committee, comprised of local jurisdictional representatives 
from the region as well as representatives from the University of Maryland, VDOT 
and MWCOG have yet to resolve several issues regarding offering 511 services 
in the Washington metropolitan area before development of the Implementation 
Plan.   
 

1) Should the region’s 511 service be an extension of the 511 Virginia  
service or a separate, entirely independent system? 

 
•   A regional system that is an extension of the 511 Virginia system will 

have significantly reduced costs compared to a “built from scratch” 
system.  It is easier to add data, content, telephone ports and website 
capacity than to incur development costs to create these systems. 
There will need to be modifications to the existing 511 Virginia 
system’s menu structure and wireless and landline call routing to 
route calls to a Washington metropolitan area 511 greeting. 

 
• An independent system, while likely to cost up to $6 million to 

develop and likely to cost up to $1 million for operations and 
maintenance annually, can be designed to address the specific 
needs of travelers in the region.  There may also be “control” and 
access issues that could be alleviated with an independent system.  
The independent system should be able to connect to the 511 
Virginia system via call transfer and web hyperlinks and/or utilize 
much of the data used to populate the Northern Virginia region 
database supporting the statewide system. 

 
NVTC staff has compiled some basic information for the NVTC member 
jurisdictions regarding the nuts and bolts and parameters for 511.  This 
information includes:  
 

• The area covered under a regional 511 system (Figure 1) 
• Proposed public transportation content  
• Call routing issues for land line, wireless and pay phone as well as the 

hearing impaired 
• Business environment 
• Operations and maintenance costs   
• Funding strategy and sources  
 

Jurisdictional staff members have been asked to review the information and to 
consider any additional information that can be added or issues that they think 
may arise for transit operations associated with 511. 
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Jurisdictions are also asked to consider the staff members required and the 
number of hours required for staff to assemble and report information as well as 
any additional costs associated with supporting 511.  
Based on actual costs from similar sized jurisdictions incorporating 511, the cost 
of implementing a regional 511 system could be anywhere from $1million to $6 
million annually.  This range depends upon the type of system the region elects 
to adopt.  
 
Jurisdictions may (and most likely will) be asked to help pay for the 
implementation of 511.  Jurisdictions should consider potential funding sources.   
 
AREA COVERED  
 
Figure 1 -- Washington Council of Governments Area plus Charles County, 
MD – The area that will be covered under a regional 511 system. 

 
Virginia Jurisdictions
o Arlington County  
o Fairfax County 
o Loudoun County 
o Prince William County 
o City of Alexandria  

o City of Fairfax 
o City of Falls Church 
o City of Manassas 
o City of Manassas Park 

 



 

PROPOSED PUBLIC TRANSPORTATION CONTENT 

The 511 deployment guidelines note that public transportation operators already have 
established methods of communicating to the public about their services, including 
websites and customer service centers accessible by telephone.  If properly utilized and 
coordinated with these existing communications methods, 511 can assist public 
transportation operators in better serving their customers and possibly even attract new 
customers.   
 
Information access via telephone has proven to be extremely important in transit 
customer service.  511 should assist in providing travelers with general agency and 
service information and communicating service disruptions and changes.  Travelers 
should be transferred to the agency or directed to where they can obtain more detailed 
information and trip planning.    
 
There are four basic principles related to public transportation agency information 
provision on 511: 
 

1. Information on All Transit Agencies in the Area Should Be Available – public 
transportation operators should be accessible via 511 by identifying specific 
agencies.   

2. 511 Works in Conjunction with Transit Customer Service Centers – 511 is not 
intended to replace these operations, but to provide compatible and 
supplemental information, usually in the form of recorded scripts.  Travelers 
would have direct access to these customer service centers via a call transfer. 

3. 511 Should Minimize Additional Customer Service Center Overload Via 
Automated Messages – 511 access could increase the number of callers seeking 
public transportation information.  The Washington metropolitan area 511 system 
will provide automated messages that will answer many callers’ questions prior to 
seeking assistance from customer service center operators.   

4. Each Agency Responsible for Their Information – To ensure information quality 
and agency autonomy, any information provided via 511 for a particular public 
transportation operator must be provided or quality-checked by that agency.   

 
Public Transportation Agencies to be included: 

 
• Public Transportation Agencies 

o Alexandria DASH 
o Arlington Rapid Transit  
o Falls Church GEORGE 
o Fairfax Connector 
o Fairfax CUE 
o Loudoun County Transit 
o MARC 
o Metropolitan Washington Airports Authority  
o Montgomery County Transit – Ride On 
o PRTC (serving Prince William Co.) 
o Springfield TAGS  
o TheBus (Prince George's County) 
o VRE 

5
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• Service disruptions / exceptions 
• Brief agency description with call transfer option 

 
CALL ROUTING ISSUES 
 
A successful 511 service has seamless and reliable call routing and these should go 
virtually unnoticed by the user – the call goes through and the call gets answered.  Call 
routing and carrier coordination is not a trivial matter, for both wire line and wireless 
carriers. 
 
When 511 is dialed on a wire line phone, the call is received by the telephone company 
central office and translated into a 7 or 10-digit number, where the call is answered by 
an automated 511 system.   
 
For wireless calls when 511 is dialed at the handset, the call is received by a cellular 
tower and carried to a switch where the 511 code is translated into a 7 or 10-digit 
number, where the call is answered by an automated 511 system.  Each of these 
routings has various cost implications associated with them.   
 
With an operational service in Virginia as of February 1, 2005, there are many 
telecommunications issues related to initiating 511 service in the region.  The calling 
areas that telecommunications carriers established – Local Access and Transport Areas 
(LATAs), central offices and switches – do not neatly follow political boundaries and 
jurisdictions.   
 

• WIRELESS CALLERS 
 

There are four major wireless carriers (Verizon, Cingular / AT&T Wireless, Sprint 
PCS/Nextel and T-Mobile) and many smaller wireless carriers to coordinate 
routing of 511 calls with.  To insure proper coverage and that the traveler 
contacts the system that provides desired information in the region, routing of 
calls at the cell tower level may be necessary.  Cell tower programming has cost 
implications for 511 in the Washington metropolitan area.  Cell tower 
programming costs vary by carrier and can range from under a hundred dollars 
per tower to thousands of dollars per tower.  In order to keep 511 calls pointed to 
the proper number for the Washington Area (versus say a future Baltimore or 
Maryland statewide 511 deployment) each tower on or near the coverage area 
border in Maryland would have to be programmed.  This could be an expensive 
undertaking.  There is no estimate as of yet regarding the number of towers 
involved.  

 
• WIRELINE/LAND LINE CALLERS 

 
Verizon is the dominant landline provider (one of the incumbent local exchange 
carriers or ILECs), but there are countless other competitive local exchange 
carriers (CLECs), such as Starpower, Sprint, Cox and Comcast.  The DC Public 
Service Commission regulates 11 ILECs and 189 CLECs – 41 of whom provide 
service.  The Virginia State Corporation Commission regulates 14 ILECs and 191 
CLECs throughout the state.  The Maryland Public Service Commission 
categorizes telecommunications companies somewhat differently and regulates 
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132 ILECs and 92 resellers of local service.  This may sound daunting, but 
most local wire line service is provided by a few large telecommunications 
carriers.  Most landline providers do not perform 511 call translations at no cost.  
The preferred fee structure for a deployer is a one-time charge with no recurring 
(monthly) costs.  However, the costs can vary significantly by carrier. 

 
• ACCESS FOR THE HEARING IMPAIRED 

 
An emerging issue for 511 is the accessibility of systems and information by the 
hearing impaired.  For example, a caller to the 711 relay service for the hearing 
impaired wanted information from the Tampa 511 service and the 711 operator in 
a facility in Miami connected the hearing impaired caller to information from the 
local Miami 511 service.  To ensure access to the disabled community, the “back 
door” number to the service should be publicized to enable the hearing impaired 
(the caller) to access traveler information that they desire.  Additionally, the relay 
center should also know what each of the back door phone numbers are for the 
states and cities they serve.  

 
• PAYPHONE AND PRIVATE BRANCH EXCHANGE (PBX) ACCESS 

511 may not be accessible due to default manufacturer settings in PBX systems 
that companies and institutions utilize.  Most would need to dial “9” before dialing 
511 or may need to use the full 7 or 10-digit phone number initially.  A page on 
the co-branded website noting the PBX access issue with instructions on making 
the programming changes or directing companies to contact their PBX 
manufacturers should be sufficient to address this issue. 

 
The 511 Feasibility Committee may request that payphones provide access to 
511 to serve all socio-economic strata of the population.  The number of 
payphone providers in a 511 service area usually outnumbers CLECs as some 
payphone providers may only own one payphone.  Again, Verizon is the 
dominant payphone provider in the region.  Offering payphone access also has 
cost implications for the service and has not been a focus of any of the 511 
deployers to date. 

 
BUSINESS / N11 (E.G. 311, 411, 911 ETC.) ENVIRONMENT 
 
From the federal guidelines outlined for 511, basic services should be no more than the 
cost of a local call and the deploying agencies should expect to fully fund the 511 
service and its level of information for the foreseeable future.  Advertising and 
sponsorship are acceptable, as long as they do not interfere with the user’s primary 
intent for calling the service.  Fee-generating premium or enhanced services are also 
acceptable, though a market for these services has not been established yet.  Currently, 
no 511 service has established a positive revenue stream through sponsorships or 
premium services, though VDOT is testing a variation of this business model with their 
statewide deployment. 
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OPERATIONS AND MAINTENANCE COSTS 
 
Figure 2 -- Operations and Maintenance Costs 
 
511 essentially is the “speed 
dial” for transferring calls to a 
traveler information system as 
seen in Figure 6.1.  The routing 
of 511 calls usually involves 
telephone switch or central 
office programming to direct 
calls appropriately and, with 
some telecommunications 
carriers, recurring monthly or 
annual charges.   
 
 
IVR telephone systems allow 
access via voice recognition or 
keypad input to information 
developed from transportation network data by a traveler information system.  There are 
costs associated with each of these steps up the 511 hierarchy. 
 
Operations and maintenance expenditures associated with 511 services may increase 
over time if, as is expected, usage builds due to the network effect of having more and 
more 511 systems and their marketing efforts resonating with travelers. 
 
511 deployers do not all account for their costs in a similar manner, so an “apples to 
apples” comparison between services and similar states and regions can be difficult.  
The 511 Deployment Coalition has done some cost research which is contained in the 
Value of Deploying 511 document (http://www.deploy511.org/docs/511_Value.pdf).  The 
services surveyed for that document were rural statewide services and this cost 
information has little applicability when considering costs for 511 services in the 
Washington metropolitan area.   
 
To get a better picture of operations and maintenance costs that the Washington 511 
service can expect, one must look at the existing 511 systems serving metropolitan 
areas: 
 

• Sacramento 
• San Francisco Bay Area 
• Orlando 
• Southeast Florida (Miami, Fort Lauderdale and West Palm Beach) 
• Tampa 
• Cincinnati 

 
The above services were contacted about costs incurred to operate and maintain their 
systems and the source of these funds.  Responses from these cities 511 systems were 
received to PBS&J’s and the 511 Feasibility Committee’s inquiries from most of these 
deployers.  

“511” 
Routing

Telephone
System 

Traveler Information System 
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The San Francisco Bay Area spends approximately $6 million per year offering 511 
from Surface Transportation Program (STP) and local match funds.  Orlando is in the 
process of upgrading its 511 service through the iFlorida Model Deployment with an 
additional $500,000 for system planning and design and application development and 
testing and $265,000 per year for operations personnel and telephone service minutes.  
The Southeast Florida 511 service costs FDOT, the Florida Turnpike and the Miami-
Dade Expressway Authority approximately $1 million per year with funds from those 
agencies.  FDOT is upgrading the service with a regional transit information database 
partially funded by transit agencies serving the region.  Tampa is spending $8.2 million 
for ATIS and the Intelligent Transportation Infrastructure Program over 5 years with $7 
million from FHWA and $1.2 million of state funds.  Cincinnati recently switched the 
provider of its 511 service and incurred system development costs of $400,000 and 
expected operations and maintenance costs of $60,000 per year from Ohio and 
Kentucky state funds.  When the Cincinnati service was launched in 2001, it utilized a 
combination of National Highway System (NHS) and Congestion Mitigation and Air 
Quality (CMAQ) funding. 
 
The above cost information highlights the disparity of costs reported to the 511 
Feasibility Committee and the 511 Coalition, but does give the Washington area 
stakeholders a number of data points to consider.  Gathering the above information, 
PBS&J also realized that the above deployers did not account for all their costs, 
especially agency labor associated with these 511 systems, but nevertheless this data 
is important for consideration in the implementation of 511 for the Washington 
metropolitan area.   
 
It would be safe to say that a stand-alone 511 system for the Washington area would 
likely cost about $1 million for O & M, whereas a shared system (with Virginia) has the 
potential to be measurably less expensive. 
 
 
FUNDING STRATEGY AND SOURCES 
 
The 511 Feasibility committee understands that it is the intent of the region to use ITS 
earmark funding for the 511 service that requires a 50% (dollar for dollar) match 
including a 20% match from non-federal sources (20% of the total project costs) and 
30% (30% of the total project costs) from other sources including other federal funds / 
projects.   
 
511 services in other metropolitan areas, have successfully utilized FHWA, STP, NHS, 
CMAQ and agency funding – including from transit and toll agency partners.  An 
example of the use of CMAQ funds in the region is the $1 million per year that DDOT 
(DC Department of Transportation) utilizes for the Roadway Operations Patrol – an 
emergency service patrol that assists motorists.   
 
All of these funding sources merit examination for their applicability in the provision of 
511 traveler information services for the Washington metropolitan area.  The 
stakeholders in the region have an opportunity to fund the 511 services in a unique 
multi-agency manner across state lines and modes.  Currently, the only other metro 
area / multi-state 511 system in the country is in Cincinnati, which has a long history of 
working cooperatively to share funding and operational resources.    
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The 511 service in Southeast Florida is supported by the local Florida DOT District, the 
Miami-Dade Metropolitan Planning Organization, the Miami-Dade Expressway, the 
Florida Turnpike and three transit agencies.  These agencies made a decision years 
ago to support ATIS through line items in their agency budgets to better serve their 
customers.        
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AGENDA ITEM #3 
 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Rick Taube and Scott Kalkwarf 
 
DATE: June 30, 2005 
 
SUBJECT: State Aid Contract for FY 2006  
             
 
 Each year DRPT sends a standard contract to NVTC in order to provide 
state aid.  The commission should authorize its executive director to execute the 
contract on behalf of the commission. 
 
 The attachments provide a detailed examination of the funds to be 
included in the contract.  One shows a total of $93.7 million for NVTC and VRE in 
combined standard capital and operating assistance for FY 2006.  The 
comparable amount for FY 2005 was $81.4 million. 
 

Considering all state aid programs, NVTC will manage $116.1 million in 
FY 2006.  This is in addition to the previously contracted VTA 2000 funds, of 
which $20 million will be used for the FY 2006 WMATA capital program.  Also, 
DRPT will provide $40 million for Metro railcars directly to WMATA.  

 
Unfortunately, for FY 2007, the prognosis is not so rosey, as total 

statewide assistance from state funded programs in that year is forecast to be cut 
almost in half, leaving a dismal capital matching ratio of only 25 percent (versus 
63 percent in FY 2006 and a maximum statutory target of 95 percent). 
 



TENTATIVE FY 2006 STATE ALLOCATED TRANSIT CAPITAL, OPERATING AND SPECIAL PROJECT
ASSISTANCE THROUGH DRPT FOR NVTC SYSTEMS, WITH FY 2005 COMPARISONS

(in millions)
(Includes only funding from current year funds for current year budgeted expenditures)

CAPITAL AND OPERATING ASSISTANCE PROGRAM

Increase
(Decrease) FY 2006

FY 2006 FY 2005 From 05 - 06 Shortfall
State Matching State Matching State

Funds % Funds % Funds
CAPITAL

WMATA (see note) 12.9$       @63% 12.9$       @38% -$                  (6.4)$               
Local 7.2           @63% 6.7           @38% 0.5                  (3.7)                 
Subtotal 20.1         19.6         0.5                  (10.1)               
VRE 6.0           @63% 4.5           @38% 1.5                  (3.1)                 
Subtotal 26.1         24.1         2.0                  (13.2)               

FTM/ADMIN
WMATA/Local 60.0         51.7         8.3                  (61.0)               
VRE 7.6           5.6           2.0                  (0.5)                 
Subtotal 67.6         57.3         10.3                (61.5)               

COMBINED CAPITAL /
FTM/ADMIN

WMATA/Local 80.1         71.3         8.8                  (71.1)               
VRE 13.6         10.1         3.5                  (3.6)                 
TOTAL 93.7$       81.4$      12.3$              (74.7)$

OTHER FY 06 PROGRAMS:

NVTC
WMATA Additional Rail Car Purchase - $40 million (State Transit Partnership Program).
GPS Phone-based AVL System - $199,500 (95%) (State Demonstration Assistance Program).
Intern Program - $24,700 (95%) (State Training & Intern Assistance Program).
Local Bus Capital - $1.9 million (80%) (State Transit Partnership Program)

VRE
New Rail Car Purchase - $20.0 million (State Transit Partnership Program).
Station Access Study - $100,000 (50%) (State Technical Assistance Program).
Intern Program - $38,000 (95%) (State Training & Intern Assistance Program).
Track Leases - $5.9 million (80%) (Statewide STP)

Note - approximately $20 million of FY 06 Metro Matters program costs are to be funded by the 
VTA 2000 Metro Railcar program previously contracted with DRPT.



NORTHERN VIRGINIA TRANSPORTATION COMMISSION
FY 2006 STATE ASSISTANCE CONTRACTS WITH DRPT

State
Assistance State Assistance Program

NVTC Contracts:

WMATA Capital 12,926,278$    Capital Assistance Program
Local Capital 7,234,244        Capital Assistance Program
FTM/Admin 60,007,252      Operating Assistance Program
GPS Phone-based AVL System 199,500           State Demonstration Assistance Program
Intern Program 24,700             State Training & Intern Assistance Program
Local Bus Capital 1,850,479        State Transit Partnership Program

82,242,453
City of Fairfax CUE Directory 39,200             State TEIF Program

Total NVTC 82,281,653

VRE Contracts:

Capital 6,045,131        Capital Assistance Program
FTM/Admin 7,634,373        Operating Assistance Program
New Railcar Purchase 20,000,000      State Transit Partnership Program
Station Access Study 100,000           State Technical Assistance Program
Intern Program 38,000             State Training & Intern Assistance Program

Total VRE 33,817,504

Grand Total 116,099,157$

Approximately $20 million in VTA 2000 funds previously contracted by NVTC with DRPT are available for 
the FY 2006 WMATA capital.

$40 million from the FY 2006 State Transit Partnership Program will made available for additional WMATA
rail cars.



Six Year Projection of State Allocated Revenues for the Rail and Public Transportation Improvement Program

(Actual) (Projected) (Projected) (Projected) (Projected) (Projected)
FY06 FY07 FY08 FY09 FY10 FY11

Mass Transit Trust Revenue: 132,952,200$  129,357,700$     135,178,200$     139,587,400$     145,746,000$   150,361,100$   
Mass Transit Trust Interest: 1,536,000        1,544,000           1,556,000           1,567,000           1,576,000         1,576,000         

Adjustments: (203,100)          (208,600)            (209,700)            (210,500)            (212,600)           (212,600)           
Total Mass Transit Trust Fund Allocation: 134,285,100    130,693,100     136,524,500     140,943,900     147,109,400     151,724,500

Transp. Efficiency Improvement Fund (TEIF): 3,000,000        3,000,000           3,000,000           3,000,000           3,000,000         3,000,000         
Rail Preservation Funds: 3,000,000        3,000,000           3,000,000           3,000,000           3,000,000         3,000,000         

Transit Partnership Funds: 75,000,000      -                         -                         -                         -                       -                       
Rail Partnership Funds: 23,200,000      23,700,000         24,200,000         24,700,000         25,100,000       25,100,000       

VTA 2000 Funds for Rail and Public Transportation: 61,242,000      75,097,000         3,484,000           -                         -                       -                       
Dulles Project Bonds: 145,000,000    -                         -                         -                         -                       -                       

Dulles Toll Revenues for Transit: 31,461,000      33,103,000         34,419,000         39,860,000         43,994,000       45,507,000       
Other State Funds: 416,246           428,700              441,600              454,800              468,500            482,600            

Other State Rail and Transit Programs: 342,319,246$  138,328,700$    68,544,600$      71,014,800$      75,562,500$     77,089,600$

Total State Programs: 476,604,346    269,021,800     205,069,100     211,958,700     222,671,900     228,814,100

Flexible STP Funds for Transit (6%): 14,554,400      11,889,000         12,288,000         12,514,800         12,913,200       13,233,600       
Minimum Guarantee Funds for Transit (10%): 8,390,000        8,780,000           9,070,000           9,360,000           9,660,000         9,900,000         

FTA State Administered Program Funds: 17,937,035      18,655,000         19,401,000         20,177,000         20,984,000       21,823,000       
FTA Funds for Dulles Rail Project: 25,000,000      100,000,000       100,000,000       100,000,000       100,000,000     100,000,000     

Total Federal Funds Administered by DRPT: 65,881,435      139,324,000     140,759,000     142,051,800     143,557,200     144,956,600

Total State Allocated Revenues: 542,485,781    408,345,800     345,828,100     354,010,500     366,229,100     373,770,700

Six Year Public Transportation Capital Improvement Program

(Actual) (Projected) (Projected) (Projected) (Projected) (Projected)
FY06 FY07 FY08 FY09 FY10 FY11

Eligible Costs (in millions): 51.9$               136.2$                119.4$                102.3$                99.5$                90.3$                
State Matching Ratio: 63% 25% 29% 35% 38% 42%

Note: Eligible costs are costs not funded by federal or other state programs

Source: DRPT's FY 2006 final Program of Projects
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   AGENDA ITEM #4 
 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Rick Taube and Adam McGavock 
 
DATE: June 30, 2005 
 
SUBJECT: Request for Proposals for Transit Automated Vehicle Locator 

Cellphone Project 
             
 

NVTC has received $199,500 from DRPT to develop a software program 
to automatically locate transit vehicles via GPS enabled cell phones mounted 
onboard.  Customers will then access real time bus arrival information via an 
interactive voice response system.  Many transit systems have experimented 
with AVL systems with varying success, but this inexpensive and simple system 
has widespread potential for application, especially among smaller transit 
systems that might not otherwise be able to afford such a system. 

 
The commission is asked to authorize staff to issue a Request for 

Proposals for a consultant to help develop and test the required software.  At the 
September, 2005 NVTC meeting, the commission will be asked to authorize the 
award of a contract to the firm providing the best responsive and responsible 
proposal. 

 
More details are provided in the attachment. 
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MEMORANDUM 
 

TO: Members of the NVTC Board and Commissioners 
 
FROM: Adam McGavock 
 
DATE: July 7, 2005  
 
SUBJECT: GPS Phone-Based AVL Demonstration Project 
             
 

This development/demonstration project is funded by a $199,500 grant 
from the Virginia Department of Rail and Public Transportation.  The project will 
focus on the development, testing and demonstration of a simple, inexpensive, 
and easily configurable AVL (Automatic Vehicle Location) system for providing 
real-time bus arrival information to passengers riding suburban bus routes.  
Traditionally, AVL systems have been expensive and complicated.  For example, 
Montgomery County spent three years and approximately $3 million to install a 
stand-alone AVL system on the 236 vehicles in their Ride-On fleet (about 
$12,500 per vehicle).  In contrast, PRTC recently deployed a GPS-phone based 
AVL system on part of their bus fleet at a cost of $400 per bus, with $20 per 
month per vehicle in operating costs, and their deployment was accomplished in 
a month (to be fair, it should be acknowledged that the Montgomery County 
system was much larger and more complicated). The proposed system to be 
developed by this project will require a capital investment of approximately $100 
per vehicle, with a monthly operating cost of approximately $50 per vehicle. 
There will also be a cost of $125 per month for the Interactive Voice Response 
System that delivers the arrival information to customers (see project budget 
below).   

 
Staff seeks board approval to issue an RFP for consultant services to 

develop this system.  This work will be accomplished under the guidance of a 
Technical Advisory Committee (comprised of NVTC staff, jurisdictional staff, and 
representatives from WMATA and DRPT), and according to the 18-month 
schedule shown below.   
 
Project Description: 
 
The proposed AVL system will collect time-stamped bus location data from GPS-
enabled mobile phones mounted on buses.  Each data point will consist of a bus 
identifier, longitude and latitude coordinates, and a date/time stamp.  These data 
will be transmitted every 60 seconds via the mobile phone provider’s network to a 
central computer, which will collect this time-stamped location data in a 
database.   
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The central computer will then predict when a bus will arrive at a given stop via a 
software program that analyzes the current and historical bus location data for a given 
route.  This information will be provided to customers through an interactive voice 
response interface.  Users will dial a telephone number and be prompted to enter a bus 
stop number (both numbers will be prominently displayed at the bus stops) to receive 
real-time bus arrival information for that stop.  The entire transaction process should 
take no more than 15 seconds.  The cost implications of providing access to this 
information through a text messaging system will also be demonstrated. 

 
The software program that resides on the central computer will be developed by 

a consultant team chosen by the project’s Technical Advisory Committee, and will be 
the primary deliverable product of this project.  This software program will take the raw, 
time-stamped GPS location data from the phones, and output estimated arrival times for 
buses.  The software may use a predictive algorithm to accomplish this task, or it may 
simply look at whether a bus is running late or early according to the schedule.  It will be 
up to the proposing firms to decide what method is best, and explain why.  However, 
regardless of the functionality chosen, there will be three non-negotiable requirements 
for the software to be developed: 

 
 

 The software must be programmed to open-source standards, without any 
proprietary features or code, and with the provision for updates and 
changes to the predictive/analytical module, 

 
 The software must be easy to set up and initialize, with a simple interface 

for inputting GPS location data of bus stops (ie Excel spreadsheet), 
 

 The software must provide for an interface to export data to a regional 
system. 

 
 
DRPT will retain full ownership rights for the computer software, which they could 

then distribute to any interested suburban or rural system throughout the state. Transit 
systems would need to purchase their own phones and network time, geo-code the 
stops along their bus routes, purchase a PC to host the computer program, and set up 
their own IVR hosting.  This “pay as you go” approach means that if a system decides 
they no longer want the AVL system, the only loss is the cost of the cell phones, the 
initial set-up costs for the IVR system, and the computer box (which could likely be re-
used for another application). 

 
As with our other demonstration projects, NVTC will prepare a fully documented 

evaluation of the demonstration, describing the benefits, costs and lessons learned. 
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Project Budget: 
 

 
Four GPS-enabled mobile phones @ $100 each $400
Computer to host AVL application $1,500
Initial set-up and programming of IVR system $3,000
Annual network time for GPS phones @ $50/phone/month $2,400
Annual cost for IVR system hosting @ $125/month $1,500
NVTC In-kind services $10,500
  
Development and testing costs for AVL software $190,700
  
Total $210,000

 
 

Project Schedule: 
 

• July 2005 – Convene Technical Advisory Committee 
 

• July 2005 – Issue RFP 
 

• August 2005 – Interviews and Selection of Contractor 
 

• September 2005 – Award of Contract and Notice to Proceed 
 

• October 2005 – April 2006 – Monthly TAC Meetings 
 

• January 2006 – Software Development Complete, Testing Begins 
 

• April 2006 – Testing Complete, Demonstration Begins 
 

• June 2006 – TAC Meeting on Demonstration Progress 
 

• September 2006 – Demonstration Complete 
 

• November 2006 – TAC Meeting on Draft Evaluation Report 
 

• December 2006 – Evaluation Report Complete 
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AGENDA ITEM #5 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Kala Quintana 
 
DATE: June 30, 2005 
 
SUBJECT: Telework Initiatives 
             
 

NVTC staff offers 17 possible recommendations for your review and 
consideration.  These are listed on the last two pages of this memo.  
Commissioners are asked to review these recommendations and offer comment 
and additional recommendations.  Commissioner comments and suggestions will 
then be combined and forwarded to Pierce Homer, Secretary of Transportation of 
Virginia, for his further consideration.      
 

The Texas Transportation Institute estimates that commuters in the 
Washington DC region spend an average of 69 hours stuck in traffic each year, a 
number that continues to rise and which places our region as #3 in the nation for 
worst traffic congestion.  As a result of severe congestion the region has had to 
look at alternatives to ease these challenges.  One of those alternatives is 
telework. 
 

Telework has had a difficult infancy and is entering a challenging young 
adulthood here in the Metro Washington Area.  Residents in the region have 
access to technology and many have jobs that are telework appropriate. More 
and more companies in the commonwealth are embracing teleworking as a 
practical alternative for their employees. However, getting management buy in, 
developing trust with their workers and making the shift to results-based 
management continue to be challenges for local governments and private 
industry alike. Middle management continues to struggle with the concept in 
terms of personnel management and ensuring that they are achieving maximum 
productivity from their teleworking employees. 
 

Nevertheless, telework continues to make its way into mainstream 
corporate and government culture.  
 

Attached is a comprehensive report on the emergence of telework into the
mainstream working culture.  Perspectives from a federal, state and local level are
also offered.  
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The Emergence of the Telework Concept into the Mainstream 
 
Telework as a viable choice over traditional commuting continues to develop and take 
hold in the mainstream.   
 
Teleworking has come a long way in the past twenty years.  According to Nicole Ellison 
in her book Telework and Social Change, “true social change usually takes about fifty 
years and, in truth, teleworking is ahead of the social learning curve.”  

According to an article by Wendell Joice, PhD, recent studies, such as those from the 
International Telework Association (ITAC), indicate that there is a gradual but steady 
increase in both utilization of and interest in work arrangements that allow employees to 
work at least part of the time at alternate worksites in or close to their residences.  Joice 
states, “such work arrangements, commonly known as telework, telecommuting, or 
flexiplace, have been in use for well over a decade, and as it grows in prominence, 
telework seems poised to become a mainstream workplace option with global 
applications rather than an occasional perk.”  

Extent of Teleworking in the U.S.  
 
Estimates of the number of U.S workers teleworking now and in the future vary. A 
recent Department of Energy study projects the number of U.S. telecommuters to reach 
17.5 million in the year 2005 (16% of all workers), and 29.1 million in 2010 (27.4% of all 
workers). Especially in one of the nation's most congested areas, telework can make an 
important, positive contribution to the region's economic viability and quality of work-life. 
 
According to a March 2002 U.S. Bureau of Labor Statistics survey, one in seven (14%) 
American workers worked at home once per week during 2001.  
 
Access Markets International Partners, a New York based telecom and internet 
research group, predicts that more than half of the U.S. workforce (approximately 67 
million people) will telework in some form by 2006, bringing this alternative work option 
into the mainstream. 
 
Tangible and Intangible Benefits to Telecommuting 
 
A primary goal of telecommuting continues to be as a congestion mitigation tool; 
however telecommuting has a greater potential to address the challenges faced by 
communities affected by urban sprawl.  If workers are able to disassociate their housing 
choices from their actual work location telecommuting has the potential to change the 
structural make-up of communities.  Telework experts warn decision makers to be 
vigilant and ensure that telework doesn’t actually drive sprawl and instead use it as a 
tool to “shape a new kind of balanced, urban lifestyle.” (Robinson, The Next American 
City)  
  
Teleworking has many advantages over traveling to a central office: 
 
For the Employer: 

• Increases productivity  
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• Reduces overhead and occupancy costs  
• Helps recruit and retain good employees  
• Improves attendance  
• Increases efficiency through advanced technology  

For the Employee: 

• Increases productivity  
• Promotes job satisfaction  
• Reduces commuting time  
• Reduces transportation expenses  
• Improves quality of life (more family and personal time, less stress)  

For the Community: 

• Decreases traffic and highway congestion  
• Lessens parking problems  
• Decreases air pollution  
• Reduces energy consumption  
• Increases time for civic involvement  

A 1999 Telework America (a public-private education effort funded by the non-profit 
International Telework Association and Council - ITAC) survey discovered that 
companies in which employees telework can save up to $10,000 per teleworker, 
per year in reduced absenteeism and retention costs.  As part of its Telework 
America program, ITAC has conducted ongoing research to better understand how 
Americans are working from home and other locations. 
 
According to Professor Patricia L. Mokhtarian, Director of the Telecommunications and 
Travel Behavior Research Program at the University of California, Davis’s Institute of 
Transportation Studies, telecommuting is not for everyone. “Many people just don’t have 
the drive to telecommute,” she says. “The natural level of telecommuting in the 
workforce is relatively modest. The real barrier is usually something institutional or 
social or psychological.” 

Telework and the Federal Government  

The Washington, DC metropolitan area is one of the more active locations for telework. 
Some of this DC-area activity emanates from the region's largest employer, the federal 
government.   

In addition to general legislation that created the telework mandates, the GSA was 
given legal authority to establish telework centers where appropriate under Public Law 
103-123; (107 stat. 1226).  This law provided funding for the acquisition, lease, 
construction, and equipping of telecommuting centers in the Washington DC area. 
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Throughout the process of developing the federal telework program, Congress played a 
significant role.  In September of 1992, Congress authorized GSA to set aside $5 million 
to:  

1. Establish telecommuting centers in the greater Washington, D.C. area (Public 
Law 102-393), and  

2. Promote and implement telecommuting within the Federal government.  

Later, Congress modified that legislation by increasing the appropriation to $6 million. 
The project born of this appropriation became known as the Interagency Telecommuting 
Pilot Project.  

Due to the success and popularity of the Interagency Telecommuting Pilot Project, 
Congress appropriated another $5 million in 1995 for the expansion and continuation of 
the telecommuting center project in the metropolitan Washington area. GSA then began 
establishing partnerships in several localities around Washington, D.C. to plan, manage, 
and promote the telecommuting effort in their geographic areas. 

In October of 1998, Congress passed an Appropriations Bill that included $2.1 million 
for the acquisition, lease, construction, and equipping of "flexiplace telecommuting 
centers."  

Legislation, Public Law 106-346, Section 359, enacted in October, 2000 mandated 
goals and timetables for increased federal utilization of telework:  

Each executive agency shall establish a policy under which eligible employees of 
the agency may participate in telecommuting to the maximum extent possible 
without diminished employee performance. Not later than 6 months after the date 
of the enactment of this Act, the Director of the Office of Personnel Management 
shall provide that the requirements of this section are applied to 25 percent of the 
Federal workforce, and to an additional 25 percent of such workforce each year 
thereafter. 

To provide additional structure for government managers and workers, the General 
Service Administration (GSA) established www.telework.gov, a comprehensive website 
designed to assist agencies, management and employees, at all levels, with 
understanding and implementing telework programs. 

Beginning in 2001, the Office of Personnel Management (OPM) and GSA conduct an 
annual survey of teleworking in the federal government.   

In its State of Teleworking in Government 2004 report, OPM and GSA reported that the 
number of telework-eligible and teleworking employees continues to grow. In 2003, 
federal agencies nation-wide reported that a total of 751,844 employees (43 percent) 
are eligible to telework, compared with the 625,313 employees (35 percent) reported in 
2002. This represents an increase of 126,531 (more than 20 percent) telework-eligible 
employees.  
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The number of employees teleworking grew from 90,010 in 2002 to 102,921 in 
2003. Most noteworthy is that from the first telework survey in April 2001 (when 53,389 
employees were teleworking) until October 2003 (with 102,921 reported Federal 
teleworkers) there has been an overall increase of 93 percent in the number of 
employees teleworking.  

The conclusion of the report is that telework is growing steadily in the Federal 
Government, whether measured by the number of employee’s teleworking or by the 
growing maturity of agency telework programs. Telework is slowly but steadily moving 
into the mainstream, as an expected part of an effective agency's personnel strategy, 
rather than as a "special" program needing a great deal of external support. 

Thanks to the efforts of Congress and the work of GSA, other important telework-related 
initiatives are now underway. The White House and GSA are undertaking efforts to 
establish better links between telework and emergency preparedness. Congressman 
Frank Wolf of Virginia has recently introduced in Congress "The National 
Telecommuting and Air Quality Act." This Act would establish an air pollution credits 
trading program, which would offer organizations credits for avoiding nitrogen oxides 
emitted from vehicles if they let their employees telework or participate in other 
pollution-reducing initiatives. 

In April 2005, the federal government teamed up with private industry to help them 
further develop their telework program.  A group of public and private executives 
announced a new web site to help promote telework in the federal government and end 
the gridlock that has prevented it from flourishing. 

The Web site -- www.teleworkexchange.org -- is intended to provide information to 
federal employees about how they can join the telework ranks. It also provides an online 
chat room called the Water Cooler for federal workers to discuss problems. To promote 
the new web site, they have distributed bumper stickers that say, "Honk if you’d rather 
be teleworking" and "My other car is a PC." 

The Web site features calculators that tally the cost of federal commuting and include 
the potential savings both in cost and environmental impact. Federal employees can 
register on the site and log how many miles they commute to work or save by 
teleworking. 

Industry partners for the partnership, known as the Telework Exchange, include Intel, 
CDW Government, Citrix Systems and Juniper Networks. 

Telework and Private Industry in the Washington Metro Area 

As local residents commonly say, however, there is far more going on in the DC area 
than just the federal government. This is certainly true of telework activity.  

A prominent advocate of telework in the private industry for DC is the Metropolitan 
Washington Council of Governments (COG). COG defines a teleworker as a “wage or 
salaried employee who occasionally works at home or at a telework center during an 
entire workday instead of traveling to their work place.”  
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In 2001, COG set an aggressive goal: to have 20 percent of the workforce in the 
Washington, DC region teleworking by the year 2005. To date, COG reports that 12.3% 
(or 320,000 people) of the workers in the Metropolitan Washington telecommute (up 
from 11.8% last year), falling short of their goal by 7.7% -- or 180,000 workers. 

COG’s latest State of the Commute report (not yet released) indicates that between 
2001 and 2004 federal teleworkers in the Washington Metro area increased from 6.9% 
to 11.8% and non-federal teleworkers in the Washington Metro area increased from 
12.6% to 13.4%. 

COG also reports that of those not teleworking, 25% have telework appropriate job 
responsibilities and 19% (or 420,000 workers) could and would telework, if offered the 
opportunity. 

According to COG, teleworkers are reducing congestion, saving fuel and reducing NOx 
emissions.  COG reports that teleworkers are responsible for the savings of over 2 
million vehicle miles traveled, 100,000 gallons of gasoline and 1.5 tons of NOx 
emissions -- per day.    

Due to the efforts of the federal government and COG an aggressive public policy is in 
place. Such an aggressive policy means a dramatic increase in the number of 
teleworkers in the DC area in a relatively short period of time, and it has spurred a 
variety of local telework-development activities.  

Telework Centers in Virginia 
 
Currently, there are eight telework centers in Virginia all of which are part of a pilot 
program sponsored by the General Services Administration (GSA): City of Fairfax, 
Fredericksburg, Herndon, Manassas, Stafford, Sterling, Winchester and Woodbridge. 
The Fairfax, Herndon and Manassas centers are managed and operated by 
NoCommute.org and are a cooperative effort between the GSA, George Mason 
University’s Mason Enterprise Center, and Lockheed Martin.  The Fredericksburg, 
Stafford and Woodbridge centers are a cooperative effort between the GSA and the 
Rappahannock Area Development Commission.  The Sterling and Winchester centers 
are not partners with any private entity. 
 
All centers in Virginia were built with GSA funds.  According to a 1998 Ernst and Young 
Telework Survey, the telework centers funded by GSA were built at an average cost of 
$400,000 and offer an average of 30 work stations at each location. Operating costs for 
these 30 workstation centers average approximately $250,000 annually. 
 
The Virginia telework centers are open to both federal employees as well as private 
sector employees. However, the Manassas center is only open to US citizens. 
 
The average fee charged for a non-federal worker is $115 per workstation per month for 
access to a workstation one day per week.  Federal workers using the facility are billed 
for their usage by GSA quarterly. This fee is reimbursed by their agency.  By federal 
law, agencies must set aside $50,000 annually for this purpose.   
 
The Virginia telework centers can all be found in strip malls or adjacent to corporate 
campuses.  Approved workers have access to the telework centers 24 hours a day.  
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The telework centers offer the latest computer technology, high-speed internet 
access and on site technical support. They also allow teleworkers to make an 
“electronic reservation” for a station at a center.   

All centers have a digital telephone system with voice mail, LaserJet printers, scanners, 
shredders, photocopier and a plain-paper fax machine.  The computer equipment at 
each center includes networked Pentium-class IBM-compatible PCs with high-speed 
internet access, DSL, individual modems or a modem pool for dial-out, Microsoft 
Windows, PC Anywhere for Windows, Microsoft Office Professional (Microsoft Word, 
Excel, PowerPoint, Access), Corel Perfect Office 7 for Windows, Symantec Lotus 1-2-3 
for Windows, Microsoft Internet Explorer, Netscape Communicator/Navigator, and 
Norton or McAfee Antivirus. Four of the Virginia centers offer video conferencing.   

While teleworking has some impact on congestion related issues in the region, telework 
centers are not necessarily profitable.  The majority of telework centers do not reach 
profitability or cover their operating expenses from the fees they charge. Most telework 
centers have also had difficulty filling their workstation seats to maximum capacity. On 
average, the telework centers are only at 52% capacity on any given day.  
 
The lack of a financially successful telework program has been attributed to many 
factors: foremost among them is an outdated fee schedule set by the government that 
fails to adequately recover all operating and construction costs. Other reasons include 
poor marketing and non-centralized organization of the telework centers.  
 
However, the success of any telework program cannot be measured by profitability 
alone. It must instead be gauged by a combination of cost savings to the government 
and employers and the improved quality of life for employees using the center, as well 
as potential congestion relief and air quality benefits for the entire population. 
 
Various studies completed by the GSA have evaluated the costs and benefits of the 
telework center programs. While reports in recent years have declared the program a 
failure when strictly based on financial terms, the 1998 Ernst and Young study noted 
several of the program’s achievements, including improving quality of life for workers, 
increasing worker productivity, and achieving an “economically attractive alternative to 
the daily commute.” The Ernst and Young report also suggested steps through which 
telework centers could become a financially viable program. One way to increase the 
success of a center, by increasing the profitability and making it a more valuable 
community asset, is to diversify the clients and number of uses for the center. This can 
be done through a variety of means, including: a small-business incubator, a support 
facility to home-based telecommuters, executive suites for businesses, a community 
training internet access center, and a conference or meeting center. 
 
 
Telework! VA 
 
Eight percent of Virginia residents are currently classified as teleworkers (teleworking at 
least eight days a month). According to MWCOG’s 2004 annual State of the Commute 
report there are 144,597 teleworkers who reside in Northern Virginia and they 
telecommute an average of 1.36 days per week.    
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In response to Governor Warner’s mandate in 2001 to implement a telework program in 
Virginia, the Department of Rail and Public Transportation (DRPT) was given the task.   
 
The commonwealth’s pilot program Telework!VA provides financial incentives-- up to 
$35,000 ($3,500 per employee for up to ten employees) per employer through DRPT 
and is administered by Metropolitan Washington Council of Governments (MWCOG).  
The program offers consultant assistance, equipment lease terms and options for the 
employers.  
 
To date, sixty companies have accessed the funding currently available to start up a 
telework program and the Telework!VA pilot program through MWCOG has awarded 
nearly $320,000 of grants. 
 
In order to qualify for the Telework!VA grants, participating business sites must be a 
private for-profit business enterprise or non-profit organization classified as such under 
Section 501(c) of the Federal Internal Revenue Code and located in Northern Virginia. 
Priority is given to the counties of Arlington, Fairfax, Loudoun, Prince William, Stafford, 
Spotsylvania and the cities of Alexandria, Falls Church, Fairfax, Fredericksburg, 
Manassas and Manassas Park. Applicants must have a minimum of 20 employees 
working from the Northern Virginia site. 
 
A pilot program evaluation conducted in August, 2003 provided valuable information 
about the current Telework!VA program.  
 
First, it appeals primarily to small and mid-sized companies.  Second, the incentives 
currently offered are not high enough to motivate large companies. Third, not all 
companies require the service of a consultant and finally, there is a lot of “red tape” to 
get through to receive reimbursement resulting in too much time (six to nine months) 
passing between the initial application and the actual contract signing. 
 
However, Telework! VA has addressed these issues and has made the contracts less 
onerous.  They’ve simplified the program and increased flexibility.  They are preparing 
to increase their marketing efforts by conducting focus groups with businesses and 
conducting internet surveys through the Chamber of Commerce. 
 
To date DRPT reports receiving over 61,600 web hits, over 600 phone inquiries and 
over 300 site visits.  They are expanding the program to all Virginia workers vs. Virginia 
residents only.  They are modifying the Telework! VA program to transfer consultant 
activities to the Transportation Demand Management (TDM) representatives in each 
jurisdiction, for a more hands on approach than has been offered by COG.  They began 
training a sales outreach force in May, 2004.  They will roll out an incentive based 
program in July 2005 in Richmond and Hampton Roads.   
 
DRPT is also developing a non incentive based, sustainable program which can be 
implemented state-wide and which will include a web-based self help resource including 
on-line e-learning training, sample policies, testimonials and an employee handbook, 
similar to the www.telework.gov site. Telework! VA will also continue promotional 
activities with Commuter Connections and through printed materials, such as brochures 
and fact sheets.  
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DRPT awarded the Dulles Area Transit Association (DATA) a $100,000 grant to 
promote Telework! VA in Northern Virginia to supplement the outreach efforts that are 
conducted by DRPT and MWCOG.  Currently DATA is conducting outreach seminars 
for area businesses and educating them about the Telework! VA program.       
 
According to DRPT and other regional partners, to date telework can not be touted as 
responsible for having a significant impact on traffic reduction.  Rather, telework is 
proving to be a quality of life issue for area residents.   
 
Telework and local governments 
 
Local governments are also taking significant steps to implement telework programs for 
county and city employees.   

Fairfax County 

Fairfax County defines telework as allowing employees to work from a home-based 
office or local work center during normal work hours, instead of commuting. Fairfax 
County government began their teleworking program with 50 employees in 1995. During 
that year, those teleworkers saved a total of 180,000 commuting miles and 6,000 
commuting hours.  

Currently, more than 400 county employees telework an average of 2-4 days a month. 
An expansion plan is underway to raise that number to 1,000 by 2005.  Fairfax County 
reports that 5,000 of its 11,000 employees have positions that could allow them to 
telework.  

Telework expansion reflects the Fairfax County Board of Supervisors' support of the 
regional goal set by the Metropolitan Washington Council of Governments -- to reach a 
level of 20 percent of the eligible workforce teleworking one day a week or more by 
2005. 

Arlington County  

Arlington County has created the Telework Advisory Network. This unique program was 
created as an opportunity for Arlington County employers to obtain peer advice to start 
or formalize telework programs. They have defined telework as the ability to work from 
home or a satellite office.  They tout telework as a progressive benefit that meets the 
needs of today’s competitive business environment. The Telework Advisory Network 
enables employers to receive from a major Arlington County employer, information and 
advice about setting up a telework program. However, staff was unable to locate the 
hard numbers for their teleworking employees. 
 
Loudoun County 
The County reports that 10 to 15 percent of regular employees -- about 300 people -- 
telecommute at least one day a month. Over the next six months the county hopes to 
expand that to 15 to 20 percent of eligible employees. 
The cities of Fairfax, Falls Church and Alexandria are still developing telework policies 
for their employees, but they actively promote teleworking to businesses and residents 
in their jurisdictions.  
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The Marriage of Telecommuting and Urban Planning 
 
In Compton, California, a private firm, along with the Los Angeles County Metropolitan 
Transportation Authority, the City of Compton, and the Drew Economic Development 
Corporation, built the Blue Line Televillage, at a cost of $659,000, to bolster economic 
opportunity in an otherwise depressed area. Adjacent to a 26-mile light rail system, the 
televillage attempts to reduce community reliance on automobiles by providing virtual 
services, like ATM access, through interactive kiosks. The televillage also incorporates 
a community meeting room, a state-of-the-art computer center, video conferencing 
facilities, education programs, and telecommuting workstations. The modest 
participation fee, no more than $10 per family per year, and the walking distance to 
most local residences ensures community-wide accessibility.  
 
In contrast to Virginia’s telework centers, these centers offer one stop high tech 
“shopping” for area residents who may not otherwise have access to the latest 
technology.  Overall 620 memberships were sold during the demonstration period of 
nine months from 91 different zip codes in central Los Angeles, Santa Monica and the 
Orange County border, suggesting that there was wide spread interest in the 
TeleVillage concept.  The concentration of members came from 3 zip codes (52% from 
3 zip codes). Consistent with the design concept the televillage functioned as an activity 
center for the immediate area as intended.  Overall, participants rated the Blue Line 
TeleVillage demonstration successful.   
 
By marrying technology and old-fashioned community planning, the Compton facility’s 
success is encouraging for future projects.  
 
Riverdale, located just outside Chicago, is a 110-year-old Frederick Law Olmstead-
designed village in need of economic redevelopment. The village will begin its 
transformation with a network station and e-Village.  Telecommuting can play a 
significant role in creating more communities with a relative balance of jobs, housing, 
services, recreation, and amenity. Seimbab consultants completed the technical report 
in April, 2003 and Riverdale is in search of funding for the effort.  
 
Communities like these offer many benefits to their residents like reducing travel times, 
fostering economic stability and a better quality of life, and promoting environmental 
sustainability.  E-villages like these can provide attractive alternatives for many people, 
whether they want to live in city or country.  
 
Recommendations for Discussion 
 
Teleworking is not going away anytime soon.  With federal, state and local governments 
taking the lead on this issue, businesses will continue to follow thereby increasing 
productivity in this information age, reducing our dependence on foreign oil, reducing 
toxic emissions, and creating a better quality of life for our citizens. 
 
Based upon research and analysis of telework programs from the federal down to the 
local level, NVTC staff identified the following possible actions to increase the 
effectiveness of teleworking in our region and statewide.  
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1. Centralize telework information -- it needs to be clear and concise.  One stop 
shopping for an individual or business. The federal government has successfully 
done this—so too should the commonwealth and the region. 

2. Initiate aggressive marketing campaign to promote telework at both state and 
local levels as a team effort.  Clearly brand telework as another piece of the 
multimodal “pie”—offering yet another choice for commuters. This means 
marketing telework as a viable sustainable solution that doesn’t have to be a full 
time commitment.  

3. Identify adequate and sustainable funding for the Telework!VA program – find a 
dedicated state source to support marketing efforts, web site and centers without 
intruding on existing sources for transit.  

4. Establish clear and reasonable goals for telework (statewide and regionally). 
Offer incentives for governments and businesses that reach these goals. Clearly, 
a more centralized effort and sustainable funding are needed through an earmark 
in the federal budget or an annual infusion of funds from the Commonwealth’s 
general fund. 

5. Encourage state and local governments to conduct a telework audit to identify 
which positions (at every level) are applicable for telework, using the federal 
government audit as a model.  

6. State government should develop clear telework policies and sample HR 
manuals that can be customized.  Use the federal www.Telework.gov as a 
model. 

7. DRPT should continue to provide education and tools for businesses to explore 
and implement teleworking programs with an emphasis on tools for middle 
management. Feedback from DRPT studies indicates that both top level 
management and employees seem to grasp and understand the benefits of 
telecommuting; however, one key to teleworking success is getting “buy in” from 
Human Resources and middle management. Educate HR employees on 
implementation of program and guidelines through regional sessions sponsored 
by state or local governments. 

8. Provide tax incentives for companies to implement programs. 
9. Provide incentives for internet services and local phone companies which provide 

internet access for teleworkers.  Perhaps through the reimbursement of 
installation fees.  

10. Develop strong partnerships with private industry that sell equipment to support 
teleworking encouraging equipment discounts and donations to regional telework 
centers. Tie donations or discounts to a cross marketing campaign with private 
industry who will benefit from additional equipment sales.  

11. Convene executive round tables to discuss telework program and to agree on 
goals and methods of implementation and program management.  

12. Create a Virginia telework council.  NVTC recently sent a letter to Governor 
Warner referencing past efforts by Del. Jim Scott to create such a council.  The 
council should also be responsible for a significant education and outreach effort 
designed to increase knowledge, understanding and benefits of teleworking for 
Virginians.  The council should also explore partnerships with industry that will 
benefit from equipment sales which support telework programs.  

13. Establish state and local awards for companies that meet telecommuting goals. 
14. Closely track teleworking statistics. Use COG data as a baseline. The 

commonwealth should compile and report findings using the federal model.  
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15. Create a business model that adequately supports telework centers so that they 

can become self-supporting.  Expand the usefulness of telework centers by 
making them a community benefit similar to the televillage or e-village concepts 
in California and Illinois.  

16. A likely option would be to offer a wider range of services and integrating the 
telework center as a community hub.  Team marketing and education awareness 
for telework center (for example, nocommute.org and VRE). Message: “If you 
have to go in take the train, if not go to a telework center.”   

17. The commonwealth should establish goals for telecommuting by its own 
employees, especially for those located in dense urban areas.  
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      AGENDA ITEM #6 
 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Rick Taube  
 
DATE: June 30, 2005 
 
SUBJECT: Legislative Items 
             
 

A. State. 
 

Meetings of both House and Senate groups studying transportation 
have now occurred.  Also, local staff is continuing to plan a tour of 
Northern Virginia for the fall (possibly the week of September 12th) for 
legislators with interest in transportation.  Without objection, NVTC will 
be listed as a co-host for this tour.  An article is attached describing 
House of Delegates Speaker Howell’s views on selling state assets to 
raise money for transportation improvements. 

 
The commission is asked to forward the attached letter to NVTC 
commissioner and DRPT Director Karen Rae regarding the draft 
program policy goals for the new state Rail Enhancement Fund (with 
$23 million of funding annually).  NVTC staff has met with Ms. Rae to 
alert her to these comments.  The Rail Advisory Board will meet in July 
for the first time and in September, CTB will adopt the policies, goals 
and evaluation process for the program.  Applications will be due in 
late September. 
 

B. Federal. 
 

With the extension of the TEA-21 expiring at the end of June, action 
from the conference committee is expected soon.  A copy of NVTC’s 
letter to conferee Senator Warner is attached for your information.  
Also attached is an update from APTA that describes House 
Appropriations Committee action on the FY 2006 transportation 
appropriation.  Of significance is a substantial cut in Amtrak funding. 

 



 
 
 
 
 
 
 

July 7, 2005 
   
 

Ms. Karen Rae 
Director 
Virginia Department of Rail and Public Transportation 
1313 E. Main Street, Suite 300, P.O. Box 590 
Richmond, VA 23218-0590 

 
 

Dear Director Rae: 
 

 At its July 7, 2005 meeting the Northern Virginia 
Transportation Commission considered the draft document 
dated May 18, 2005 containing proposed policy goals for the 
commonwealth’s new Rail Enhancement Fund.  We 
understand that your department has requested comments 
and applaud you for your open approach and for the web-
based comment structure you are implementing. We have 
the following observations to offer for your consideration on 
these program policy goals. 

 
• In Goal #4, an achievable project schedule is stated 

as a criterion to avoid long-term liability.  This should 
not be focused solely on time.  Also needed is a 
prohibition against open-ended funding commitments, 
regardless of the schedule.  An unrealistic project 
budget can result in an unwelcome choice between 
much greater than expected expenses for the 
Enhancement Fund or an incomplete project with 
wasted program funds. 

 
• In Goal #5: Does “leveraging non-program funds” 

refer to over match?  Does the term “non-program 
funds” include other state funds?  Is this another way 
of saying that matching federally funded projects is a 
higher priority than undertaking an entirely state-
funded project?  While this will stretch state funds it 
may be inconsistent with achieving a multi-year 
strategic list of projects since the federally funded 
projects will always jump the queue.  

 
• In Goal #6: While maintenance of effort is a 

worthwhile requirement, how can this be verified and 
enforced?  Allowing only net public benefits to be  
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counted for the years in which an investment is accelerated is a 
sensible approach. 

 
• In Goal #7: It appears that preference will be given to projects in 

which multiple modes will benefit.  We agree this is a valuable 
goal and note that it is entirely consistent with the 
commonwealth’s current successful policy of providing rail 
improvement funds primarily within VRE’s territory (which 
benefits passenger and freight rail).  But we would go much 
further to require that any investment in freight facilities be made 
available to public entities on reasonable terms to facilitate 
passenger service or for other public purposes, if public entities 
so request.  We do not favor state investments in private 
facilities that allow the private entities to profit while arbitrarily 
excluding the public from those benefits. 

 
• In Goal #8: Perhaps this goal could be strengthened by defining 

more specifically the obligation for the use of the assets for their 
usable lives with the inclusion of depreciated payback 
schedules. 

 
• In Goal #9, does the term “congestion” cover automobile and 

truck traffic, freight railroad traffic, or both? 
 
 

We did not see any reference in these materials to eligible applicants or to 
qualifying criteria.  Is there a requirement that the public sector either apply for 
the funds or agree to co-sponsor private sector applications?  Are projects that 
seek a multi-year funding commitment for debt service eligible? 

 
Thank you for the opportunity to comment.  Please feel free to contact me 

with any questions. 
 
 
       
 
     Sincerely, 
 
 
     Paul Ferguson 
     NVTC Chairman 

 
 
cc: Dale Zehner 
      Al Harf 
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AGENDA ITEM #7

MEMORANDUM 
 

TO: Chairman Ferguson and NVTC Commissioners 
 
FROM: Rick Taube 
 
DATE: June 30, 2005  
 
SUBJECT: VRE Items 
             

    
A. Report from the VRE Operations Board (including minutes of the board  

   meeting of June 17, 2005) and from VRE’s CEO--Information Item. 
 

B. VRE Railcar Construction Engineering/inspection Contract Award--
Action Item/Resolution #1076. 

 
C. Exterior Rail Car/Locomotive Cleaning Contract Award--Action  

Item/Resolution # 1077. 
 

D. Interior Rail Car Cleaning Contract Award--Action Item/Resolution 
#1078. 

 
E. Lease for Space in VRE’s Quantico Station--Action Item/Resolution 

#1079. 
 

F. Lease for Space in VRE’s Woodbridge Station--Action Item/Resolution 
#1080. 

 
G. Amended Task Order to STV, Inc. for General Fleet Maintenance--

Action Item/Resolution #1081. 
 

H. Contract Amendment with Mitchell Humphrey for Training--Action 
Item/Resolution #1082. 

 
I. Extension of Operating/Access Agreement with CSXT--Action 

Item/Resolution #1083. 
 

J. VRE’s 2004 Annual Report--Information Item. 
 

K. Closed Session on Operating/Access Agreement with Norfolk Southern, 
negotiations with Spotsylvania County and the VRE CEO’s employment 
contract. (Section 2.2-3711.A.(1) (7) and (30) of the Code of Virginia) 
followed by: Action/Item Resolution #1084 and Resolution #1085. 



  
 

Item #7A 
 

Report from the VRE Operations Board and VRE’s CEO 
 
 Minutes are attached from the VRE Operations Board meeting of June 17, 2005.  
Also provided is the report of VRE’s CEO and ridership and on-time performance tables 
and a copy of a communication to VRE riders about on-time problems on the CSXT line. 
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UOTE OF THE MONTH 

“It’s amazing to see how successful VRE has become, and I am glad I have been able to 
be a contributor to that success.  I would love to see us bring VRE out to Gainesville‐

Haymarket, which would really be big for both VRE and the County.” 
Delegate Harry Parrish (R‐VA) 

0 MILLION AND GROWING – A RIDERSHIP RECAP  

ith the close of May, VRE surpassed 30 million riders.  This is a significant number given that 
he railroad is only 14 years old.  

MONTHLY REVIEW OF 
RIDERSHIP  

AVERAGE DAILY 
RIDERSHIP 

VRE May 2005 Passenger Totals  15,476 
VRE May 2004 Passenger Totals  14,974 
PERCENTAGE INCREASE   3.4% 

 

n May, ridership grew with the daily average climbing to 15,476.  During the month, ridership 
xceeded 16,000 on five separate days.  Additionally, on May 17th we posted a daily average of 
early 16,500, which is the highest reported ridership since post‐9/11 days. 

ased on annual ridership data, VRE is continuing to maintain an overall increase of about a 
.6% above last year, with over 3.4 million passenger trips reported through May 2005.   

N‐TIME PERFORMANCE 

n‐time  performance  for May  remained  consistent with  that  of  the  past  few months.    The 
anassas  line  trains  continue  to  outperform  the  Fredericksburg  line  trains,  with  on‐time 
erformance  remaining 93 percent.   The Manassas  line has been at 90% or greater  the entire 
ear so far. 



As  for  the Fredericksburg  line, we saw performance ebb  from  the previous month, posting a 
mark of 79%.  Many of the performance woes can be attributed to a continued high number of 
delays encountered because of freight trains and switch failures during May.    
 

MONTHLY ON‐TIME PERFORMANCE  ON‐TIME PERCENTAGE 
VRE May 2005 Fredericksburg OTP Average  79% 
VRE May 2005 Manassas OTP Average  93% 
VRE MAY 2005 OVERALL ON‐TIME PERFORMANCE  86% 

 
During May, VRE operated 620 trains and encountered 81 delays.  As stated above, train delays 
and  signal/switch  failure were  the  two primary  reasons  for operational problems  in May. As 
often  stated,  these  delays  reinforce  the  larger  problem  of  railway  crowding  and  supports 
advancement of the initial corridor capital improvements, as well as the advancement of other 
projects to increase overall system capacity.   
 
 

REASON  TOTALS  PERCENT 
 

Signal/Switch Failure 
 
15 

 
19% 

 Slow Orders  4  5% 
M/W  0     0% 

Train Interference  33  41% 
AMTRAK  8  25% 

Freight  12  36% 

VRE  13  39% 

Mechanical Failure  6  7% 
Late Turn  0  0% 

PAX Handling  6  7% 
Weather  0  0% 

Crew Related  1  1% 
Other  16  20% 

 

TOTAL  81  100% 
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HEAT RESTRICTIONS REARING ITS HEAD THIS SUMMER 
 
With summer heat in full swing, CSX is once again imposing heat restrictions on its line. During 
the first week of June, heat restrictions were placed each day the forecast was at or near ninety 
degrees.   Delays  from  the heat  range  from 10 or 15 minutes on  the Fredericksburg  side  to 5 
minutes on the Manassas side.  
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These  delays  are  frustrating  to  both  VRE  management  and  the  customers  they  affect. 
Unfortunately,  VRE  can  expect  heat  restrictions  to  delay  trains  for most  of  the  summer.  I 
continue to watch the forecasts closely and will work with CSX to mitigate the delays to VRE as 
much as possible. 
 
TRAINS ON BOTH LINES TO BE LENGTHENED JULY 5 
 
With the new Amtrak agreement, VRE will take advantage of 20 more mid‐day storage slots at 
the Ivy City Yard.  While this process may take several months to complete, riders will notice a 
difference as  soon as  July 5.   On  that date, we will be operating  five additional  cars and, by 
changing some of the current train pairings, will be able to modify many of the trains to better 
fit ridership patterns. In the end, we expect to add 10‐12 more cars than are currently in service 
by the end of the year. Additionally, during this process, one more Sounder set will be returned 
to Seattle.   
Here is a summary of the capacity additions for both lines 

• #328  (departing Broad Run at 6:45a) and  train #331  (departing Union Station at 
5:00p) – 114 more seats; now will seat over 1000 people 

• #300 (departing Fredericksburg at 5:15a) and train #307 (departing Union Station 
at 4:45p)  ‐ 250 more seats; now will seat over 1,100 people. 

• 302 (departing Fredericksburg at 5:45a) – 155 more seats 
• 303 (departing Union Station at 3:38p) – 82 more seats∙   
• 330 (departing Broad Run at 7:20a) – 182 more seats 
• 327 (departing Union Station at 3:45p) – 182 more seats 
• 324 (departing Broad Run at 5:45a) – 115 more seats 
• 333 (departing Union Station at 5:30p) – 115 more seats 

 
QUANTICO STATION NOW OPEN 
 
On Wednesday, June 7th, the newly renovated Quantico station officially opened for business. It 
seems  like  it’s been a  long time coming, but with all of the  inspections  in place, and all of the 
final details settled, the station welcomed its first passengers Wednesday morning. 
 
Early reports show a very favorable  impression from our riders on the opening of the station.  
We are set to keep the station open from 5:30 a.m. to 8:00 p.m. daily.   
 
We  are  currently  interviewing  potential  vendors  for  this  space.  So,  stay  tuned  for  more 
developments in Quantico.  
 
ON LINE FORUMS CONTINUE 
 
Nearly 1000 riders have either participated or viewed the latest on line forum that was held on 
June 1. This month more than 200 questions were asked and we were able to answer 43 in the 
allotted hour. Based on conversation with passengers, they are not only reading the Q&A, but 
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are discussing  it amongst themselves. This one‐hour session continues to be a great vehicle to 
“talk” to our passengers.  
 
After a brief summer hiatus, the next “online forum” is scheduled for September 7. 
 
QUANTICO BRIDGE ON TARGET 
 

The Quantico Bridge project  is proceeding well, and we remain on schedule.  The first 10 pile 
bents have been driven out and beams have been  installed on spans 1‐7. Additionally, crews 
have been busy pouring the deck for spans 1 and 2.    

We  continue  to  closely  monitor  the  project,  and  communicate  with  our  partner,  the 
Commonwealth, on the status of the project.  The planned completion date still remains Spring 
2007. 

 
BROAD RUN FULL ALREADY  
 
As of May 13, we have completed the temporary parking lot at the entrance of the station.  This 
lot provided an additional 81 spaces to the 697 that are already in use.   
 
Since it’s opening only a few weeks ago, these additional parking spaces have remained full.  As 
a matter of fact, parking at Broad Run has remained consistent at about 110%. 
 
The permanent lot (being constructed on the barn site) is currently in the final design phase and 
will also be constructed by Prince William County.  When finished, this lot will provide another 
113 spaces. 

Given the incredible growth of Broad Run, and the ever‐increasing demand for VRE service, it 
will be  imperative  for us  to  find ways  to  improve  and grow  at  this  station.   Prince William 
County residents already make up approximately 33% of our total ridership, which is by far the 
largest proportional ridership of any jurisdiction. 

 

RAIL TIME 

 

Rail Time, the real time map of VRE trains, continues to be the most popular page on the VRE 
website garnering more than 49% of the page views in May. Of the 800,000 pages viewed on the 
website, more than 400,000 were Rail Time maps.  
 
Real time information is definitely the wave that VRE should be riding. Our next goal is to hook 
up  the new and  improved Train Talk with  the real  time GPS data so  that passengers will not 
only be able to seek out the service updates, but they will be e‐mailed directly to them. 
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GAINESVILLE‐HAYMARKET  
 
The Gainesville/Haymarket  Implementation Report due  to  the Secretary of Transportation on 
December 1, 2005  is underway.   VRE and the consultant, Parsons Brinckerhoff, have met with 
Prince  William  County  staff  several  times  in  order  to  collect  information  and  update 
assumptions made  in the Strategic Plan.   We have also begun to update cost  information, and 
have met with developers in the corridor to better understand the proposed projects and their 
impact on a potential extension.   
 
We will continue to work on the plan through the summer and bring a draft report to the Board 
this fall. 
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VRE OPERATIONS BOARD MEETING 
PRTC HEADQUARTERS – PRINCE WILLIAM COUNTY, VIRGINIA 

JUNE 17, 2005 
 

 
 
MEMBERS PRESENT JURISDICTION 
Sharon Bulova (NVTC) Fairfax County 
Maureen Caddigan (PRTC) Prince William County 
Robert Gibbons (PRTC) Stafford County 
John D. Jenkins (PRTC) Prince William County 
Dana Kauffman (NVTC) Fairfax County 

 
 
MEMBERS ABSENT JURISDICTION 
Elaine McConnell (NVTC) Fairfax County 
Alan Tobias VDRPT 

 
 
ALTERNATES PRESENT JURISDICTION 
Hilda Barg (PRTC)** Prince William County 
William Greenup (PRTC) City of Fredericksburg/VHSRDC 
Doug Waldron (PRTC) City of Manassas 
Christopher Zimmerman (NVTC)** Arlington County 

 
ALTERNATES ABSENT JURISDICTION 
Wally Covington (PRTC) Prince William County 

 
 
STAFF AND GENERAL PUBLIC  
George Billmyer – citizen 
Donna Boxer – VRE 
Don Chism – VRE 
E.B. Easter – VRE 
Sue Faulkner – Stafford County 
Anna Gotthardt – VRE 
Alfred Harf – PRTC staff 
Christina Heischmidt – VRE 
Ann Horan – Prince William County 
Ann King – VRE 
Mike Lake – Fairfax DOT 
 

Wendy Lemieux – VRE  
Bob Liebbrandt – Prince William County 
Michael LoPresti – Presti & Company 
Steve MacIsaac – VRE counsel  
Betsy Massie – PRTC staff 
Dick Peacock – citizen 
Mark Roeber – VRE 
Dave Snyder – VRE 
Jennifer Straub – VRE 
Dale Zehner – VRE 

 
** Delineates arrival following the commencement of the Board meeting.  Notation of 
exact arrival time is included in the body of the minutes. 
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Vice Chairman Caddigan called the meeting to order at 9:35 A.M.  Following the Pledge 
of Allegiance, roll call was taken.    
 
 
Approval of the Agenda – 3 
 
Vice Chairman Caddigan stated that Agenda Item #8B “Authorization to Award a 
Contract for Septic Tank Plumbing and Flushing Services for Passenger Railcars” and 
Agenda Item #8E “Authorization to Award a Contract for Purchase of Railroad 
Equipment Jacks” be removed from the agenda and Agenda Item #8O “Authorization to 
Award Contract for Construction Engineering and Inspection Services for the Purchase 
and Manufacture of Passenger Railcars” be added to the agenda.  There were no 
objections. 
 
Ms. Bulova moved, with a second by Mr. Jenkins, to approve the amended agenda.  
The vote in favor was cast by Board Members Bulova, Caddigan, Gibbons, Jenkins and 
Kauffman. 
 
 
Minutes of the May 20, 2005, VRE Operations Board Meeting – 4 
 
Mr. Gibbons moved, with a second by Ms. Bulova, to approve the minutes. The vote in 
favor was cast by Board Members Bulova, Caddigan, Gibbons, Jenkins and Kauffman. 
 
 
Chairman’s Remarks – 5 
 
Vice Chairman Caddigan reported that Chairman McConnell is still recuperating from 
her broken leg, but she hopefully will be back for the next meeting.  Vice Chairman 
Caddigan stated that the Quantico Station has officially opened and is a beautiful 
station. 
 
 
Chief Executive Officer’s Report – 6 
 
VRE’s Annual Report for 2004 was distributed to Board members at the meeting.  Mr. 
Zehner acknowledged Ann King, who was project manager for the report, and Dave 
Snyder, who took the photograph for the cover.  Mr. Zehner also introduced Christina 
Heischmidt, VRE’s new summer intern for Public Affairs.   
 
Mr. Zehner reported that ridership is beginning to peak and averaged 15,400 daily 
passenger trips for May 2005.  Ridership is averaging around 15,900 for the month of 
June.  VRE is at capacity.  As railcars are added to the fleet beginning in July, it is 
hoped that ridership could continue to grow.  He also reported that on-time performance 
for the Manassas Line is 93 percent. The Fredericksburg Line is still lower and seems to 
be plagued with problems, such as heat restrictions and slow orders due to track 
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deficiencies.  CSXT is planning to correct these deficiencies at night.  They will also be 
replacing 81,000 rail ties, which will be done at night and should provide for a smoother 
ride.  Mr. Zehner stated that ridership as of April 2005 is at 3 million passenger trips for 
this year, which is about 110,000 more trips than last year at this time.  As more capital 
improvements are finished on the Fredericksburg Line, on-time performance should 
improve.  For example, the Arkendale crossover in Stafford County should be 
completed in August 2005. 
 
[Ms. Barg arrived at 9:48 A.M.] 
 
Mr. Zehner reported that the Gainesville/Haymarket Implementation Report is 
underway.  VRE staff and its consultant, Parsons Brinckerhoff, have met with Prince 
William County staff several times in order to collect information and update 
assumptions made in the Strategic Plan.  The draft report should be completed in the 
next three to four weeks and then it will be reviewed by Norfolk Southern and Prince 
William County.  The Operations Board will be briefed on the report’s status at its 
August meeting. 
 
Mr. Zehner stated that VRE’s first habitual fare evader has been banned from VRE 
service for five years.  This individual has been caught five times over the last three or 
four years.  VRE is getting serious about fare evasion.  Mrs. Bulova described a recent 
fare situation.  In response, Mr. Zehner stated that VRE conductors have some 
discretion about writing summons, although they have been asked to tighten their ticket 
checking procedures.   
 
 
VRE Riders’ Comments – 7 
 
Mr. Billmyer suggested VRE advise CSXT to contract out their maintenance to Norfolk 
Southern, which would result in no heat restrictions and an improved right-of-way.  He 
stated that he is pleased to see that the mid-day storage will provide additional capacity. 
 
Mr. Billmyer stated that Jack Quinn, a lobbyist for railroads, recently said that in the 
future funding from appropriated sources is going to be tough and will need to be tax 
based.  HOT lanes may be a source of funding for VRE. 
 
Mr. Billmyer also stated that splitting the passenger corridors from the freight corridors 
would be beneficial and again suggested that a rail bypass could be built around the 
Baltimore/Washington/Richmond corridor.  It could bring a lot of new business to the 
region.  He encouraged VRE to watch what is happening in western states, such as 
Wyoming, Texas, Colorado and New Mexico. 
 
[Mr. Zimmerman arrived at 9:57 A.M.] 
 
Mr. Peacock encouraged the Board to approve Agenda Item #8G “Authorization to 
Award a Contract for the Emergency Backup Generator at the VRE Office” and Agenda 
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Item #8H “Authorization to Award a Task Order to Perform a Feasibility Study 
Regarding Mid-Day Storage.” 
 
 
FY 2007 Budget Guidelines – 8A 
 
Mr. Zehner explained that the Operations Board is being asked to direct staff in the 
development of the FY 2007 budget options for train operations and capital projects 
based upon estimates of a minimum of 16,500 average daily trips for the fiscal year, 
which would result in annual fare revenue of at least $21.4 million, while sustaining the 
current service level of 32 daily trains.  Resolution #8A-06-2005 would accomplish this.    
He explained that forecasting for FY 2007 will be extremely difficult given the number of 
uncertainties facing VRE, including fuel pricing, rising insurance premiums, increased 
maintenance costs, potential expansion, aging equipment, new jurisdictions possibly 
joining VRE, as well as the possibility that state capital and operating grants may fall in 
2007.   
 
Mr. Jenkins stated that it is important that funding be set aside for updating strategic 
planning.  Mr. Zehner responded that he would include this in the budget.  Ms. Barg 
agreed that it is important to include it.   
 
Mr. Gibbons stated that VRE should conduct an analysis of the proposed HOT lanes 
and their potential impact on VRE service.  Mr. Harf explained that the state is reviewing 
two proposals for HOT lanes, although neither proposal truly looked at the implications 
to VRE.  VRE should do an independent analysis. 
 
In response to a question from Mr. Kauffman, Ms. Straub stated that the preliminary 
budget includes $5 million for mid-day storage.  Mr. Kauffman observed that VRE may 
have to respond quickly to opportunities for mid-day storage sites.  He asked at what 
point does the cost for midday storage become more important than additional railcars. 
 
Ms. Barg moved, with a second by Mr. Jenkins, to approve Resolution #8A-06-2005, 
incorporating Board members comments.  The vote in favor was cast by Board 
members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and Zimmerman 
 
 
Authorization to Award a Contract for Exterior Cleaning of VRE’s Railcar Fleet  – 8C 
 
Mr. Zehner explained that Resolution #8C-06-2007 would authorize the Board to 
recommend that the Commissions authorize the CEO to award a contract to East Coast 
Power Washing L.L.C. for the exterior cleaning of VRE’s locomotive and railcar fleet, in 
an amount not to exceed $565,245, plus a 10 percent contingency of $56,525, for a 
total of $621,770 over a three-year period. 
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Mr. Gibbons moved, with a second by Ms. Barg, to approve the resolution.  The vote in 
favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and 
Zimmerman. 
 
Authorization to Award a Contract for Interior Cleaning of VRE’s Railcar Fleet  – 8D 
 
Mr. Zehner explained that the VRE Operations Board is being asked to approve 
Resolution #8D-05-2005, which would recommend that the Commissions authorize 
VRE’s CEO to enter into a contract with Servicemaster Preferred Services for the 
periodic, detailed interior cleaning of VRE’s fleet.  The contract amount would not 
exceed $1,011,606, which includes a 10 percent contingency for a three-year period.   
 
Mr. Zehner stated that following a competitive procurement process, VRE received only 
one qualified bid for this service and the lowest responsible bidder was Servicemaster 
Preferred Services.   This service will provide a more comprehensive and detailed 
cleaning twice a year. 
 
Ms. Barg moved, with a second by Ms. Bulova, to approve the resolution.  The vote in 
favor was cast by Board Members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and 
Zimmerman. 
 
 
Authorization to Amend a Task Order to STV, Inc. for General Fleet Maintenance –8F 
 
Mr. Zehner stated that the VRE Operations Board is being asked to recommend that the 
Commissions authorize VRE’s CEO to amend a task order under the Mechanical 
Engineering Consulting Contract with STV, Inc. for general fleet maintenance by 
$732,851, plus a five percent contingency of $36,642, for a total increase of $769,493 
and a total task order value of $1,303,213.  Resolution #8F-06-2005 would accomplish 
this. 
 
It was Amtrak’s intent to have their own subcontractor perform these functions by this 
summer.  Due to the fact that Amtrak has still not published a RFP for this work, VRE 
must continue contracting with STV for these services for the foreseeable future.  The 
requested task order increase will allow STV to continue with this work through 
December 31, 2005. 
 
Mr. Jenkins moved, with a second by Ms. Barg, to approve the resolution.  The vote in 
favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and 
Zimmerman. 
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Authorization to Award a Contract for the Emergency Backup Generator at the VRE 
Office – 8G 
 
Mr. Zehner explained that Resolution #8G-06-2005 would authorize VRE’s CEO to 
award a contract for the purchase and installation of a generator for VRE’s 
administrative office to Bangs Generator Systems in the amount of $118,770, plus a 20 
percent contingency of $23,754, for a total of up to $142,524. 
 
Mr. Zehner stated that following a competitive bid process, two bids were received.  
After review, staff is recommending award to the lowest responsive and responsible 
bidder, Bangs Generator Systems of Bethesda, Maryland.  In response to a question 
from Mr. Waldron, Mr. Zehner explained that a 20 percent contingency is being 
requested due to the challenges associated with installation of this type of equipment in 
a historic district.  Generally, for actions that don’t have much complexity, contingencies 
are usually lower.  Because VRE’s office is in an historic district, a permanent generator 
is not feasible.  The equipment will be mobile, which will allow it to be used for other 
situations as well. 
 
Mr. Gibbons moved, with a second by Ms. Barg, to approve Resolution #8G-06-2005.  
The vote in favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, 
Kauffman and Zimmerman. 
 
 
Authorization to Award a Task Order to Perform a Feasibility Study Regarding Mid-Day 
Storage  – 8H 
 
Mr. Zehner explained that the Operations Board is being asked to approve Resolution 
#8H-06-2005 which would authorize VRE’s CEO to award a task order to DMJM+Harris 
in the amount of $139,921, plus a 15 percent contingency of $20,988, for a total of 
$160,909, for the preparation of a feasibility study regarding mid-day storage.  He 
explained that as a result of negotiations with Amtrak for access and mid-day storage, 
VRE has agreed to investigate the use of a site known as the “Hecht’s Site” for potential 
mid-day storage.  According to Amtrak, the Hecht’s site can provide consolidated mid-
day storage and, therefore, minimize traffic congestion and train movements at the 
Washington Union Terminal (WUT).  The Hecht’s site is owned by Amtrak and is 
located north of WUT along New York Avenue.  Amtrak’s proposal is to construct a new 
storage site with yard leads that provide access to the WUT lower level platforms.  In 
response to a question from Mr. Zimmerman, Mr. Zehner stated that it is estimated that 
the site could be constructed to hold up to twelve 10-car train sets.  The study will 
provide a report that addresses operational issues, environmental issues, design 
concepts and cost estimates. 
 
Ms. Barg moved, with a second by Mr. Jenkins, to approve the resolution. 
 
In response to a question from Mr. Waldron, Mr. Zehner stated that there are no former 
VRE employees working at DMJM+Harris.    
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The Board then voted on the resolution and it passed.   The vote in favor was cast by 
Board members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and Zimmerman. 
 
 
Authorization to Execute a Lease for Available Space at the Newly Renovated Quantico 
Station – 8I 
 
Mr. Zehner stated that VRE Operations Board is being asked to approve Resolution #8I-
06-2005 which would recommend that the Commissions authorize VRE’s CEO to 
interview, select and enter into a lease agreement for the operation of concession and 
ticket sales at the Quantico station.  In January 2005, following a competitive 
procurement, VRE received no proposals for the operation of concession and ticket 
sales at the station.  Since that time, VRE has been contacted by three independent 
businesses who have expressed interest in leasing the space.  In an effort to ensure 
competition, VRE posted a Request for Interest on June 3, 2005.  Three proposals were 
received and they are being reviewed.  With the next Operations Board meeting not 
occurring until August, and in an effort to allow occupancy during the summer, staff is 
requesting authority to select and award a vendor, subject to review by VRE legal 
counsel.   
 
Ms. Barg moved, with a second by Mr. Jenkins, to approve the resolution.  The vote in 
favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and 
Zimmerman. 
 
 
Authorization to Execute a Lease for Available Space at the Woodbridge Station  – 8J 
 
Mr. Zehner explained that in October 2004, the vendor space at the VRE Woodbridge 
station became available for lease due to the former occupant deciding not to renew 
their lease.  Since that time, an independent business owner has expressed interest in 
leasing the space and has contacted VRE.  In an effort to ensure competition, VRE 
posted a Request for Interest (RFI) on June 3rd.  With the next Board meeting not 
occurring until August and in an effort to allow occupancy during the summer months, 
staff is requesting authority to select and award a vendor, subject to review by VRE 
legal counsel.  The term of the lease is for one year from the date set forth in the Notice 
to Proceed, with four one year renewable options.  VRE’s CEO would exercise the 
option years at his discretion.  Resolution #8J-06-2005 would recommend that the 
commissions authorize VRE's CEO to interview, select and enter into a lease 
agreement for the operation of concessions at the Woodbridge VRE station. 
 
Ms. Barg moved, with a second by Mr. Jenkins, to approve the resolution.  The vote in 
favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and 
Zimmerman. 
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Authorization to Award a Task Order for the Development of a Station Access Study – 
8K 
 
Mr. Zehner explained that the Board is being asked to authorize him to award a task 
order to DMJM+Harris for the development of station access study, for an amount not to 
exceed $165,068, plus a 10 percent contingency of $16,506, for a total of up to 
$181,575.  Resolution #8K-06-2005 would accomplish this.  Nine of the 13 origination 
station parking lots are at or above capacity in VRE’s system.  While parking 
expansions are planned at several stations, land scarcity and cost prevent VRE from 
having a parking space for each passenger.  As VRE ridership grows, alternate modes 
of access to stations must be considered.  The task order will outline alternatives for 
passenger access, including a cost-benefit analysis of paid parking, a station-level 
analysis of transit, bicycle and pedestrian access to stations, recommendations for a 
carpool incentive program, and suggestions for pubic-private partnerships.  
 
Ms. Bulova stated that Fairfax County has amended its comprehensive plan to include 
bike trail and pedestrian access in the Burke Centre area.  She also stated that Ms. 
McConnell would probably be interested in similar access to the Rolling Road area. 
 
Mr. Jenkins moved, with a second by Ms. Bulova, to approve the resolution.  The vote in 
favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and 
Zimmerman. 
 
 
Authorization to Join the Virginia Energy Purchasing Governmental Association  -- 8L 
 
Mr. Zehner stated that the Board is being asked to authorize the CEO to execute an 
agreement with the VML/VaCo (Virginia Power Steering Committee) for membership 
with the Virginia Energy Purchasing Governmental Association (VEPGA) for the 
purchase of electrical power for VRE stations, facilities and yards.  VRE’s membership 
must be renewed in order to continue receiving the reduced rates.  Continued 
membership in a large volume users entity will help VRE negotiate a manageable rate 
structure if deregulation of electricity is imposed.  The agreement has been reviewed by 
VRE’s legal counsel.  No increase in the operating budget would result from this action. 
 
Ms. Bulova moved, with a second by Ms. Barg, to approve the resolution.  The vote in 
favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and 
Zimmerman. 
 
 
Extension of Amended Operating/Access Agreement with CSXT – 8M 
 
Mr. Zehner stated that the Operations Board is being asked to recommend that the 
Commissions authorize VRE’s CEO to execute an extension of the existing Amended 
Operating/Access Agreement with CSXT to December 31, 2005.  Resolution #8M-06-
2005 would accomplish this.  In response to a question from Ms. Barg, Mr. Zehner 
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explained that the current agreement extension expires July 31, 2005, and this action 
would extend it to December 31, 2005. 
 
Mr. Jenkins moved to approve the resolution.  Ms. Bulova seconded the motion.  The 
vote in favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, 
Kauffman and Zimmerman. 

 
 
Authorization to Amend the Contract with Mitchell Humphrey for Integrated Financial 
System Software – 8N 
 
Mr. Zehner reported that in August 2004 the Board authorized a contract with Mitchell 
Humphrey for the provision of an integrated financial system.  The major core systems 
have been installed and have been used by VRE since the beginning of May 2005.                      
The second phase systems (purchase order, fixed assets and grant and capital project 
tracking) will be operational over the next several months.  VRE staff recommends that 
the contract be increased by $20,000 to allow for advanced training after 
implementation.  Resolution #8N-06-2005 would recommend that the Commissions 
authorize VRE's CEO to amend the existing contract with Mitchell Humphrey for the 
provision of an integrated financial system and increase the contract amount by $20,000 
for a total contract value of $370,000. 
 
Ms. Barg moved, with a second by Ms. Bulova, to approve the Resolution.  The vote in 
favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and 
Zimmerman. 
  
 
Authorization to Award a Contract for Construction Engineering and Inspection Services 
for the Purchase and Manufacture of Passenger Railcars – 8O 
 
Mr. Zehner reported that on June 2, 2005, VRE awarded a contract to Sumitomo 
Corporation of America for the manufacture of 11 passenger railcars with an option for 
50 more.  Following a competitive process for construction engineering and inspection 
services, four proposals were received.  Staff is still interviewing the firms and 
evaluating the responses.  Given that the Board will not meet again until August, the 
Operations Board is being asked to recommend that the Commissions authorize VRE’s 
CEO to award the new passenger railcar manufacturing engineering oversight services 
contract to a qualified firm at the July 7, 2005, Commission meetings.  Resolution #8O-
06-2005 would accomplish this. 
 
Ms. Barg moved, with a second by Ms. Bulova, to approve the resolution.  The vote in 
favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, Kauffman and 
Zimmerman. 
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Rail Enhancement Fund – 9A 
 
Mr. Zehner stated that Karen Rae was not able to attend this meeting, but she will be at 
the June 29th meeting at PRTC to meet with VRE, NVTC and PRTC staff to discuss the 
Rail Enhancement Fund.  Board members were invited to participate in this meeting.  
Mr. Zehner announced that today Governor Warner signed the legislation setting up the 
Rail Enhancement Fund. 
 
 
Run-Through Service (9B) and Base Realignment and Closures (BRAC) 
Recommendations and Possible Effects on VRE (9C)  
 
Mr. Gibbons asked that these two agenda items be discussed together and there were 
no objections.  Mr. Gibbons stated that these items should be added to the Strategic 
Plan.   Under the current BRAC proposal, hundreds of thousands of civilian and military 
jobs will be shifted to new locations.  In Virginia alone, over 30,000 jobs will be 
relocated.  Most of these jobs will be shifting from within the District of Columbia and 
Arlington County to Quantico and Fort Belvoir.  Two of VRE’s stations, Quantico and 
Lorton would be affected by such a change.  The base at Quantico is slated to gain 
3,013 jobs, which could transform Quantico into more of a destination station for VRE.  
A marked increase in reverse commuting is also possible.   
 
The Lorton Station is adjacent to Fort Belvoir, which stands to gain 11,858 jobs.  The 
Lorton Station is not within walking distance to Fort Belvoir, so transit access to and 
from the station would need to be coordinated with Fairfax Connector should BRAC be 
approved.  VRE and Fairfax County staffs are working closely on this issue. 
 
Alternate Use of Step-Up Tickets – 9D 
 
Mr. Zehner explained that based on public comment from Mr. Billmyer at the May 
meeting, VRE staff examined the costs and benefits of using the step-up tickets as “out 
of zone” and reverse flow tickets.  While there hasn’t been enough time to research the 
costs of this proposal, this approach has some merit and staff will continue to look at it.  
As part of the May survey, VRE asked how many people would use a zone extension as 
part of their daily commute and the results of the survey will be available in July. 
 
 
Closed Session – 10 
 
Ms. Bulova moved, with a second by Mr. Jenkins, the following motion: 
 

Pursuant to the Virginia Freedom of Information Act (Sections 2.2-
3711A(1), (7) and (30) of the Code of Virginia), the VRE Operations Board 
authorizes discussion in Closed Session concerning one legal matter 
relating to the terms and conditions of an operating access agreement 
with Norfolk Southern; one legal matter pertaining to the terms and 
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conditions for inclusion of new participating jurisdictions in the Master 
Agreement for Commuter Rail; and one personnel item. 

 
The vote in favor was cast by Board members Bulova, Caddigan, Gibbons, Jenkins, 
Kauffman and Zimmerman.  The Board entered into closed Session at 10:39 A.M. and 
returned to Open Session at 12:02 P.M. 
 
Ms. Bulova moved, with a second by Ms. Barg, the following certification: 
 

The VRE Operations Board certifies that, to the best of each member’s 
knowledge and with no individual member dissenting, at the just 
concluded Closed Session: 
 
1. Only public business matters lawfully exempted from open meeting 

requirements under the Freedom of Information Act were discussed; 
and 
 

2. Only such public business matters as were identified in the motion by 
which the Closed Session was convened were heard, discussed or 
considered. 

 
The vote in favor was cast by Board members Bulova Caddigan, Gibbons, Jenkins, 
Kauffman and Zimmerman. 
 
Ms. Bulova explained that the Board discussed Mr. Zehner's performance during the 
Closed Session.  He has done an outstanding job over the last year.  He has 
maintained excellent morale among the staff; relations between VRE and NVTC and 
PRTC have improved; and he has responded to the actions requested by the auditors.  
Ms. Bulova, moved, with a second by Ms. Barg, to increase the CEO’s salary by 13 
percent from $140,000 to $158,200.  The vote in favor was cast by Board members 
Bulova, Caddigan, Gibbons, Jenkins, Kauffman and Zimmerman.  Mr. Zehner thanked 
the Operations Board for their support and he stated that he truly enjoys his job.  The 
dedicated VRE staff makes his job easier.   
 
 
Adjournment  
 
Without objection, Vice Chairman Caddigan adjourned the meeting at 12:05 P.M. 
 
  
Approved this 19th day of August 2005. 
 
 
_____________________________ 
Elaine McConnell 
Chairman 
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_____________________________ 
Dana Kauffman                      
Secretary 
 
 
CERTIFICATION 
 
This certification hereby acknowledges that the minutes for the June 17, 2005, Virginia 
Railway Express Operations Board Meeting have been recorded to the best of my 
ability.                           

                                                                      
                                                                                              Rhonda Gilchrest 
 



Item #7B 
 

VRE Rail Car Construction Engineering/Inspection Contract Award 
 
 The VRE Operations Board recommends approval of Resolution #1076.  This 
resolution authorizes the award of a contract to STV, Inc. of Vienna, Virginia.  This 
qualified engineering firm would provide construction engineering and inspection 
services through the warranty period on the 11 new Sumitomo railcars  (and the 50 
option cars if they are purchased).  The amount of the contract is not to exceed 
$3,399,400 (which includes a 15 percent contingency). Funds are in VRE’s approved 
CIP using a 2003 federal grant. 
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RESOLUTION #1076 
 

 SUBJECT: VRE Railcar Construction Engineering/Inspection Contract Award. 

 WHEREAS: VRE has a contract with Sumitomo Corporation of America for the 
manufacture of 11 passenger rail cars with an option for 50 more; 

 WHEREAS: VRE requires the services of engineering professionals to oversee 
the manufacturing contract to insure compliance with specifications; 

 WHEREAS: A professional engineering firm was identified through a competitive 
process; and 

 
 WHEREAS: Funds for this contract are available through VRE’s Capital 

Improvement Program (CIP) as part of the capital fleet expansion 
project from a FY 2003 federal grant and local match provided from 
state and local funds. 

 
 NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission authorizes the VRE Chief Executive Officer to award a 
contract to STV Inc. for the provision of construction engineering and 
inspection services through the warranty period of such cars for an 
amount not to exceed $3,399,400 (which includes a 15 percent 
contingency). 

 
 
 Approved this 7th day of July, 2005. 
 
    ________________________ 
    Paul Ferguson 
    Chairman 
 

______________________ 
David F. Snyder 
Secretary-Treasurer 
 
 



        AGENDA ITEM 8-O
          ACTION ITEM

TO:  CHAIRMAN MCCONNELL AND THE VRE OPERATIONS BOARD 

FROM: DALE ZEHNER 

DATE: JUNE 17, 2005 

RE: THE AUTHORIZATION TO AWARD CONTRACT FOR 
CONSTRUCTION ENGINEERING AND INSPECTION SERVICES 
FOR THE PURCHASE AND MANUFACTURE OF PASSENGER 
RAIL CARS 

________________________________________________________________

RECOMMENDATION:

The VRE Operations Board is being asked to recommend that the Commissions 
authorize the Chief Executive Officer to enter into a contract with a qualified 
engineering firm yet to be determined, for the provision of Construction 
Engineering and Inspection Services for the Purchase and Manufacture of 
Passenger Rail Cars through the warranty period of such cars for an amount yet 
to be determined.

BACKGROUND:

On June 2, 2005, VRE awarded a contract to Sumitomo Corporation of America 
for the manufacture of eleven passenger rail cars with an option for fifty more. On 
May 12, 2005, a Request for Proposals for construction engineering and 
inspection services for the new rail car manufacturing contract was published. On 
June 13, 2005, VRE received four proposals.

Staff is still interviewing the proposers and evaluating the responses. Following 
competitive solicitation and evaluation, VRE staff will be able to recommend a 
qualified engineering firm for award.  The proposed contract will include 
inspection of the construction of the car bodies, the assembly of all components 



2

onto the car body, the acceptance of each car into service and throughout 
manufacture, and warranty for conformity to specifications. 

Given that the Operations Board and Commissions will not convene again until 
August and September, respectively, the Operations Board is being asked to 
recommend that the Commissions authorize the Chief Executive Officer to award 
the new passenger railcar manufacturing engineering oversight services contract 
to a qualified firm at the Commissions meeting on July 7, 2005. 

FISCAL IMPACT:

Funds for this contract are included in VRE’s Capital Improvement Program (CIP) 
as part of the capital fleet expansion project.  Funding is from a FY 2003 federal 
grant.  The local match is provided for using state and local funds.



Item #7C 
 

Exterior Rail Car/Locomotive Cleaning Contract Award 
 
 The VRE Operations Board recommends approval of Resolution #1077.  This 
resolution awards a contract to East Coast Power Washing L.L.C. for exterior cleaning 
of VRE’s rolling stock, in an amount not to exceed $621,770 for the three years of the 
contract.  Funds are available in VRE’s operating budget. 
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RESOLUTION #1077 
 

 SUBJECT: Exterior Rail Car/Locomotive Cleaning Contract Award. 

 WHEREAS: Amtrak's train washing efforts for VRE's fleet are inadequate; 

 WHEREAS: For the past year VRE has supplemented those efforts through the
services of a power washing contractor; and 

 
 WHEREAS: A competitive solicitation was issued on May 13, 2005. 
 
 NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission authorizes the VRE Chief Executive Officer to award a
contract to East Coast Power Washing L.L.C. for the exterior cleaning
of VRE’s locomotive and rail car fleet in an amount not to exceed
$621,770 (which includes 10 percent contingency) for the three years
of the contract. 

 
 
 Approved this 7th day of July, 2005. 
 
    ________________________ 
    Paul Ferguson 
    Chairman 
 
 ______________________ 
 David F. Snyder 
 Secretary-Treasurer 

 



        AGENDA ITEM 8-C
          ACTION ITEM

TO:  CHAIRMAN MCCONNELL AND THE VRE OPERATIONS BOARD 

FROM: DALE ZEHNER 

DATE: JUNE 17, 2005 

RE: AUTHORIZATION TO AWARD A CONTRACT FOR EXTERIOR 
CLEANING OF VRE’S RAIL CAR FLEET 

RECOMMENDATION:

The VRE Operations Board is being asked to recommend that the Commissions 
authorize the Chief Executive Officer to award a contract to East Coast Power 
Washing LLC for the exterior cleaning of VRE’s locomotive and rail car fleet.  
The contract is being requested in an amount not to exceed $565,245, plus a 
10% contingency of $56,525, for a total of $621,770 over a three-year period.

BACKGROUND:

Amtrak’s train washing facility has not been working as designed for several 
years.  In addition, due to congestion at Ivy City, Amtrak is only able to wash one 
VRE train per week.  The result of these circumstances is that VRE has been 
required to supplement Amtrak’s efforts by having the fleet power washed three 
times per year.

VRE issued an Invitation for Bids on May 13, 2005, and bids were due on June 
13, 2005.  VRE received only one qualified bid for this service and the lowest 
responsive and responsible bidder was East Coast Power Washing LLC. The
term of the contract is for one year with two additional one-year options.  VRE is 
requesting authorization for the total term of the contract, with the VRE CEO 
exercising the option years at his discretion. 



2

FISCAL IMPACT:

Funding will be provided by the FY 2005-2006 Operating Budgets.



Item #7D 
 

Interior Rail Car Cleaning Contract Award 
 
 The VRE Operations Board recommends approval of Resolution #1078. This 
resolution approves a contract to Service Master Preferred Services for detailed interior 
rail cleaning in an amount not to exceed $1,011,606 for the three years of the contract. 
Funds are available in VRE’s operating budget. 
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RESOLUTION #1078 
 

SUBJECT: Interior Rail Car Cleaning Contract Award. 

WHEREAS: In addition to daily cleaning for VRE’s car fleet, a more
comprehensive and detailed cleaning must also be undertaken twice
per year which focuses on areas such as corner locations, walls, arm
rests, light fixtures and seat pedestals; and 

 
WHEREAS: A competitive solicitation was issued on May 13, 2005. 
 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation  

Commission authorizes the VRE Chief Executive Officer to award a
contract to Servicemaster Preferred Services for the periodic, detailed
interior cleaning of VRE’s rail car fleet in an amount not to exceed
$1,011,606 (which includes a 10 percent contingency) for the three
years of the contract. 

 
 
Approved this 7th day of July, 2005. 
 
    ________________________ 
    Paul Ferguson 
    Chairman 
 
______________________ 
David F. Snyder 
Secretary-Treasurer 

 



        AGENDA ITEM 8-D
          ACTION ITEM

TO:  CHAIRMAN MCCONNELL AND THE VRE OPERATIONS BOARD 

FROM: DALE ZEHNER 

DATE: JUNE 17, 2005 

RE: AUTHORIZATION TO AWARD A CONTRACT FOR INTERIOR 
CLEANING OF VRE’S RAIL CAR FLEET 

RECOMMENDATION:

The VRE Operations Board is being asked to recommend that the Commissions 
authorize the Chief Executive Officer to award a contract to Servicemaster
Preferred Services for the periodic, detailed interior cleaning of VRE’s rail car 
fleet.  The contract is being requested in an amount not to exceed $919,642,
plus a 10% contingency of $91,964, for a total of $1,011,606 over a three-year 
period.

BACKGROUND:

Despite daily cleaning of VRE’s car fleet, a more comprehensive and detailed 
cleaning must also be undertaken twice per year which focuses on areas such as 
corner locations, walls and arm rests, light fixtures and seat pedestals.  VRE 
issued an Invitation for Bids on May 13, 2005, and bids were due on June 13, 
2005.  VRE received only one qualified bid for this service and the lowest 
responsive and responsible bidder was Servicemaster Preferred Services. The 
term of the contract is for one year with two additional one-year options.  VRE is 
requesting authorization for the total term of the contract, with the VRE CEO 
exercising the option years at his discretion. 

FISCAL IMPACT:

Funding will be provided by the FY 2005-2006 Operating budgets.



Item #7E 
 

Lease for Space in VRE’s Quantico Station 
 
 
 The VRE Operations Board recommends approval of Resolution #1079.  This 
resolution authorizes VRE’s CEO to interview, select and execute a lease agreement for 
operation of concession and ticket sales at the Quantico VRE station, subject to review 
by VRE’s legal counsel.  Negotiations may not be complete by July 7th although the 
procurement was initiated June 3, 2005. 
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RESOLUTION #1079 
 

SUBJECT: Lease for Space in VRE’s Quantico Station. 

WHEREAS: The enclosed vendor space inside the Quantico VRE station has
recently become renovated and available for lease; and  

WHEREAS: A competitive procurement was completed in January 2005, in which
no potential users of the space submitted proposals.  Since that time,
however, three proposals have come forward and VRE initiated
another competitive procurement, but it may not be complete by July
7th. 

 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation  

Commission authorizes the VRE Chief Executive Officer to interview,
select, and enter into a lease agreement for the operation of
concession and ticket sales at the Quantico VRE station, subject to
review by VRE’s legal counsel. 

 
 
Approved this 7th day of July, 2005. 
 
    ________________________ 
    Paul Ferguson 
    Chairman 
 
______________________ 
David F. Snyder 
Secretary-Treasurer 

 



AGENDA ITEM 8-I
ACTION ITEM

TO: CHAIRMAN McCONNELL AND THE VRE OPERATIONS BOARD 

FROM: DALE ZEHNER 

DATE: JUNE 17, 2005 

RE: AUTHORIZATION TO EXECUTE A LEASE FOR AVAILABLE 
SPACE AT THE NEWLY RENOVATED QUANTICO STATION

RECOMMENDATION:

The VRE Operations Board is being asked to recommend that the Commissions 
authorize the Chief Executive Officer to interview, select and enter into a lease 
agreement for the operation of concession and ticket sales at the Quantico VRE 
station.

BACKGROUND:

In January 2005, through a competitive procurement titled “Ticket Sales and 
Vendor Space at the VRE Quantico Station”, RFP 05-007, VRE requested 
proposals for the operation of concession and ticket sales at the Quantico station.  
While a proposal was submitted and accepted for the larger space, no proposals 
were submitted for the 196 square foot ticket office.

Since that time, VRE has been contacted by three independent businesses who 
have expressed an interest in leasing the space.  In an effort to ensure 
competition, VRE posted a Request for Interest (RFI) on June 3, 2005.  The RFI 
describes VRE’s requirements, including hours of operation, insurance and 
licensing, and invites proposals.  The same committee used to select the vendor 
in the larger space will make a recommendation for selection in this space.

Proposals are due June 10, 2005, and interviews will take place the week of June 
13, 2005.  With the next Operations Board meeting not occurring until August, and 
in an effort to allow occupancy during the summer months, staff is requesting 



authority to select and award a vendor, subject to review by VRE legal counsel. 
The term of the lease is for one year from the date set forth in the Notice-to 
Proceed, with four one year renewal options.  VRE’s CEO will exercise the option 
years at his discretion. 

FISCAL IMPACT:

VRE staff anticipates some monthly revenue occurring out of this lease 
agreement.

2



Item #7F 
 
 

Lease for Space in VRE’s Woodbridge Station 
 
 The VRE Operations Board recommends approval of Resolution #1080.  This 
resolution authorizes VRE’s CEO to interview, select and enter into a lease agreement 
for operation of concessions in VRE’s Woodbridge station, subject to review by VRE’s 
legal counsel.  A request inviting proposals has been issued on June 3rd but the 
recommended vendor may not be determined by July 7th. 



 
 

 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 

 
 
 

4350 N. Fairfax Drive  Suite 720  Arlington, Virginia 22203 
Tel (703) 524-3322  Fax (703) 524-1756  TDD (800) 828-1120  VA Relay Service 
E-mail nvtc@nvtdc.org  Website www.thinkoutsidethecar.org 

RESOLUTION #1080 
 

SUBJECT: Lease for Space in VRE’s Woodbridge Station. 

WHEREAS: The enclosed vendor space inside the Woodbridge VRE station has
recently become available for lease; and  

 
WHEREAS: To ensure competition, a request for interest was published on June

3, 2005. 
 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation  

Commission authorizes the VRE Chief Executive Officer to interview,
select, and enter into a lease agreement for the operation of
concessions at the VRE Woodbridge station, subject to review by
VRE’s legal counsel. 

 
Approved this 7th day of July, 2005. 
 
    ________________________ 
    Paul Ferguson 
    Chairman 
 
______________________ 
David F. Snyder 
Secretary-Treasurer 
 



AGENDA ITEM 8-J
ACTION ITEM

TO: CHAIRMAN McCONNELL AND THE VRE OPERATIONS BOARD 

FROM: DALE ZEHNER 

DATE: JUNE 17, 2005 

RE: AUTHORIZATION TO EXECUTE A LEASE FOR AVAILABLE 
SPACE AT THE WOODBRIDGE STATION

RECOMMENDATION:

The VRE Operations Board is being asked to recommend that the Commissions 
authorize the Chief Executive Officer to interview, select and enter into a lease 
agreement for the operation of concessions at the Woodbridge VRE station. 

BACKGROUND:

In October 2004, the 22’ x 20’ square foot enclosed vendor space at the VRE 
Woodbridge station became available for lease due to the former occupant 
deciding not to renew their lease. Since that time, an independent business owner 
has expressed an interest in leasing the space and has contacted VRE.

In an effort to ensure competition, VRE posted a Request for Interest (RFI) on 
June 3, 2005.  The RFI describes VRE’s requirements, including hours of 
operation, insurance and licensing, and invites proposals.  The same committee 
used to select the vendor in the Quantico Station will make a recommendation for 
selection in this space.

With the next Operations Board meeting not occurring until August, and in an 
effort to allow occupancy during the summer months, staff is requesting authority 
to select and award a vendor, subject to review by VRE legal counsel.  The term 
of the lease is for one year from the date set forth in the Notice-to Proceed, with 
four one year renewal options.  VRE’s CEO will exercise the option years at his 
discretion.



FISCAL IMPACT:

VRE staff anticipates some monthly revenue occurring out of this lease 
agreement.

2



Item #7G 
 

Amended Task Order to STV, Inc. for General Fleet Maintenance 
 
 The VRE Operations Board recommends approval of Resolution #1081.  This 
resolution authorizes a task order to STV, Inc. under the mechanical engineering 
contract for general fleet maintenance in the amount of $769,493 (including a five 
percent contingency).  This is expected to cover a continuation of required work through 
December 31, 2005.  Funding is available in VRE’s operating budget. 
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RESOLUTION #1081 
 

SUBJECT: Amended Task Order to STV, Inc. for General Fleet Maintenance. 

WHEREAS: VRE currently performs the maintenance, periodic inspections and
repairs in the Virginia yards on all of its Gallery cars and many other
units of VRE’s equipment fleet through its Mechanical Engineering
Contractor, STV, Inc;  

WHEREAS: Amtrak was scheduled to assume those duties through its own sub-
contractor by the summer of 2005; and 

WHEREAS: Amtrak is not yet prepared to take over the maintenance of VRE’s car
fleet in the Virginia yards. 

 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation  

Commission authorizes the VRE Chief Executive Officer to amend a task
order under the Mechanical Engineering Consultant Contract with STV, Inc.
for general fleet maintenance by $769,493 including a five percent
contingency. 
 

 
Approved this 7th day of July, 2005. 
 
    ________________________ 
    Paul Ferguson 
    Chairman 
 
______________________ 
David F. Snyder 
Secretary-Treasurer 
 
 



AGENDA ITEM 8-F
ACTION ITEM

TO:  CHAIRMAN MCCONNELL AND THE VRE OPERATIONS BOARD

FROM: DALE ZEHNER 

DATE: JUNE 17, 2005 

RE: AUTHORIZATION TO AMEND A TASK ORDER TO STV, INC. FOR 
GENERAL FLEET MAINTENANCE 

_____________________________________________________________________

RECOMMENDATION:

The VRE Operations Board is being asked to recommend that the Commissions 
authorize the Chief Executive Officer to amend a task order under the Mechanical 
Engineering Consultant Contract with STV, Inc. for general fleet maintenance by 
$732,851, plus a 5% contingency of $36,642, for a total increase of $769,493 and a 
total task order value of $1,303,213. 

BACKGROUND:

On November 19, 2004, the Operations Board recommended that the Commissions 
authorize the Chief Executive Officer to issue a task order to STV for general fleet 
maintenance work performed in VRE’s Virginia yards between January 1, 2005, and 
July 31, 2005.  Through this task order, VRE currently performs the maintenance, 
periodic inspections and repairs on all of its Gallery cars and several other railcars.  The 
amount of this task order authorization was $533,720.

The end date of that task order was designed around Amtrak’s intent to have their own 
sub-contractor performing those functions by this summer.  Due to the fact that Amtrak 
has still not published a Request for Proposals for this work, VRE must continue 
contracting with STV for these services for the foreseeable future.  The requested task 
order increase will allow STV to continue with this work through December 31, 2005.



FISCAL IMPACT:

Funding for this task order is available in the FY 2006 Operating Budget. 



Item #7H 
 
 

Contract Amendment with Mitchell Humphrey for Training 
 
 The VRE Operations Board recommends approval of Resolution #1082.  This 
resolution authorizes a contract amendment with Mitchell Humphrey for $20,000 to 
provide advanced training in the integrated financial management software system 
installed in May, 2005.  The amendment increases the contract value to $370,000.  
Funds from federal grants are available in VRE’s approved Capital Improvement 
Program. 
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RESOLUTION #1082 
 

SUBJECT: Contract Amendment with Mitchell Humphrey for Training. 

WHEREAS: A VRE contract with Mitchell Humphrey currently exists for the
purchase and implementation of integrated financial software; and  

WHEREAS: Additional advanced training is needed.  
 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation  

Commission authorizes the VRE Chief Executive Officer to amend the
existing contract with Mitchell Humphrey by $20,000 for a total
contract value of $370,000 in order to provide the required advanced
training. 
 

 
Approved this 7th day of July, 2005. 
 
    ________________________ 
    Paul Ferguson 
    Chairman 
 
______________________ 
David F. Snyder 
Secretary-Treasurer 
 
 



AGENDA ITEM 8-N
ACTION ITEM

TO:  CHAIRMAN MCCONNELL AND THE VRE OPERATIONS BOARD 

FROM: DALE ZEHNER 

DATE: JUNE 17, 2005 

RE: AUTHORIZATION TO AMEND THE CONTRACT WITH MITCHELL 
HUMPHREY FOR INTEGRATED FINANCIAL SYSTEM SOFTWARE 

_____________________________________________________________________

RECOMMENDATION:

The VRE Operations Board is being asked to recommend that the Commissions 
authorize the Chief Executive Officer to amend the existing contract with Mitchell 
Humphrey for the provision of an integrated financial system and increase the contract 
by $20,000, for a total contract value of $370,000. 

BACKGROUND:

On August 20, 2004 the Operations Board authorized a contract with Mitchell Humphrey 
for the provision of an integrated financial system.  The contract amount of $350,000 
included the cost of application software, license fees, and implementation and training 
costs.

The major core systems have been installed and have been in use by VRE since the 
beginning of May. The second phase systems (purchase order, fixed assets and grant 
and capital project tracking) will be operational over the next several months. VRE staff 
recommends that the contract be increased by $20,000 to allow for advanced training 
after implementation.

FISCAL IMPACT:

Funding for this project is available in VRE’s Capital Improvement Program (CIP) as 
part of the accounting management system project.  Funding is from a FY 2003 federal 



grant.  The local match is provided for using state and local funds. 



Item #7I 
 

Extension of Operating/Access with CSXT 
 
 The VRE Operations Board recommends approval of Resolution #1083.  This 
resolution authorizes an extension of the 1994 agreement with CSXT to a new 
expiration date of December 31, 2005.  CSXT has not requested changes in the terms 
of this extension, although the negotiation of a long-term renewal is deadlocked over 
insurance and liability issues.  Funds are available for the extension in VRE’s operating 
budget. 
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RESOLUTION #1083 
 

SUBJECT: Extension of Operating/Access Agreement with CSXT. 

WHEREAS: The commissions currently have an operating/access agreement with
CSXT relating to VRE operations in the Fredericksburg to Washington
corridor, with said agreement ending on July 31, 2005;  

WHEREAS: Staff is currently engaged in ongoing discussions with CSXT
concerning a new agreement and does not anticipate conclusion of
these discussions prior to the expiration of the operating access
agreement; 

WHEREAS: A proposal to extend the existing agreement to December 31, 2005
without any changes is expected from CSXT; and 

WHEREAS: Necessary funding has been incorporated into the FY 2006 budget to
allow VRE to continue its operations over CSXT tracks via this
contract extension. 

 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation  

Commission authorizes the VRE Chief Executive Officer to execute an
extension of the operating/access agreement with CSXT through
December 31, 2005.  

 
Approved this 7th day of July, 2005. 
 
 
    ________________________ 
    Paul Ferguson 
    Chairman 
 
______________________ 
David F. Snyder 
Secretary-Treasurer 
 
 



AGENDA ITEM 8-M
ACTION ITEM

TO:  CHAIRMAN McCONNELL AND THE VRE OPERATIONS BOARD 

FROM: DALE ZEHNER 

DATE: JUNE 17, 2005 

SUBJECT: EXTENSION OF AMENDED OPERATING/ACCESS AGREEMENT WITH 
CSXT

RECOMMENDATION:

The VRE Operations Board is being asked to recommend that the Commissions 
authorize the Chief Executive Officer to execute an extension of the existing Amended 
Operating/Access Agreement with CSXT to December 31, 2005.

BACKGROUND:

The VRE has an Operating/Access Agreement with CSXT relating to VRE operations in 
the Fredericksburg to Washington corridor. That agreement, entered into in 1994, has 
been amended and extended several times, most recently this past December 2004, 
with an agreed upon extension to July 31, 2005.

Since then, numerous negotiation sessions have been held with CSXT representatives 
on the terms of a new, long-term agreement.   Progress has been slowed because of 
insurance and liability related issues.  This extension is needed to continue negotiations 
to bring these issues to a conclusion.  A five-month extension, rather than a year is 
being requested so as not to prolong the negotiations longer than necessary.   

FISCAL IMPACT: 

Funding for CSXT track access fees have been budgeted in the FY 2006 budget. 



Item #7J 
 

VRE’s 2004 Annual Report 
 
 Commissioners will receive a copy of VRE’s annual report for 2004 for 
information. 



Item #7K 
 
 

Closed Session on Operating/Access Agreement with Norfolk Southern, Negotiations 
with Spotsylvania County and the VRE CEO’s Employment Contract 
 
 This item will be discussed in closed session.  Following the closed session, it is 
anticipated that the commission will act on Resolution #1084 to authorize an agreement 
with NS and Resolution #1085 to amend the VRE CEO’s employment contract. 
 
 To enter the closed session: 
 

Pursuant to the Virginia Freedom of Information Act (Section 2.2-
3711A(1), (7) and (30) of the Code of Virginia), the Northern Virginia 
Transportation Commission authorizes discussion in closed session 
concerning one legal matter relating to the terms and conditions of an 
operating/access agreement with Norfolk Southern, one personnel matter 
concerning the VRE CEO’s employment contract and one legal matter 
pertaining to the terms and conditions for inclusion of new participating 
jurisdictions in the Master Agreement for Commuter Rail. 

 
 At the conclusion of the closed session: 
 

The Northern Virginia Transportation Commission certifies that, to the best 
of each member’s knowledge and with no individual member dissenting, at 
the just concluded closed session: 

 
1) Only public business matters lawfully exempted from open  

meeting requirements under the Freedom of Information Act 
were discussed; and 

 
 

2) Only such public business matters as were identified in the  
motion by which the closed session was convened were heard, 
discussed or considered. 
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   AGENDA ITEM #8 
 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Rick Taube  
 
DATE: June 30, 2005 
 
SUBJECT: WMATA Items 
             
 

A. Metro Board Digest for June, 2005. 
 

A copy is attached for your information. 
 

B. Approval of FY 2006 Metro Budget. 
 

After considering comments from local governments and NVTC, the 
Metro Board approved the FY 2006 budget.   
 

C. Washington Post Series and WMATA Responses. 
 

For those who may have missed the Post series that ran June 5 
through 8, copies are attached together with detailed responses from 
WMATA and a copy of an on-line exchange with the Post reporters 
who prepared the stories.  Commissioner Snyder has asked the 
commission to have a detailed discussion about two principal areas he 
identifies in the attached email. 

 
D. Response to NVTC’s Letter to MWCOG on Metro Access Funding 
 

MWCOG’s Executive Director David Robertson has responded to 
NVTC’s request that COG endorse federal funding for a Blue Ribbon 
Panel to address dedicated Metro Access funding with a report to 
Congress by October, 2006.  Mr. Robertson’s letter describes an 
ongoing MWCOG study of specialized transportation due for 
completion by the end of 2005.  Only after a “knowledge base” is 
developed as a result of this study would MWCOG be willing to begin 
to work on “advancing the recommendations.”  He regards the request 
for federal funding of a Blue Ribbon Panel to be “premature.” 
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AGENDA ITEM #9
 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Rick Taube and NVTC Staff 
 
DATE: June 30, 2005 
 
SUBJECT: Mid-Year Progress Report on NVTC’s WorkProgram. 
            
 
 Attached for your information are detailed descriptions of the status of the
primary projects currently being undertaken by NVTC staff.  Staff will provide a
brief PowerPoint presentation of the highlights of progress during the first six
months of the year and the challenges remaining for the rest of 2005. 
 



MID-YEAR REPORT ON PROGRESS ON SIGNIFICANT 
NVTC PROJECTS 

 
— July, 2005 — 

 
PROJECT NAME:  Regional Electronic Fare Payment System (SmarTrip) 
 
PROJECT MANAGER:  Adam McGavock 
 
DESCRIPTION OF PROJECT:  The Regional Electronic Fare Payment System project 
(more commonly known as SmarTrip) involves the purchase and installation of 387 
SmarTrip compatible fareboxes on the buses of Arlington County ART, Alexandria 
DASH, City of Fairfax CUE, Fairfax County Connector, Loudoun County Transit, and 
PRTC’s OMNIRide and OMNILink.  The project also includes the integration of 
SmarTrip payment with the VRE fare collection system.  All local systems will be 
connected to the Regional Customer Service Center (RCSC) through garage computer 
systems communicating through a Data Network Concentrator.  The fareboxes and 
garage computer systems are being purchased from Cubic Transportation Systems Inc. 
WMATA is also planning to purchase and implement a network of Point-of-Sale devices 
to sell and add value to SmarTrip cards at participating retail locations throughout the 
WMATA compact area.  NVTC has secured DRPT funding to purchase and operate 19 
Point-of-Sale devices in Loudoun and Prince William counties.  The SmarTrip project 
also includes a contract with the IBI Group to provide technical assistance for the 
installation of the fareboxes, garage computers, and fare payment integration. 
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
 
NVTC executes contract with Cubic Transportation Systems – November 2001 
NVTC executes contract with IBI Group, Inc. – November 2001 
Loudoun County added to farebox and tech. assistance contracts – April 2002 
Completed WMATA First article testing – August 2002 
Began WMATA in service qualification testing – November 2002 
Completed garage inspections in Northern Virginia – April 2003 
Completed preliminary and final design review of equipment to be installed in Northern 
Virginia – April 2003 
Secured DRPT grant to purchase and operate POS network for PRTC and Loudoun – 
June 2003 
Secured additional DRPT funding for Technical Support contract – May 2004 
Participating in design review process for RCSC and DNC – ongoing through January 
2005 
Design Review Process for RCSC and DNC completed – February 2005 
 
MILESTONES REMAINING:   
 
NVTC single-garage data system testing – Summer 2005 
Farebox and garage installations in Northern Virginia – Fall 2005 



Data system integrity test – 2006 
Final acceptance – 2006 
 
PROJECT BUDGET STATUS:  
 
Farebox purchase contract:  $5,250,042  ($3,590,953 remaining)  Funding from VDRPT 
grant of $4,074,712, FTA grant of $1,000,000 (with $250,000 in matching VDRPT 
funds), and $198,293 from Arlington County for additional fareboxes 
IBI Technical Asst. contract:  $320,884  ($210,523 remaining) Funding from FTA grant 
of $200,000 (with VDRPT matching funds of $50,000) and VDRPT grants of $34,184 
and $36,700 
 
ISSUES:  
 

It had been assumed that the MTA In-Service Qualification Testing (ISQT), which 
began in Baltimore in November of 2004 and is still in process, would serve as the 
testing process for the fareboxes and garage computers to be installed in Northern 
Virginia.  Unfortunately, the testing in Baltimore did not meet the needs or expectations 
of the Northern Virginia agencies.  There was little or no testing of smartcard 
functionality, and no testing at all of interaction between the Nextfare4 card format 
(RTA) and the current WMATA card format (SmarTrip, GoCard).  Because of these 
deficiencies, NVTC staff have worked with Cubic to develop a test plan and schedule 
that will include these testing activities, in addition to the other testing activities that 
need to be completed before our installations.  Cubic has also agreed to a “dry run 
installation” to take place at DASH, scheduled for early September.  Garage computers 
and five fareboxes will be installed, and run for 30 days.  If all parties agree that the 
system works properly, the remainder of the regional installations will proceed in 
October.  

There is also a dependency on the WMATA SIRS testing that is scheduled for 
June and July of this year.  The SIRS spec is the messaging protocol that will allow the 
regional central computer (DNC) to communicate with the Regional Customer Service 
Center, which is responsible for customer service and financial clearing.  The 
preliminary testing went very smoothly, and it is hoped that the final testing will also go 
smoothly.  However, if there are problems with the SIRS testing, and if the SIRS spec is 
not approved, it will not be possible to send smartcard transactions from the Northern 
Virginia garage computers to the DNC and up to the RCSC.  Thus it would not be 
possible to effectively test the garage computers that are to be installed in Northern 
Virginia until there is an approved SIRS spec.  As you can imagine, NVTC and 
jurisdictional staff anxiously await the results of the SIRS testing. 
 
 
KEY PERFORMANCE MEASURES: 
 

NVTC’s primary role in this project is to manage the contract for the purchase of 
the fareboxes, and the technical assistance contract.  During the past six months, NVTC 
staff represented the region in the continuing design review process, and in negotiations 



with Cubic.  The design process determines the design and operation of the Regional 
Customer Service Center, financial clearing, and business rules for the other 
interactions between the regional agencies.  The Cubic negotiations center around the 
testing of the regional system, the integration of the regional system with WMATA, the 
installation schedule for Northern Virginia, and the training plan for Northern Virginia 
agencies.   

 
In terms of evaluating the performance of NVTC staff on this project, one could 

look at the outcome of the farebox installations this fall.  If the installations proceed 
smoothly, that would be an indication that NVTC did an effective job in preparing the 
region.   If there are no major problems with the fareboxes and garage computers, it 
would indicate that NVTC did an effective job of monitoring the testing processes, and 
ensuring the proper configuration for the installed devices.  Judging NVTC’s 
performance in the design review process will prove to be more difficult.  It may take 
several years of operations before one could conclusively whether or not NVTC staff did 
an effective job of protecting the interests of the Northern Virginia systems during the 
design process. 

 
NVTC’s project manager is responsible for the $5.5 million project budget. 
 



MID-YEAR REPORT ON PROGRESS ON SIGNIFICANT 
NVTC PROJECTS 

 
— July, 2005 — 

 
PROJECT NAME:  City of Falls Church GEORGE Bus Service 

 
PROJECT MANAGER:  Adam McGavock 
 
DESCRIPTION OF PROJECT:  This project involves the purchase of four clean diesel 
buses for the GEORGE bus service in the city of Falls Church.  The buses are equipped 
with state of the art, low-pressure exhaust gas re-circulation systems and particulate 
filters, which provide for dramatically reduced emissions.  For example, the GEORGE 
buses will emit 50% less NOx than standard diesel buses, 80% less carbon monoxide, 
and 90% less particulate matter.   The demonstration project also covers 18 months of 
operating costs for the GEORGE system, with WMATA providing the drivers, 
maintenance, and garage facilities.  In addition, project funding covered initial marketing 
and promotional expenses for the GEORGE service.   
 
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
 
Start of Project -  February 1997 
Secured final $250,000 in 5309 funds for project -  December 2002 
Purchased four Thomas 30 foot Clean Diesel Buses and four low pressure exhaust gas 
recirculation filters -  December 2002 
Buses titled to WMATA -  December 2002 
SmarTrip fareboxes installed at WMATA as part of ISQT at Arlington garage -  
December 2002 
Clever Devices Stop Annunciators and Automatic Passenger Counters installed at 
WMATA -  December 2002 
First Low-pressure exhaust gas recirculation and particulate filters installed -  January 
2003 
Remaining EGR filters installed – April 2003 
Free fare service began December 15, 2002 
Revenue service began January 12, 2003 
Operating Agreement with WMATA signed- April 2004 
On-board survey of customer preferences completed – October 2004 
Grant funds completely expended – January 2004 
Draft Final Evaluation Report to be Completed – July 2005 
 
 
Initial monthly ridership -  1,100 (January 2003) 
Current monthly ridership -  6,600 (May, 2005) 
 
 



Project Budget Status 
Capital funds expended: $1,033,597
Capital funds remaining: $0
Operating funds expended: $1,238,078
Operating funds remaining:   $0
Total remaining funds: $0
NVTC In-Kind Administrative Expenses $115,184
 
Capital Funding Sources: 
1999 Federal Grant $397,000
2001 Federal Grant $250,000
1998 State Grant (VDRPT/TEIF) $153,950
Recovery from Manufacturer #2 $200,000
Recovery from Manufacturer #1 $32,647
 
Operating Funding Sources 
1998 State Grant (VDRPT/TEIF) $190,562
1999 Federal Grant (CMAQ) $564,000
1999 State Grant (VDRPT/TEIF) $310,900
Falls Church Contributions @ $40,000/year for three years  $120,000
Recovery from Manufacturer #1 $27,695
Interest on Recovery #1& #2& Falls Church Contributions $24,921
 
  
ISSUES: With the expenditure of all remaining operating and capital funds from the 
demonstration, the GEORGE bus system has made the transition from a demonstration 
project to a locally funded transit system.  The City of Falls Church has now assumed 
full responsibility for the funding and administration of the GEORGE bus system. 
 
 
KEY PERFORMANCE MEASURES: 
 
NVTC’s role in this project has been one of planning, coordination, and assistance.  
Over the last three years, NVTC’s major task was the acquisition of state and federal 
funding, and the coordination of those funds for bus purchases and operations.  NVTC 
has also provided technical assistance to the City of Falls Church in the designing of the 
routes (and the subsequent re-designs of the routes) and its dealings with WMATA.  In 
addition, NVTC has been responsible for monitoring the performance of the vehicles 
and the innovative technologies deployed in the demonstration. 
 
One way to evaluate NVTC’s major task in the project, the acquisition and coordination 
of state and federal funding, is to examine the results of our work.  Four buses were 
purchased, delivered, and titled to WMATA (leased for a nominal fee), painted with the 
City’s chosen graphics, and fitted with state of the art, exhaust gas-recirculation 
systems, all in the space of about 75 days.  The GEORGE bus demonstration was 
scheduled to last18 months, but the operations funding secured by NVTC was sufficient 
to cover the cost of operations for an additional nine months.  When these funds were 



exhausted in the first quarter of 2005, Falls Church staff assumed full responsibility for 
managing the operations and funding of the GEORGE bus system. 
 
Input Measure: $ budget per $ of NVTC Administrative Costs  

= $2,232,002 / $115,184 = 19.38 
 
Ouput Measure: Annual bus hours of service provided = 6,200 
 
Outcome Measure: Ridership Satisfaction 
 
   Impact on the mobility and livability in the City of Falls Church 
 

Impact on demand for parking at East and West Falls Church 
Metrorail Stations 



MID-YEAR REPORT ON PROGRESS ON SIGNIFICANT 
NVTC PROJECTS 

 
— July 2005 — 

 
PROJECT NAME:  Transit Performance Database 
 
PROJECT MANAGER:  Adam McGavock 
 
DESCRIPTION OF PROJECT:  The Transit Performance Database provides monthly 
and/or annual performance data for transit systems operating in the NVTC jurisdictions.  
The database is accessible by the public through the NVTC website, and allows anyone 
to obtain performance information on these transit systems without having to make 
multiple calls, or disturb the transit system employees.  Currently, the Transit 
Performance Database contains operating and revenue information for VRE, WMATA 
(Northern Virginia only), Alexandria DASH, Loudoun County Transit, Fairfax Connector, 
CUE, and GEORGE.   
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
 
Annual and/or monthly data on revenue miles, revenue hours, one-way passenger trips, 
passenger miles, and passenger revenues posted on website starting in January 2003 
 
Update of monthly data – June 2003 
Update of monthly data – December 2003 
Update of monthly and annual data – April 2004 
Update of monthy and annual data – December 2004 
Update of monthly data – June 2005 
 
 
 
MILESTONES REMAINING:   
 
Updates of annual performance data, to coincide with Annual Performance Update – 
December 2005 
 
Updates of monthly performance data (VRE, WMATA, DASH) – June 2006 
 
 
PROJECT BUDGET STATUS:  
Administrative function of NVTC, approximately 20 hours of staff time each quarter 
 
ISSUES:   
There is a great variation among local transit providers on how much operating 
information they provide to the public.  Some systems only provide information through 
NTD reports, which lag far behind in terms of publication (the most current data 



available at this time from the NTD site is FY 2003).  Other systems, such as DASH and 
VRE, provide comprehensive data to the public on a monthly basis.  Ideally, NVTC 
would like to receive this level of detail from all of the systems in the jurisdictions.  There 
are also difficulties with the WMATA ridership information for Northern Virginia.  
WMATA does not provide breakdowns of Metrorail ridership by jurisdiction, which 
means that these numbers have to be aggregated and estimated from system-wide 
reports.  In terms of Metrobus ridership, WMATA used to provide “highest average daily 
ridership” figures on a monthly basis for each of the bus routes operating in Northern 
Virginia.  These provided a reasonable estimate of monthly Metrobus ridership in 
Northern Virginia.  With the recent system-wide installation of the new SmarTrip 
fareboxes, WMATA should be able to provide more accurate and detailed ridership 
information for Northern Virginia Metrobus service, but apparently there have been 
some difficulties during the transition. 
 
KEY PERFORMANCE MEASURES: 
NVTC’s role in creating the Transit Performance Database is to collect data from local 
transit providers in a timely and accurate manner with minimal demands on the time of 
the employees at the local transit systems, and distribute this data via the NVTC 
website.  The goal is to provide information to the public, and also to give local transit 
systems a place to which they can direct requests for data. 



MID-YEAR REPORT ON PROGRESS ON SIGNIFICANT 
NVTC PROJECTS 

 
— July, 2005 — 

 
 
PROJECT NAME:  NTD Technical Assistance 
 
PROJECT MANAGER:  Adam McGavock 
 
DESCRIPTION OF PROJECT:  In order to bring additional federal transit funding to the 
region, transit systems in Northern Virginia must complete the annual National Transit 
Database report.  The National Transit Database report collects extensive information 
on all aspects of a transit system’s existence, including operating statistics (trips, miles, 
hours, passenger miles,) financial information, safety statistics, staffing, and funding 
sources.  Although the new online reporting system is an improvement, the task is still 
very time-consuming.  The purpose of this project is to assist the local transit systems 
with the more complex aspects of completing their annual NTD reports. 
The consulting team puts together sampling plans, collects ridership data, completes 
NTD reporting forms, and performs any other tasks as requested by the individual 
systems.  Annual costs for this consulting assistance are negotiated each year.  
Funding comes from a change in NVTC’s subsidy allocation, which provides state aid 
funds “off the top” of NVTC’s funding with the concurrence of local staff. 
 
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
 
Proposals Evaluated and Contract Awarded - May 2003 
Technical Advisory Committee assembled with representation from DRPT, Arlington, 
Alexandria, Fairfax County, Loudoun County, and the city of Fairfax. – June 2003 
Kick-off meeting – June 2003 
Create work plan for FY04 – July 2003 
Negotiate price for FY04 work plan – July 2003 
Compile stop lists and update routes – October 2003 
Create work plan for FY 05 – June 2004 
Negotiate price for FY 05 work plan – June 2004 
Completion of FY 04 sampling – June 2004 
FY 05 sampling begins – July 2004 
Negotiate price for FY 06 work plan – June 2005 
Completion of FY 05 sampling – June 2005 
 
MILESTONES REMAINING:   
 
Repeat for subsequent years (three year contract with two year option) 
 
 



PROJECT BUDGET STATUS:  
 
George Hoyt and Associates FY 05 contract:  $160,075 ($81,384 remaining) 
 
 
ISSUES:   
 
None at this time. 
 
 
KEY PERFORMANCE MEASURES: 
 
At an annual cost of $160,000, the NTD contract provides assistance to the local 
jurisdictions in completing their annual NTD filings.  These filings generate over five 
million dollars annually in FTA formula funds for WMATA, which represents a very 
strong return on the investment. 
 
For FY 2004, completed NTD reports are due to be submitted to FTA before January 1, 
2005. 

 
 

 



MID-YEAR REPORT ON PROGRESS ON SIGNIFICANT  
NVTC PROJECTS  

 
— July, 2005—  

 
PROJECT NAME: Northern Virginia Regional Transportation Plan Update  
 
PROJECT MANAGER: Jana Lynott  
 
DESCRIPTION OF PROJECT:  
NVTC was requested by the NVTA to procure a consultant for the Northern 
Virginia Regional Transportation Plan Update. The 2030 Plan will serve as 
regional vision for investments in priority transportation improvements. Ms. Lynott 
is responsible for contract negotiations and ensuring that $1 million in RSTP 
project funds are expended according to the approved work plan, budget and 
schedule. She is also responsible for the management of the public involvement 
portion of the work and coordinates closely with Mr. Rick Canizales of Prince 
William County, who is the NVTA Interim Technical Committee’s subcommittee 
chair and co-project manager, in overseeing the technical work of the project 
team.  
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
__Ms. Lynott worked closely with the NVTA survey subcommittee and survey 
consultant to write a telephone survey questionnaire. The survey fieldwork was 
completed in May 2005 and the results are scheduled to be presented to the 
NVTA in July 2005.  
__Ms. Lynott oversaw the development of the project website and actively 
participated in the writing and development of the online presentation and 
questionnaire. NVTC’s Elizabeth Rodgers designed the graphic interface of the 
online presentation and programmed the voice-over narration.  
__Ms. Lynott facilitated the technical team review of the public information 
materials presented at the community events this summer. The project team 
staffed booths at the Falls Church Memorial Day Festival and Celebrate Fairfax 
Fairs. Five additional community events will be staffed in July and August.  
__The project was awarded a $40,000 VDOT pilot planning grant to complete the 
multi-modal analysis for the remaining four corridors.  
__ The project inventory was completed in May 2005.  
 

__The NVTA provided final approval of the public involvement program on 
December 16, 2004, and all other components of the work plan on October 14, 
2004.  
 



MILESTONES REMAINING:  
__Contract amendment to reflect additional $40,000 VDOT pilot planning grant 
funds to complete multimodal analysis in remaining four corridors (June 2005)  
__Completion of Project Analysis: travel demand modeling, transit/multi-modal 
LOS analysis (August 2005).  
__Community Events (Summer 2005)  
__Project Prioritization (Fall 2005)  
__Project Wrap-Up: public meeting, summary brochure, NVTA approval of final 
document (December 2005)  
 

PROJECT BUDGET STATUS:  
__Six invoices submitted to date. $734,713 (or 73%) of $1 million project budget 
remains.  
 
ISSUES:  
NVTC has less control over the progress of the work under this contract than 
other contracts, due to a number of factors. First, project management is a 
shared responsibility between NVTC’s contract manager and the NVTA ITC 
subcommittee’s chairman. Second, execution of a portion of the public 
involvement program will depend on “volunteers” from the NVTA ITC. Overall, 
this will ensure a better product than not having the active input from regional 
staff, but it does require a higher level of effort on part of the project managers to 
keep everyone informed and obtain feedback prior to decisions being made.  
 
The NVTA has established a goal of reaching a broad cross-section of the 
general public. As such, the public involvement program was retooled to provide 
a number of standard and less common avenues for public input and outreach, 
including a scientific telephone survey, information booths and activities at 
community events such as county fairs, a website presentation and 
questionnaire, a toll free hotline, newsletters, and media outreach.  
 
KEY PERFORMANCE MEASURES:  
__Schedule and budget adherence: The project is on schedule for completion by 
December 31, 2005 and under budget.  
__Outcome: NVTA should approve in December 2005 a 2030 Plan that meets 
the approved scope of work and has not exceeded the $1 million RSTP grant  
and $40,000 VDOT pilot planning grant budget.  
__For Quarters 1 & 2 of FY 2005, NVTC’s administrative costs not billed to the 
project were under $10,000 for the roughly $1 million grant, or about $0.01 per 
grant dollar. The target for FY 2005 is $0.03, given extensive follow up 



negotiations with the contractor during the first few months of FY 2005.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 



MID-YEAR REPORT ON PROGRESS ON SIGNIFICANT  
NVTC PROJECTS  

 
— July, 2005— 

 
PROJECT NAME: Transit Emergency Response Planning  
 
PROJECT MANAGER: Jana Lynott  
 
DESCRIPTION OF PROJECT:  
With the support of member jurisdictions, NVTC staff began in November 2003, 
to host a series of planning meetings to develop emergency response plans for 
key Metrorail station areas in Northern Virginia. These plans outline alternative 
staging areas for buses should the Metrorail station be shut down. Plans include 
instructions on bus stop locations and signage and schedule information, public 
information, and supervision of operations to adjust to changing traffic patterns. 
Procedures for instituting bus bridges also are being verified. In addition, 
participants identify issues for regional discussion such as the retiming of traffic 
signals and parking enforcement. The final product will be a series of 
approximately five-page summary plans that outline the recommended 
emergency plan for each key station area. The product will be shared with the 
Regional Transit Operators Emergency Preparedness Group and MWCOG as 
input to its regional planning effort. NVTC is co-sponsoring these sessions with 
the local jurisdictions containing the station areas under discussion. NVTC’s 
project manager is convening stakeholders, facilitating the discussions, keeping 
a record of the discussions, and drafting emergency response plans for each 
station area. Representatives of NVTC member jurisdictions, police, fire, local 
transit operators, WMATA, VDOT, and MWCOG are participating in these 
discussions.  
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
__Draft report describing the process completed June 2004.  
__Six, two-hour emergency planning meetings held thus far in 2005. Three of 
these meetings were held in local emergency operations centers to facilitate 
participant knowledge of emergency response resources and staff  
__Final draft plans have been developed for Pentagon, Rosslyn, Ballston, and 
King Street station areas. In March 2005, these plans were forwarded to 
WMATA’s Assistant General Superintendent of Street Operations and Bus 
Central Communications for approval and action.  
__Ms. Lynott and Ms. Rodgers observed the Gallant Fox III training exercise on 
June 8 and will be incorporating lessons-learned into NVTC’s incident response 
planning work.   
 



__Ms. Lynott is managing research on existing and planned communications 
infrastructure among transit providers and first responders to support NVTC’s 
incident response planning efforts and transit’s role in the development of the 
CAPCOM information coordination program and center. 
 __Ms. Lynott has delivered presentations at an NVTC board meeting, the 
Regional Incident Management Conference, the Regional Transit Operators 
Emergency Preparedness Group, and the WMATA JCC.  
__Montgomery County requested WMATA to execute a similar planning effort 
modeled upon NVTC’s work for key Metrorail station areas in D.C. and Maryland.  
__WMATA budgeted $100,000 toward this effort for FY 2006 using NVTC’s 
model.  
 
MILESTONES REMAINING:  
Final draft emergency response plans are under development for West Falls 
Church, Vienna, Huntington, and Franconia-Springfield Metro Stations with an 
estimated date of completion by the end of calendar year 2005.  
 
 PROJECT BUDGET STATUS:  
The cost of this project is absorbed into NVTC’s administrative budget. DRPT 
awarded NVTC a $1,140 scholarship to cover incidentals, such as GIS maps.  
 

ISSUES:  
On the one hand, the success of this project depends on well-informed transit 
and emergency response personnel, as well as transit customers who have been 
educated in advance about how to respond to emergency scenarios. On the 
other hand, widespread advance knowledge of recommended response 
strategies could facilitate planning by those attempting to disrupt the transit 
system. NVTC’s planning efforts are focused on more of the “day-to-day” 
incidents that affect the transit system; however, NVTC’s project manager is 
involved in the larger regional effort coordinated by the MWCOG’s and TPB, 
whose focus has been on catastrophic events. Her involvement in both efforts 
will ensure that agency efforts avoid planning gaps, as well as duplication of 
effort.  
 
KEY PERFORMANCE MEASURES:  
__10 emergency response meetings will be convened in 2005.  
__Eight station area plans will be submitted incrementally to WMATA for 
approval in 2005.  
__Once plans have been submitted and approved by WMATA, all participants 
will evaluate whether the plan has been used effectively as a guide for 
responding to incidents at particular stations.  



__Successful implementation of the plans is dependent upon the buy-in from 
many different institutional actors and individuals. Probable buy-in can be 
predicted by the attendance record of essential stakeholders expressed as a 
percentage of emergency planning meetings: (Metrobus operations 100%, and 
Metrorail operations 100%, Metro transit police 82%, local jurisdiction planning 
and operations staff 100%, local police 64%, local fire and rescue 45%). These 
targets are based on actual attendance in 2004.  



 
 

MID -YEAR REPORT ON PROGRESS ON SIGNIFICANT  
NVTC PROJECTS  

 
— July, 2005— 

 
PROJECT NAME: Senior Transportation Study  
 
PROJECT MANAGER: Jana Lynott  
 
DESCRIPTION OF PROJECT:  
NVTC received a state grant of $114,000 effective July 1, 2004, to complete a 
study aimed at better understanding the transportation needs and preferences of 
Northern Virginia’s seniors and the potential impact an aging population and its 
travel patterns will have on the transportation system and social well-being of 
seniors and what the transit systems can do to better serve these markets. 
Through the study, the consultant, advisory team, and NVTC staff will identify 
public transit service improvements and estimate the costs to the region of 
providing those services. PRTC agreed to pay $4000 to expand the telephone 
survey to Prince William County.  
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
__Ms. Lynott convened and facilitated four advisory team meetings with 
representatives from each of NVTC’s jurisdiction’s transit systems and social 
service agencies (September 2004- May 2005)  
__Ms. Lynott oversaw the development of a telephone survey of Northern 
Virginia seniors age 75 and older. Survey fieldwork completed May 2005. Results 
to be presented to advisory team (June 2005).  
 
__Ms. Lynott presented overview of project to the Northern Virginia Aging 
Network (January 2005) and Prince William County Coalition for Human Services 
Transportation Committee (March 2005).  
 
__Signed contract with WB&A Market Research and KFH Group  (February 15, 
2005). NVTC approval of recommended contractor (February 3, 2005). 
__NVTC awarded an additional VDOT pilot planning grant of $150,000 for phase 
II work. This work will include survey and focus group interviews in foreign 
languages (Spanish, Vietnamese, and Korean); refinement and testing of transit, 
paratransit, and other implementation plans to meet the transportation needs of 
seniors; and development of a clearinghouse for information on senior 
transportation with outreach to seniors and the agencies that service them.  
 



MILESTONES REMAINING:  
__Complete demographic analysis (September 2005)  
__Complete survey and focus group analysis (August 2005)  
__Complete cost analysis (November 2005)  
__Complete Phase I final report (December 2005)  
__Share Phase I report conclusions region-wide (local boards and councils, TPB, 
WMATA, etc.) (2006)  
__Process Phase II VDOT Grant Agreement through NVRC. Work with advisory 
team to finalize scope of work (summer 2005).  

PROJECT BUDGET STATUS:  
$47,200 (40%) of the $118,000 Phase I project budget spent.   
 
ISSUES:  
As the recommendations are developed for how member jurisdictions, transit 
systems, and other agencies should respond, NVTC staff will need to coordinate 
transit responses so that the outcome of the study will result in improved transit 
service at affordable costs.  
 
KEY PERFORMANCE MEASURES:  
__By applying its GIS tools on the demographic analysis, NVTC staff anticipates 
reducing the need for paid consulting by $17,000.  
__Sign consulting contracts within four months of RFP release (March 2005)  
__Complete project by February 2006  
__$118,000 budget managed per employee.  
__Recommendations communicated to transit agencies that outline methods for 
an improved transit service at an affordable cost.  
 

 
 
 
 
 
 
 
 
 
 
 



 
 

MID -YEAR REPORT ON PROGRESS ON SIGNIFICANT  
NVTC PROJECTS  

 
— July, 2005— 

 
PROJECT NAME: GIS Mapping and Analysis  
 
PROJECT MANAGER: Jana Lynott  
 
DESCRIPTION OF PROJECT:  
NVTC’s goal for 2004 was to expand its use of GIS mapping and analysis to new 
projects (see below). There are almost limitless possibilities for Geographic 
Information Systems applications related to the mission of NVTC. GIS allows 
visualization of information in new ways that reveal relationships, patterns, and 
trends not visible through standard analyses. Any planning problem that has 
some relationship to a geographic point could potentially benefit from GIS.  
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
GIS mapping and analysis is now an integral piece of the planning services 
offered by NVTC. NVTC has made considerable investments in GIS this past 
year with hardware and software upgrades to ArcGIS 9.0, a computer 
workstation to support the new software, and the hiring of a GIS intern, who has 
a degree in geography from GMU with a minor in GIS. These investments have 
allowed NVTC to perform mapping and analysis that would have previously been 
done by local jurisdiction staff, through an outside contractor, or not at all. It has 
also allowed NVTC to delve into new analysis not previously permitted by project 
budgets or jurisdictional staff time constraints. As a result of investments in this 
area NVTC has been able to:  
__Engage in detailed emergency planning activities through routing analysis and 
mapping;  
__Increase the scope of work for the senior mobility study by doing the 
demographic analysis, using ArcGIS, in-house;  
__Prepare a web-based project presentation and online questionnaire for the 
2030 plan that otherwise could not have been afforded under the contractor’s 
public involvement budget.  
__Mapped the results of the 2002 Sales Tax Referendum.  
 
MILESTONES REMAINING:  
__Expand GIS capabilities to gas tax revenue accounting when the Department 
of Taxation data are provided.  



__Develop formal storage structure for GIS data files and projects  
 

PROJECT BUDGET STATUS:  
GIS mapping and analysis is a service that spans several projects. Costs are 
absorbed by the respective project budgets or where not directly billable, within 
NVTC’s administrative budget. Total estimated expenditures in 2004 were $1800 
for software and hardware upgrades. Total estimated expenditures for 2005 are 
$2500.  
 
ISSUES:  
GIS hardware and software are constantly evolving and NVTC staff needs to 
keep up with these changes through timely evolution of product purchases, 
training, and hardware upgrades.  
 
A high priority regional investment should be in the development of a regional 
bus stop and route inventory. NVTC could apply this inventory to our senior 
transportation study, incident response planning for key Metrorail station areas, 
cordon count analysis, among other applications.  
 
KEY PERFORMANCE MEASURES:  
__$50/hour savings by having in-house intern perform work as opposed to 
contracting it out to engineering firm’s GIS specialist. An estimate across all 
projects for 2005 is $40,000; or an average of $10,000 savings for the four 
projects (Senior mobility study, 2030 Plan update, emergency planning, gas tax 
revenue mapping).  
__$450 in hardware/software upgrades spent per project benefited  
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 
 

MID -YEAR REPORT ON PROGRESS ON SIGNIFICANT  
NVTC PROJECTS  

 
— July, 2005— 

 
PROJECT NAME: Air Quality Code Red Free Bus Fares  
 
PROJECT MANAGER: Jana Lynott  
 
DESCRIPTION OF PROJECT:  
As part of a continuing regional air quality improvement strategy, this project 
provides free bus service on forecast Air Quality Code Red Ozone Action Days 
as an enticement to travelers to take public transportation. Participating providers 
include Arlington Transit, DASH, Fairfax Connector, CUE, Loudoun County 
Transit, Virginia Regional Transportation Association, Falls Church George, and 
WMATA’s Metrobus.  
NVTC is responsible for administering the CMAQ funds received for this project. 
Since project inception in 1999, CMAQ funds totaling $3,098,500 have been 
made available to NVTC (includes FY06 CMAQ grant) for fare reimbursement 
and project incidentals.  
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
__Two forecast Code Red Days occurred in 2003 (June 25 and 26) and none in 
2004.  
__The NVTA approved the Interim Technical Committee’s recommended list of 
FY 2006 CMAQ and RSTP projects on December 16, 2004, which includes 
$694,000 in CMAQ money for the project.  
__NVTC’s project manager provided training presentations on the importance of 
accurate ridership counts to Metrobus and Fairfax Connector drivers (Spring 
2004). 
__As of June 27, 2005, all MOUs returned to NVTC.  
 
MILESTONES REMAINING:  
Administer program during 2005 Ozone Season.  

PROJECT BUDGET STATUS:  
The current project budget of $947,000 is available for free fare reimbursements 
in summer 2005. Based on an estimated weekday average cost of $90,900 per 
day, which takes into account the increased fares and ridership, we have 
sufficient funds to cover ten forecast Code Red Days. The NVTA approved an 



FY06 CMAQ budget for free bus fares on Code Red days of $694,000. This 
additional funding will not be available until summer 2006.  
 
ISSUES:  
Because of a schedule shift in approval of the regional TIP and STIP, NVTC can 
no longer rely on being able to draw down upon the following year’s CMAQ grant 
if there are more Code Red days than projected. Close attention to the budget 
will be needed during the summer months to avoid running out of funds mid-
ozone season. In the event that funding begins to run low, NVTC’s project 
manager will request a CMAQ funding exchange with another project.  
 
KEY PERFORMANCE MEASURES:  
__Speed of processing invoices: NVTC will submit grant billings on the 20th of the 
month in which invoices are received from providers.  
__Prepare accurate forecasts of daily costs of free fares within 5% of actual 
costs to reduce likelihood of over- or under-budgeting CMAQ dollars.  
__$1,626,000 managed per employee  
__Administrative costs charged to project = $0  
__During FY2004, administrative costs within NVTC’s budget were about 
$11,000 compared to funds administered in that year of $725,000, for a ratio of 
$0.015 per grant dollar. For FY 2005, the target is $0.01.  
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 
 
 
 

MID -YEAR REPORT ON PROGRESS ON SIGNIFICANT  
NVTC PROJECTS  

 
— July, 2005— 

 
PROJECT NAME: Air Quality Code Red Free Bus Fares Evaluation Project  
 
PROJECT MANAGER: Jana Lynott  
 
DESCRIPTION OF PROJECT:  
At the request of NVTC’s Board members, staff obtained $115,500 in the CMAQ 
grant funding to evaluate the effectiveness of offering free bus fares on Air 
Quality Code Red Days. This project is particularly timely given the challenges 
the region faces, both in meeting air quality requirements and addressing budget 
constraints. The evaluation includes a telephone survey targeted to the general 
population, an on-board bus survey of bus riders, and an analysis of emissions 
reductions.  
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
During the spring and summer of 2003, NVTC procured a consultant (BMI-SG) to 
evaluate the program’s effectiveness through the administration of a telephone 
survey, on-board survey and assessment of emissions reductions resulting in the 
use of the program. The telephone survey to test the public’s general level of 
awareness was completed in August, 2003. The on-board survey was pre-tested 
on the first forecast Code Red Day of the season (June 25, 2003). Because the 
survey instrument was not complete on June 26, the second and last forecast 
Code Red Day of the season, the on-board survey could not be completed. 
Because of an absence in forecast Code Red days in 2004, the on-board survey 
could not be completed in 2004 and is scheduled for summer 2005. The on-
board bus survey is intended to assess whether free fares lead to ridership 
increases on days the promotion is offered. Origin and destination data obtained 
from respondents will to be used to estimate emissions reductions resulting from 
increased ridership on area buses.  
The consultant prepared an interim report in December 2003 based on the 
findings of the telephone survey and initial analysis of reported ridership gains to 
provide a rough estimate of emissions reductions.  
The consultant conducted an on-board bus survey of a sample of routes to 
gather baseline ridership data for a typical non-Code Red day.  
On-board counters were re-trained June 13, 2005.  
 



MILESTONES REMAINING:  
Execute on-board survey on three Air Quality Code Red Days (Summer 2005)  
Analyze final survey results (Fall 2005) 
Complete final report (December 2005)  
 
PROJECT BUDGET STATUS:  
$75,000 (68%) of the $110,500 consultant budget has been invoiced and paid.  
 
ISSUES:  
Completion of project will depend on the occurrence of one or more Code Red 
days in 2005.  
 
KEY PERFORMANCE MEASURES:  
__Completed surveys/money expended with a target of 900 completed written 
on-board surveys  
__The resulting analysis will reveal whether offering free bus fares meets NVTC 
staff’s success benchmark—the cost per ton of emissions reduced ratio should 
fall below the 50th percentile in comparison to all other regional emissions 
reductions measures that target episodic ozone incidents, in other words, the 
program would cost less than 50% of all other regional projects per ton of 
emissions reduced.  
__$100,000 managed per employee  
 





















 
MID-YEAR REPORT ON PROGRESS ON SIGNIFICANT 

NVTC PROJECTS 
 

-- JULY, 2005 -- 
 
PROJECT NAME:  Motor Vehicle Fuels Sales Tax Audit and Collection Improvements 
 
PROJECT MANAGER:  Scott Kalkwarf 
 
DESCRIPTION OF PROJECT:  The purpose of this ongoing project is to enhance the 
Motor Vehicle Fuels Sales Tax revenue (MVFST) collected by NVTC on behalf of 
each member jurisdiction.   This is accomplished in several ways, including NVTC’s 
monitoring of MVFST revenues, and active coordination with MVFST Field 
Representatives and Taxation Department staff.  The annual yield of tax revenues for 
NVTC is presently about $27 million. 
 
MILESTONES ACCOMPLISHMENTS TO DATE:  
 

• NVTC has developed an electronic analysis of activity by taxpayer, period and 
jurisdiction of sale from information provided by the Department of Taxation.  
The analysis assists in the continual monitoring of the MVFST collections by 
flagging unusual activity based upon established thresholds for follow up and 
investigation by the MVFST Field Representatives.  This has resulted in the 
reallocation of revenues among jurisdictions, the initiation of collection 
procedures against taxpayers and the confirmation of station registration 
changes.  Additional analysis has resulted in funds returned to NVTC due to 
erroneous deductions.    

 
• At NVTC’s request, the Department has created and recently filled a new 

position for the MVFST, the Assistant Motor Fuels Specialist.  One of the 
position’s primary responsibilities is the creation and maintenance of an 
inventory of gas stations using various external sources such as the local 
jurisdiction business licensing departments, the DMV and the Department of 
Agriculture, and continually comparing this inventory to the Department’s tax 
registration records.  In addition, the employee assists the Field 
Representatives with various collection, inspection, administrative and follow-up 
tasks.  The employee is based equally out of NVTC and PRTC’s offices and 
also spends time in the field performing discovery work. 

 
• A working relationship has been established with the MVFST Field 

Representatives through regular meetings and frequent communications.  The 
continual interaction provides opportunities for the Field Representatives to 
discuss audit and collection results as well as issues and obstacles they face 
while performing their daily tasks.  These discussions include ways in which 



  

NVTC can assist the Field Representatives in being more effective and other 
ideas to maximize revenue collected. 

 
• Established good contacts within senior management of the Department of 

Taxation and have communicated directly with Commissioner Thorson.   
 

• At NVTC’s request, the Department of Taxation has quickly filled vacant 
MVFST Field Representative positions with experienced auditors, most recently 
in May of 2004.   Failure to keep these positions filled with experienced auditors 
most likely would result in decreased tax collections.  

 
• As a result of NVTC communications with Department of Taxation supervisory 

staff, Field Representatives now receive timely customized reports from the 
Department, where previously they could not.  In addition, the Field 
Representatives are now required to report their time by task and audit result to 
their supervisors, where previously they were not. 

 
• With the assistance of the MVFST Field Representatives, NVTC developed and 

distributed a MVFST brochure.  The primary purpose of this brochure is to 
educate gas station owners of their responsibilities in collecting and remitting 
the tax.    

 
MILESTONES REMAINING: 
 

• Continue the monitoring process of taxpayer activity for the purpose of 
identifying unusual activity for investigation and follow-up by the MVFST Field 
Representatives. 

 
• Work with the Field Representatives and the new Assistant Motor Fuels 

Specialist to fully develop this new position with the focus on increasing motor 
fuels collections and the correct posting to the jurisdictions’ accounts. 

 
• Continue to maintain a close working relationship with Department of Taxation 

personnel. 
 

• While developing the inventory of gas stations, NVTC will continue to explore 
the possibility of using GIS mapping capabilities to help analyze the revenue 
reporting of gas stations.  The goal of this project is to increase the accuracy of 
station reporting by jurisdiction. 

 
 



  

PROJECT BUDGET STATUS:   
 
Funding for this project is primarily from the NVTC general and administrative budget.  
The salary and related costs for the MVFST Field Representatives and the Assistant 
Motor Fuels Specialist are deducted from the gross MVFST collections.   Increased 
collections as a result of this project accrue to NVTC’s jurisdictions’ trust accounts. 
 
ISSUES:  
 
The Department of Taxation will be migrating to a new computer system within a few 
months.  As a result, NVTC may not receive the same electronic monthly taxpayer 
information used in the detailed analysis.  NVTC will work with Department of Taxation 
staff to ensure the needed data is continually provided. 
 
Department of Taxation staff has often been slow in responding to NVTC’s requests, 
causing delays in implementing improvements.  Through maintaining and improving 
the working relationship that has been established with the Field Representatives and 
other Department of Taxation staff, NVTC hopes to increase the level and speed of 
cooperation in the future. 
 
KEY PERFORMANCE MEASURES: 
 
The ultimate performance measure of this project is the increase in revenue as a 
result of implementing NVTC’s ideas.  It is difficult to readily determine the impact of 
most of the improvements individually and in total.   For example, the Field 
Representatives have told NVTC they have received several calls as a result of the 
MVFST brochure.  So the brochure, which NVTC prepared and distributed at minimal 
cost, no doubt has helped to educate the gas station owners of their responsibilities 
for collecting and remitting this tax; however, the increase in collections as a direct 
result cannot be determined.   
 
Another performance measure is the number of ideas that have been developed as a 
result of NVTC’s involvement in the MFVST area, which are listed above.  The Field 
Representatives have communicated to NVTC that our involvement has made their 
jobs more efficient and effective in maximizing the revenue collected on behalf of the 
jurisdictions, although they are unable to quantify this.   
 
It is expected that the newly created Assistant Motor Fuels Specialist position will have 
a significant impact on increasing collections and the proper allocation of revenue.  
NVTC is presently working with the Department to develop performance measures for 
the effectiveness of this new position.  Examples may include the increase in audits 
and collection activities by the Field Representatives as a result of the new position.  
In addition, discoveries made by the Assistant Motor Fuels Specialist resulting in 
increased revenue will be able to be measured. 
 



  

• Provide monthly charts at every commission meeting that show the MVFST 
collections by jurisdiction, as reported by the Department of Taxation. 

• Notify jurisdiction staff within one week of NVTC discovering and confirming 
with the Department of Taxation significant reporting issues or errors. 

• Monitor the administrative costs passed through by the Department of Taxation, 
and seek an explanation for changes in excess of 5% on an annual basis.  
Report this information to jurisdiction staff for review.   Presently the 
administrative costs are approximately $66,000, or 0.2% of collections. 

• Conduct at least quarterly meetings with Field Representatives to review 
collection and audit results, and to discuss ways in which NVTC can assist in 
their efforts. 

• Ensure that each jurisdiction’s local taxing officers are contacted at least 
annually by the Assistant Motor Fuels Specialist for the purpose of comparing 
tax and license registration information. 

• On a monthly basis after receiving taxpayer information from the Department of 
Taxation, perform calculations to flag deviations from pre-established 
thresholds, and contact MVFST staff within one week for further investigation. 

 
 
 

 
 
 

 
 
 

 



  

MID-YEAR REPORT ON PROGRESS ON SIGNIFICANT 
NVTC PROJECTS 

 
- JULY, 2005 - 

 
PROJECT NAME:  FY 2005 and FY 2006 Transit Financial Assistance Allocation 
 
PROJECT MANAGER:  Scott Kalkwarf 
 
DESCRIPTION OF PROJECT:  Transit financial assistance received by NVTC on 
behalf of the member jurisdictions is allocated using the Subsidy Allocation Model 
(SAM) and held in trust for the restricted use by the member jurisdictions individually 
to support the programs of their respective governments.  The revenue received and 
allocated by the SAM includes state operating and capital assistance for the Virginia 
jurisdictions’ share of the WMATA operating and capital subsidies, state operating and 
capital assistance for the Virginia local system’s operating and capital needs, VTA 
Metro Rail replacement and rehabilitation funds, Metro Capital Improvement Program 
bond proceeds (MCIP), and Motor Vehicle Fuels Sales Tax revenue (MVFST).  This is 
expected to equal about $108 million in FY 2005 and $120 million in FY 2006. 
 
The SAM formula is defined and established by NVTC board resolutions and the Code 
of Virginia.  It is maintained and updated annually using the latest available budgeted 
and projected data for the upcoming fiscal year.   Revenue recognized and received in 
a fiscal year is allocated by the SAM in effect for that fiscal year.   
 
A SAM manual is maintained which includes for each fiscal year the detailed formula 
calculations, analysis of the component changes in the allocation percentages from 
the preceding year, the data sources including Metro and local budgeted operating 
and capital needs, projected MVFST revenue, and all other data needed to compute 
the formula.  Also included in the manual are the historical allocation factors, NVTC 
board resolutions defining the formula, notes of MAC discussions regarding the 
formula, implementation steps and formula development and maintenance 
procedures.  
 
Cash flow projections are prepared about 45 days prior and again about 30 days prior 
to the due date of the quarterly WMATA subsidy billings.  These projections allow the 
jurisdiction staff to plan the amount and type of trust fund balances available for the 
upcoming WMATA payment.  In addition, quarterly statements of the actual Trust 
Fund activity is provided to the jurisdiction staff for their use and review. 
  
 
MILESTONE ACCOMPLISHMENTS TO DATE:  
 

• The final FY 2005 SAM calculation was prepared and approved by jurisdiction 
staff in September.  Preliminary FY 2006 calculations have been prepared and 
shared with jurisdiction staff during the spring of 2005.   



  

• Cash flow projections have been provided to jurisdiction staff in advance each 
quarter of FY 2005 and the first quarter of FY 2006. 

• An accounting of the actual Trust Fund activity on a cash basis for each quarter 
of FY 2005 has been provided to jurisdiction staff for their review. 

• Over $100 million in revenue has been allocated to the jurisdictions during FY 
2005. 

 
 
MILESTONES REMAINING: 
 

• Allocate revenue, provide cash flow projections, and provide actual Trust Fund 
accounting to the jurisdiction staff for the remainder FY 2005 and 2006. 

• Provide the final FY 2005 SAM, Trust Fund allocations and activity to NVTC’s 
auditors for examination in conjunction with the FY 2005 audit and compliance 
process. 

• Gather input data needed to perform the final FY 2006 calculation.  This data 
includes local capital and operating budgets, WMATA preliminary capital and 
operating budgets, motor vehicle fuels sales tax projections, and FY 2006 grant 
funding from DRPT. 

• The final FY 2006 SAM formula is expected to be calculated in August 2005, 
and distributed to jurisdiction staff for their review.  Once accepted, the formula 
will be used to allocate revenue received and recognized by NVTC during FY 
2006 to the member jurisdictions.  Reporting the projected and actual activity to 
the jurisdiction staff will continue during the fiscal year.  

 
 
PROJECT BUDGET STATUS:   
 
Costs relating to the transit financial assistance allocations are included in the NVTC 
general and administrative budget. 
 
 
ISSUES:   
 
The final SAM formula for each fiscal year is dependent upon the approved capital 
and operating budgets from WMATA and the local systems, the contracted state 
capital and operating assistance including amounts carried over from preceding fiscal 
years, actual MVFST revenue generated through June (received by NVTC in August), 
and the best projection of MVFST revenue for the upcoming fiscal year.   Generally all 
of this data necessary for the final SAM formula is not available until August of each 
year.   
 
The SAM formula itself is quite complex since it involves numerous hold harmless 
calculations that have been added through action of the NVTC board over the years to 
help resolve concerns with the equity of the formula. 
 



  

KEY PERFORMANCE MEASURES: 
 
The most important performance measure relating to the development of the SAM, the 
allocation of revenue and the accurate recording of all Trust Fund activity is the 
outcome of NVTC’s required annual audit.  As part of the annual audit and compliance 
process, NVTC’s audit firm examines the allocation formula and Trust fund activity, as 
well as reviews and assesses the adequacy of the internal controls in place.  Since at 
least FY 2001 when Scott Kalkwarf was hired as the Director of Finance and 
Administration, no adjustments relating to the SAM or Trust Fund activity, material or 
otherwise, were identified by the auditors.  In addition, no material deficiencies in 
internal control were discovered and no management letter comments relating to the 
SAM and Trust fund activity were issued. 
 
Additional key performance measures include: 

• NVTC will process 100% of the available Trust fund grant reimbursement 
requests within one week of receiving proper approved documentation.  This 
will maximize the Trust investment earnings on the reimbursed funds. 

• NVTC will disburse the WMATA subsidy payments on behalf of the member 
jurisdictions on the due date 100% of the time.  This will allow the jurisdictions 
to maximize the Trust investment earnings and at the same time not be 
charged interest by WMATA for late payments. 

•  NVTC will provide cash flow projections to the jurisdictions within 25 days of 
the quarterly WMATA billing due date, allowing the jurisdictions to plan and 
approve the sources for their quarterly WMATA payments. 

• NVTC will provide the actual Trust fund activity to the jurisdictions within 15 
days of the end of each quarter.  This allows for the reconciliation of jurisdiction 
records with NVTC on a timely basis. 

 
 



  

  
 

 



  

MID-YEAR REPORT ON PROGRESS ON SIGNIFICANT 
NVTC PROJECTS 

 
- JULY, 2005 – 

 
 
PROJECT NAME:  FY 2006 State Grant Applications 
 
PROJECT MANAGER:  Scott Kalkwarf 
 
DESCRIPTION OF PROJECT:  NVTC applies for state capital and operating 
assistance on behalf of the member jurisdictions.  This includes assistance for the 
Virginia jurisdictions’ share of the WMATA operating and capital subsidies and 
assistance for the Virginia local systems’ operating and capital needs. In addition, 
demonstration and technical assistance is often requested for NVTC projects.  Upon 
approval by DRPT, NVTC enters into the project agreements as the grantee and 
recipient of the project funds. 
 
NVTC also applies for capital and operating assistance on behalf of VRE.  Upon 
approval by DRPT, NVTC enters into the project agreements as the grantee. 
 
 
MILESTONES ACCOMPLISHMENTS TO DATE:  
 
For FY 2006 assistance: 

• Notified jurisdiction staff to provide the local systems’ operating and capital 
budgets to NVTC by January 11, 2005.  

• Requested that WMATA provide detailed preliminary budget information by 
January11, 2005 including jurisdiction’s operating subsidies by mode, detailed 
operating budgets by mode, jurisdiction’s capital requirements by program, and 
detailed capital budgets including federal funding requirements.  

• Calculated the jurisdiction’s share of WMATA’s operating revenue and 
expenses and categorize expenses according to the state operating assistance 
requirements. 

• Calculated the jurisdiction’s share of WMATA’s capital budgets, including the 
federal share and type of assistance attributable to the jurisdiction’s subsidies. 

• Reviewed operating and capital budgets submitted by jurisdiction staff. 
• Determined the amount of assistance provided for WMATA capital subsidies in 

previous years available for carryover to the current fiscal year. 
• Reviewed the operating, capital and other assistance requests prepared by 

VRE. 
• Prepared summaries of the operating, capital and other assistance and 

reviewed this information with the Management Advisory Committee at the 
January 2005 meeting.  

• Applied for over $195 million in eligible operating, capital and project assistance 
for NVTC and VRE from DRPT by February 1, 2005 



  

• Calculated the jurisdiction’s share of the actual FY 2004 WMATA operating 
expenses and submit the Certification of Operating Expenses to DRPT by 
February 1, 2005. 

• Reviewed the actual FY 2004 local systems operating expenses and submitted 
the Certification of Operating Expenses or verified that the certification was 
submitted for each system to DRPT by February 1, 2005. 

• Obtained commission approval for submitting assistance requests. 
 
MILESTONES REMAINING:   
 

• Review and execute project agreements with DRPT in July 2005. 
• Calculate the jurisdictions’ share of WMATA’s actual FY 2005 operating 

revenue and expenses and submit this information to DRPT in August 2005. 
 

 
PROJECT BUDGET STATUS:   
 
Costs relating to the FY 2006 state grant applications are included in the NVTC 
general and administrative budget. 
 
 
ISSUES:   
 
The operating and capital budget information from WMATA used to calculate the 
assistance requests is preliminary and the local subsidy requirements may change 
with the approved budget.  Accordingly, the capital and operating assistance that 
NVTC requests may be different than the local subsidies billed by WMATA. 
 
The assistance application deadline was moved from March 1st to the first business 
day in February beginning with the FY 2005 grant applications. The earlier that 
assistance applications are required to be filed, the greater the probability that actual 
needs will not match the assistance applied for. 
 
Given the grant expiration dates and the restrictive nature of some grants, there is the 
potential for jurisdictions to be unable to spend all of their allotted funds.  So far, NVTC 
has been very successful (with DRPT’s assistance) in avoiding the lapse of significant 
project funds. 
 
KEY PERFORMANCE MEASURES: 
 

• Prepare and file assistance applications and certifications by the February due 
date. 

• Provide outstanding capital grant schedules to jurisdiction staff on at least a 
quarterly basis. 



  

• With DRPT, encourage local staff to promptly submit documentation to NVTC 
for grant invoicing so that local reimbursements may be received timely, and 
that grant contracts are fully drawn down by the expiration date. 

• Process 100% of the available Trust fund grant reimbursement requests within 
one week of receiving proper approved documentation.  This will maximize the 
Trust investment earnings on the reimbursed funds and maximize cash flow.  

• Adhere to all requirements included in the grant contracts with DRPT, as 
measured by NVTC receiving from their auditors, unqualified compliance and 
audit opinions, and no management letter comments as related to the grant 
process.   
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AGENDA ITEM #10 
 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Rick Taube, Elizabeth Rodgers and Kala Quintana  
 
DATE: June 30, 2005 
 
SUBJECT: NVTC’s New Look Website. 
             
 
 As the commission’s website becomes an increasingly important 
communications device, staff is devoting even more attention to its 
performance.  Elizabeth Rodgers has completed a redesign that improves the 
aesthetics and functionality of the site, which has also been improved with 
greater content of NVTC research products and relevant links.  Staff is also 
tracking volume of use carefully with the intent to respond quickly to customer 
trends. 
 
 A brief PowerPoint presentation will highlight the most significant 
improvements. 
 



NVTC’s Website Redesign
July 7, 2005



Previous Design

• First launched in 2003
• Needed a “face lift”
• Update keyword search capabilities
• Incorporate new best practices



New Design!

• Fresh look – better 
integrated with design of 
print materials

• Better organization of 
categories

• Enhanced keyword search
• New Metro section
• Comprehensive research 

section
• 40th Anniversary archive
• StatCounter – website 

measurement tool



Reorganized Content

• User friendly 
categories

• What you see is what 
you get

• No more guessing –
new pop up menus



Enhanced “Keyword” Search



•Document name
•Date document was last 
modified
•File size
•Score = Closeness of 
match

New Search Results



Washington Metro Facts



Comprehensive Research 
Section



Ongoing Research



Completed Research

• Over 60 documents from 1967 - 2005



40th Anniversary Archive



Slideshow



Video Archive



• Accurate real-time website statistics with detailed visitor 
tracking and analysis 

• Visitor counts
• Page loads
• Entry/Exit pages
• Visit length
• Keyword search
• Country/State/City of visitor

Measurement Tools



What’s Next?

• Voter Voice
– Online legislative action tool
– Mobilizes Northern Virginia residents to take 

action on political issues affecting 
transportation. 

– Year round communications with Northern 
Virginia residents
• Customized reports
• Response/Action tracking
• Customized emails and targets 



What’s Next

• RSS Feeds
– RSS (or Really Simple Syndication) feeds 

are free content feeds from Web sites that 
contain article headlines, summaries and 
links back to full-text articles on the web.

– Automatically alerted when transportation 
topics appears on favorite Web sites.

• Washington Post
• Google
• MSNBC.com 



www.thinkoutsidethecar.org

Don’t forget to visit NVTC on 
the web for all of your 

transportation questions and 
needs.
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   AGENDA ITEM #11
 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Rick Taube, Kala Quintana, Elizabeth Rodgers, Adam McGavock  
 
DATE: June 30, 2005 
 
SUBJECT: Regional Transportation Items 
            
 

A.  Parking and Density 
 

The attached article titles “People, Parking and Cities” describes the 
relationship between density and parking availability.  The authors, 
Michael Manville and Donald Shoup, describe the paradox that the Los 
Angeles urbanized area is the poster child for sprawl and yet has been 
since 1980 the densest urbanized area in the U.S.  Los Angeles 
demonstrates that without enlightened parking policies, increased 
density will compound the problems of sprawl.  While LA’s city is less 
dense than New York or San Francisco, its suburbs are much more 
dense (suburbs are 82% versus 12% and 35%, respectively, as a 
percentage of the city’s density). 
 
Requirements to provide off-street parking in Central Business Districts 
force development to the suburbs given the enormous opportunity cost 
of land in the CBD.  A uniform parking requirement across the area 
discriminates against the CBD.  New York and San Francisco limit off-
street parking in their CBD’s while Los Angeles requires it. 
 
If all the parking spaces in downtown LA were spread horizontally they 
would cover 81 percent of the CBD’s land area.  That is a higher parking 
coverage ratio than any other downtown on earth.  New York is 31% and 
San Francisco 18%. 

 
     B.  BWI SmartPark and BART Smart Parking Systems 

 
Holiday decorators are not responsible for the rows of red and green 
lights that adorn the ceilings of the new Daily A Garage and Hourly 
Garage at BWI Airport.  The lights are there year-round, part of an 
innovative system that lets customers know where to find open parking  
 



spaces in crowded parking garages.   Sensors above each parking space 
communicate the space’s availability to a central computer, which then relays 
this information to electronic signs located at the end of each row of parking 
spaces.  When a customer drives down the central aisle of the garage, these 
bright LED readouts show a green arrow or red “X”, indicating the availability 
and number of open parking spaces.  There are also green and red LED lights 
above each space, indicating whether a space is occupied.  When a vehicle 
enters a row, the number of 
available parking spaces 
that is shown on the display 
sign at the end of the row is 
reduced by one.  

 
The components of the 
SmartPark system are 
simple and straightforward, 
with ultrasonic sensors 
connected to a Windows 
2000 PC via telephone cord.  
The LED display signs are 
connected to the computer 
via similar cables.  So far, BWI has spent $600,000 to deploy the SmartPark 
system on 1,000 spaces, and it is estimated that it will cost an additional $3 
million to wire the remaining 3,600 parking spaces at the airport.  The 
SmartPark system is manufactured by Schick, a Swiss technology firm.  In 
addition to BWI Airport, SmartPark is deployed in several other locations 
around the world, including an underground mall in Barcelona, the Samsung 
headquarters in Seoul, and it is scheduled to be deployed at the Jacksonville 
airport in Florida. 

 
The BART system in San Francisco is in the process of introducing a similar 
innovative parking system that is not only designed to make it easier for 
customers to find a vacant spot, but also to reduce congestion on adjacent 
roadways.  Working in conjunction with CalTrans, the California Partners for 
Advanced Transit to Highways, the Quixote Corporation of Chicago, and Acme 
Innovations of Emeryville California, BART is implementing a pilot program that 
uses flashing signs on the highway to display realtime updates on the number 
of parking spaces available at the BART station.  BART hopes that the real-
time updates of available parking will lure commuters off of congested 
roadways and on to their trains.  The system also allows customers to reserve 
spaces up to two weeks in advance via the internet, and track availability via 
the internet, cell phone, or PDA.   

 
 



Sensors track the number of vehicles entering and exiting the parking   facility, 
and this information is routed to a 
central computer that maintains a 
master record of available spaces.  This 
real-time information is then routed to 
the display signs, and also to customers 
via the internet, cell phones, and PDAs.  
The current pilot project involves only 50 
spaces, but project officials are pleased 
with the outcome thus far, and are 
optimistic that plans for expansion may 
soon be underway.  The cost per 

parking space of the pilot program was approximately $200, but that cost is 
expected to drop to between $30 and $40 dollars a spot for subsequent 
applications. 

 
      C. The High Cost of Free Parking 
 

This newly released book by Donald Shoup, published by the American
 Planning Association, is available for sale at
 www.planning.org/bookservice/highcost.htm. Excepts and articles are  

attached for your information. 
 

Among the conclusions: 
 
1) Curbside parking is often cheap and encourages drivers to cruise the   
     streets to avoid higher cost garages; 
 
2) Too much parking is provided around malls, apartments and office 
     buildings, so that valuable land sits vacant much of the time; 

 
3) Meter rates should be higher during peak times (e.g. evenings for 
     entertainment districts); 

 
4) Free parking isn’t free, since the average parking space costs more 
     than the average car; 

 
5) The total subsidy (often invisible) for parking is about the size of the 
    Medicare or national defense budgets; 

 
6) Free parking distorts transportation choices, warps urban form and 
    degrades the environment; 

 
7) Parking is now “free” for 99 percent of all automobile trips in the U.S.; 
 
8) American motor vehicles now consume one-eighth of the world’s oil; 

 
9) With four parking spaces per car and five billion cars anticipated 
     worldwide by the end of the 21st century, there would be almost 20 
     billion parking spaces--a lot the size of France or Spain; 

 
         10) Curb parking should not be viewed as under common ownership; 



 
11) Parking requirements resemble 18th Century lead therapy by 
      producing a local benefit while harming the overall system. 

 
D. Texas Transportation Institute 2005 Urban Mobility Report 
 

The Monday May 9 edition of the Washington Post featured an article (attached) on 
the recently released 2005 Urban Mobility Report. This annual report, produced by 
the Texas Transportation Institute, provides an easily understood analysis of 
congestion and mobility issues nationwide. The 2005 report, based on 2003 data 
collected from state and federal traffic agencies covering 85 cities, seeks to quantify 
congestion and mobility issues, and show the costs of congestion in terms of time 
and fuel. The report also provides consistent comparisons of congestion in very 
large, large, medium and small urban areas. 

 
The Post article focused on the congestion statistics for the Washington Metropolitan 
area, pointing out that the average commuter in the Washington area spent 69 hours 
in congestion, at an annual cost of $577 per commuter. The report estimates over 
$2.46 billion in lost congestion costs for the region as a whole in 2003. For the fifth 
consecutive year, the Washington area had the third-worst congestion nationwide, 
behind only Los Angeles and San Francisco, and appears to be closing the gap 
between second and third place. The report also noted that seven of the nation’s 13 
largest cities saw an improvement in traffic conditions, but Washington was not 
among them. 

 
One very important change in the report that was not mentioned in the Post  article 
was a refinement of the methodology used to determine the fuel wasted due to 
congestion. The new calculations show the estimated amount of wasted fuel to be 
approximately half of the previous year’s total, which is a significant drop. As one 
would expect, subsequent fuel savings due to congestion mitigation measures, and 
the associated cost savings that result from those congestion mitigation measures, 
are also impacted. The 2004 Urban Mobility Report estimated that public transit 
saved the Washington Metropolitan area 1.24 billion dollars annually, in terms of 
time and fuel costs. For 2005, the Urban Mobility Report estimates that public transit 
saved the Washington Metropolitan area 997 million dollars annually, in terms of 
time and fuel costs. As with all other modifications to their methodology, data from 
previous years is re-calculated according to the new methodology, and included with 
the 2005 report for comparison purposes. For example, the re-calculated figure for 
time and fuel cost savings due to public transit in 2004 is $985 million. 

 
Another significant change in the methodology of the report concerns the inclusion of 
public transit in the general measures and analysis. Previous versions of the report 
have included examples of the amount of public transportation improvements 
needed to address congestion, but the 2005 report actually examines the congestion 
on public transit services, and includes transit travel in its calculations of travel time 
indexes and congestion measures. The result is a reduction in the estimated 
average annual passenger miles of travel on transit services compared with 2004 
(43,403 million vs. 43,791 million) and a reduction in the estimated delay reduction 
due to public transit compared with 2004 (1.095 billion hours vs. 1.120 billion hours). 
In the future, the Texas Transportation Institute intends to develop links with the 
systems operations databases of some of the larger transit agencies, and 
automatically collect information on travel time, speed, and passenger volume. This 



information will then be linked with roadway performance data in public 
transportation corridors to provide an even better estimate of the effects of public 
transportation. 

 
The report also examined the benefits of HOV lanes. In eight “large” and “very large” 
urban areas, HOV lanes reduced delay by 12 million hours (0.8 percent) for the year 
2003. For the Washington region, an estimated 3.0 million hours of delay were saved 
for persons using 96 miles of HOV lanes in 2003. 

 
The report evaluated several operational approaches to traffic congestion relief, and 
determined that ramp metering, incident management, signal coordination, and 
access management programs save 337 million hours nationwide and $5.6 billion. In 
this region, savings due to operational approaches amount to 6.8 million hours and 
$114 million. This represents a slight decrease from last year’s totals of 6.9 million 
hours and $124 million in cost savings. 

 
Copies of the 2005 Urban Mobility Report can be downloaded from the Texas 
Transportation Institute website at http://mobility.tamu.edu/ums/. NVTC staff can also 
provide copies to any interested parties. 

 
E. Ozone Action Days Kickoff 
 

NVTC staff attended the Clean Air Partners Air Quality Action Days Season Kickoff 
Conference at the Hilton Alexandria on May 12, 2005. The conference featured some 
interesting plenary sessions and speakers from the American Lung Association, 
forecasting scientists from Penn State, environmental health scientists from the EPA 
and various air quality and environmental managers from throughout the region. 
There are some new developments on the horizon regarding Air Quality Action Days.  
 
Up until now, forecasting Code Red days has been a combination of science and art 
with predictions erring on the side of avoiding false alarms. Two years ago, Bill Ryan 
of Penn State and NOAA began development of a new ozone forecasting model that 
would provide a more accurate method to predict Code Red days. Mr. Ryan reports 
that he expects the work on the model to be completed by the end of this summer 
and that we should expect even more accurate and scientifically grounded Code Red 
forecasts starting in the summer of 2006. 

 
Particulate matter (PM) is now being measured along with ozone during the summer 
season. Particulate matter or particle pollution is a complex mixture derived from 
many sources like diesel engines, wood-burning stoves, leaf burning and industrial 
sources. Larger particles deposit themselves in the upper respiratory tract and 
smaller particles penetrate into the lungs and can make their way into the 
bloodstream. There is no doubt that PM affects the lungs and the heart and is a real 
public health concern. 
 
For nearly 30 years Harvard University studied over 8,000 men and women in six 
cities, ages 25-74 years old, and found a direct correlation between long-term 
exposure to particulate matter and mortality. The Harvard study found that exposure 
to PM increases hospital admissions, visits to the doctor and emergency room, 
increased use of medication and absences from work or school. Moreover, it is linked 
to significant public health risks including premature death and lung disease even in 
healthy individuals. The EPA has a new web site that discusses PM in detail: 



http://www.epa.gov/airnow/particle/cover.html. 
 

F. HOV Enforcement Task Force 
 

On May 12, 2005 the task force convened to consider VDOT’s improved methods of 
measuring and reporting performance, the Virginia State Police’s enforcement efforts 
and new data on hybrid vehicle registrations. The task force will complete its third and 
final report this fall. It was created by Virginia’s Transportation and Public Safety 
secretaries. 

 
Examples of the material discussed at the meeting include: 

 
1) Travel time savings in some HOV corridors exceed 45 minutes and time  

savings per mile are quite consistent among longer and shorter corridors. 
 

2) VDOT is providing web-based real-time charts of travel speeds that allow  
comparisons between HOV and conventional lanes and also permit trend analysis 
using archived data. 
 

3) Ironically, the General Assembly has provided to private toll road authorities the 
power to use photo enforcement, but has denied localities that opportunity. 

 
4) Hybrid vehicle registration (measured by clean fuel license plates issued) reached 

9,200 statewide as of May, 2005, with 85 percent in use in Northern Virginia. 
Virginia trails only California in hybrid registrations in 2004 and the Washington 
D.C. metropolitan area trails only Los Angeles and San Francisco. The 
reauthorization of TEA-21 may contain language that defines the maximum 
permissible degradation of HOV speeds due to exemptions. If so, the CTB may be 
asked to act to remove immediately the current exemption for hybrid vehicles. 
Currently the Virginia exemption is set to expire in 2006. The task force seemed to 
believe that it would be useful to see data on the extent to which air pollution 
would change if growing hybrid vehicle use led to clogging of the HOV lanes. 

 
5) As an example of a successful State Police enforcement campaign, 

an effort in April, 2005 using 14 troopers resulted in over 900 tickets, including a 
third for reasons other than HOV violations (e.g. expired licenses, outstanding 
warrants and one carjacking). Of the remaining 600, 41 were second offenders 
and 10 were third offenders. About $150,000 in fines is expected to result from 
these tickets. In a different enforcement effort, the extent of unmarked law 
enforcement vehicles using the HOV lanes also became apparent. Thirty-eight 
such exempt vehicles were stopped and released while 155 tickets were issued to 
violators in the Newington to Pentagon corridor of I- 95/395. Many more law 
enforcement vehicles were recognized before they were pulled over. Public 
reaction overall to the increased enforcement has been very positive. 
 

G. Easy Rider 
 

The American Public Transportation Association (APTA) has begun an initiative 
featuring innovative ways for seniors to stay mobile and independent. More than 
6,000 systems nationwide provide service for older riders. During the next 20 years, 
the number of U.S. seniors will double to 70 million from 35 million. Easy Rider, a 
collection of successful activities, sample materials and case studies, will continue to 



share successes in anticipation of the upcoming White House Conference on Aging 
October 23-26, 2005. NVTC staff has a kit of materials and will be coordinating with 
this APTA program as the commission’s senior mobility project continues. More 
information is available at www.apta.com. 

 
H. Base Realignment and Closure Recommendations 
 

As has been widely reported, the Pentagon’s plan to move tens of thousands of jobs 
in this region is being considered by the Base Realignment and Closure Commission 
with a recommendation due by September 8, 2005 to President Bush. The President 
must accept or reject the recommendations in their entirety by September 23rd. If 
accepted, Congress has 45 legislative days to reject them. An attachment describes 
the process in detail. It should be noted that community infrastructure needs, 
including transportation, are to be  
 
considered (criterion 7). Apparently Arlington and Alexandria would lose substantial 
numbers of jobs over the next few years (up to 20,000 in Arlington, or 10 percent of 
its commercial workforce). The Defense Department would vacate four million square 
feet of office space in Northern Virginia alone. Many would be relocated, primarily to 
the Fort Belvoir area. 

 
In addition to possible gainers and losers among the region’s local economies, 
serious concerns have been expressed about the lack of transit for access to the new 
locations and the congestion that would result on already overburdened roads, 
especially near Ft. Belvoir. The Washington Post reported that local officials have met 
with the Virginia congressional delegation to discuss how Metrorail might be 
extended. Local officals have also talked to the congressional delegation about 
improvements to VRE (e.g., counter-flow service to Quantico). The Fort now has 
24,000 workers and could gain 18,000 making it an attractive candidate for direct rail 
service to partially alleviate the anticipated meltdown of access by automobile. 

 
In the past NVTC has assisted in restructuring Metrobus service to accommodate 
Defense Department moves on a much smaller scale. For example, NVTC arranged 
a subsidized W-3 route to Bolling Air Force Base in the District of Columbia after 
many jobs were shifted there from Crystal City in 1984. The route continued until 
1991 when Metrorail service opened to the Navy Yard. 
 
Among the material that would be useful to evaluate possible regional esponses in 
order to arrive at a unified regional position at MWCOG/TPB and NVTA are details 
about where the workers currently live. Local staff have requested this information 
from DOD. Also, since solving security concerns may require designs that make it 
hard to serve the new buildings with transit, it would be useful to know if transit-
friendly security measures were considered. Examples include tunnels near buildings 
for transit vehicles to load/unload passengers in a setting that would contain 
explosions. Also, at the Pentagon Transit Center many such measures are in place. 
The attached papers by Robert Rynerson of Denver’s RTD and Matthew Rabkin of 
the Volpe National Transportation Systems Center describe several strategies for 
transit to serve secure facilities. 

 
I. The Fast Lane 
 

The attached article from Governing magazine provides an examination of the use of 



toll lanes and other market-based tools to influence rush hour driving. Among the 
examples in the article is London’s congestion charging zone in which a toll of $9.50 is 
levied with a $190 ticket by mail for violators. Many drivers switched to transit or 
scooters or bikes while 100,000 auto drivers pay the toll each day. The net reduction 
is 60,000 fewer auto trips into the zone. 

 
 
 

On May 16th, congestion pricing on HOT lanes began in Minneapolis on I-394. The 
price will fluctuate as often as every three minutes to keep traffic moving at 55 mph. 
Tolls could be as high as $8. 

 
J.  Federal ITS Benefits/Costs Database 
 

The 2003 NVTC report “Development of a Continuing Process for Monitoring 
Performance Data on Transit-Related ITS Investments” included recommendations 
for the development of a website to collect and disseminate information on ITS 
investments in Northern Virginia.  The report presented a structure and hierarchical 
organization for the proposed website, and detailed the proposed functionality for 
end-users.  This functionality would allow users to directly enter information about 
their own ITS deployments, and search for information on other ITS deployments by 
several methods:  by agency (ie WMATA, CUE, Connector), by the type of 
technology deployed (ie AVL, APCs, Cameras), or by the type of performance 
enhancement (ie reduced travel time, reduced costs). 

 
The recently unveiled “ITS Benefits and Costs” website, provided by the US 
Department of Transportation, provides nearly identical functionality to what was 
proposed by the NVTC report, and provides even more in terms of functionality and 
flexibility.  The website provides detailed cost and benefit analyses for thousands of 
ITS applications across the United States, and is not limited to transit ITS.  Users 
have five primary choices for accessing this information from the home page. 

 
• Choosing Technology Overview brings up a screen with a listing of 16  

major types of ITS applications (see first attached sheet).  Choosing one of the 
major types then brings up a screen with specific subtypes (see second attached 
sheet.)  Selecting a subtype takes the user to a page with a brief definition of the 
selected Transit Management ITS application, along with several important links.  
One can choose to see examples of benefits, examples of costs, tables showing 
the number of deployments for various metropolitan areas and transit agencies 
(see third attached sheet), links to related documents and program activities, 
lessons learned, and available resources.  There is also a link for users to 
provide information that they feel was missed. 
 

• Choosing Benefits Database allows the user to access information on the  
benefits of various ITS deployments through several methods.  One can select 
by the type of technology (same 16 choices as shown on first attached sheet), 
the type of performance measure or benefit received (ie “Cost Savings” or 
“Improved Customer Satisfaction”, by state, and by country. 
 

• Choosing Costs Database allows one to view the adjusted and unadjusted  
unit costs for selected ITS deployments.  These are the specific capital and O&M 
costs for single ITS elements (such as a single electronic display sign).  One can 



also download a pdf or excel file with the unit cost information for all of the 
included ITS deployments.  The user can also choose to view the system costs 
for ITS deployments, and this information can be accessed by the type of 
technology, by state, and by country. 
 

• Choosing Deployment Statistics provides access to the results of  
nationwide surveys that were performed between 1996 and 2002 (with 2004 data 
due in July.)  The surveys collected information from over 2200 state and local 
agencies on the deployment and integration of ITS technologies.  This 
information can be aggregated nationwide, for metropolitan areas, for states, or 
viewed individually. 
 

• Finally, choosing the Lessons Learned link brings the user to a page that  
is scheduled to be available by September 2005.  This page will contain narrative 
information provided by managers and those associated with various ITS 
deployments.  There are links for users to submit their own lessons, along with 
links for guidance in writing up the lessons, and a template for the submission. 

 
To say that this website provides a comprehensive, nationwide assessment of the 
costs and benefits associated with ITS deployments is an   understatement.  The 
level of effort and resources required to collect and provide this information is quite 
substantial. The USDOT ITS Benefits and Costs Database website provides an 
outstanding and previously unavailable resource to anyone who is currently 
considering or evaluating an ITS    deployment. 
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The American Public Transportation Association has released the 56th Edition of its 
annual compendium of transit data.  Information is taken primarily from the National 
Transit Database and special APTA surveys.  The following are some highlights: 
 

• Nationwide in FY 2003, 9.4 billion unlinked transit trips were provided 
covering 48.0 billion passenger miles, $9.2 billion in fares paid, $26.9 billion 
in operating expenses and $13.2 billion in capital costs incurred. 

 
• APTA’s best guess is that the number of people using public transit is about 

45% of the number of unlinked trips reported, given the extent of transfers 
and round-trips. 

 
• Over 35,000 employees work in the U.S. transit industry. 

 
• Of the nationwide transit trips, 54% were work related, 7% were taken by 

persons 65 and older, and 82% by persons with family incomes up to 
$50,000. 

 
• About 28% of the reported trips are by heavy rail and 60% by bus. 

 
• Commuter rail carries about 4.3% of the trips but provides 20% of the 

passenger miles. 
 



• About 16% of the buses use alternative power (non-diesel), including about 
11% CNG and 1% electric or hybrid-electric. 

 
• Ranked by passenger trips in FY 2003, WMATA bus and rail was the fourth 

largest system in the nation. WMATA is second in passenger trips among 14 
heavy rail operations. 

 
• VRE is ranked 11th of the 21 commuter rail agencies in terms of annual 

passenger miles.   
 
     2 
L.  APTA’s (PT) Evaluation 

        2 
APTA’s Public Transportation Partnership for Tomorrow (PT) has reported on its 
success in influencing public opinion in favor of public transportation.  Interviews 
compared attitudes before the campaign (2002) and after (2004). 
 
Charts are attached that illustrate the gains, with a significant increase in the 
“strongly support” support category for transit nationwide (46% in 2004 versus 34% 
in 2002); favorable altitude toward transit (6.1 vs. 5.6 on a scale of 10); strong 
support for public tax dollars for transit (61% vs. 43%) and somewhat support (27% 
vs. 28%) for a combined total of (88% vs. 71%). 

 



T H E P O P C U L T U R E I M A G E of Los Angeles is an ocean of malls, cars, 
and exit ramps; of humorless tract homes and isolated individuals whose 
only solace is aimless driving on endless freeways. From Joan Didion to the

Sierra Club, LA has been held up as a poster child of sprawl. This is an arresting and
romantic narrative, but also largely untrue.

To the extent that anyone has a definition of sprawl, it usually revolves around
the absence of density, and Los Angeles has since the 1980s been the densest 
urbanized area in the United States. This would make it the least sprawling city in
America. Compared to other US cities, LA also does not have inordinately high rates
of automobile ownership.

These facts strike some as hard to believe, or perhaps false, and they haven’t
made much of a dent in the LA-as-sprawl idea. Clichés about Los Angeles-style sprawl
die hard, partly because the definition of sprawl is so malleable (urbanist William 
Fulton now simply calls LA “dense sprawl”), and partly because the anti-urban stereo-
type about LA contains its own kernels of truth. After all, if density is a barometer 
for healthy urbanism, and Los Angeles is denser than cities like New York or San
Francisco, then why are Manhattan and downtown San Francisco such vibrant places,
and why is downtown LA comparatively lifeless?

Obviously there’s no single answer to that question (and the question itself is
rather prejudicial). But we think the differences between Los Angeles, New York, 
and San Francisco stem in part from the different ways they regulate downtown 
development, and in particular the way they regulate parking. Los Angeles is an 
example of density as a dilemma rather than a solution. Planners and urban critics
who regularly call for increased density as a salve for city life should realize that 
without corresponding changes in parking requirements, increased density will 
compound, rather than solve, the problems we associate with sprawl. ➢
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People, Parking, and Cities
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DENS ITY WITH IN REGIONS AND BETWEEN THEM

Before opening this discussion, we should make an important distinction. We are
referring to the US Census Bureau’s definition of “urbanized areas” rather than to the
political boundaries of cities. So when we say that Los Angeles is denser than New York
we are actually saying that the Los Angeles urbanized area, which is Los Angeles and its
suburbs, is denser than the New York urbanized area, which includes not just New York
City but its suburbs as well.

Without doubt, the cities of New York and San Francisco are denser than the city of
LA. But sprawl is a regional attribute, and Los Angeles has much denser suburbs than
New York or San Francisco. Indeed, the LA region’s distinguishing characteristic may be
the uniformity of its density; its suburbs have 82 percent of the density of its central city.
In contrast, New York’s suburban density is a mere 12 percent of its central city 
density, and San Francisco’s suburban density is only 35 percent of the city’s. New York
and San Francisco look like Hong Kong surrounded by Phoenix, while Los Angeles looks
like Los Angeles surrounded by . . . well, Los Angeles.

In other words, Los Angeles is a dense area without an extremely dense core, while
New York and San Francisco are less dense overall but enjoy the benefits of very dense
core areas. It’s worth asking why that is. It may be that uniform density across an urban-
ized area is a result of the inability to have a very dense core. Or it may be that high 
uniform density precludes having a lively downtown. We don’t have definitive answers 
to these questions, but we can highlight the tremendous deadening effect that parking
regulations have on LA’s Central Business District.

PARKING AND THE CENTRAL BUS INESS DISTR ICT

A successful Central Business District (CBD) combines large amounts of labor and
capital on a small amount of land. CBDs thrive on high density because the prime advan-
tage they offer over other parts of a metropolitan area is proximity—the immediate avail-
ability of a wide variety of activities. The clustering of museums, theaters, restaurants, and
offices is the commodity a downtown can offer that other areas cannot. Yet downtowns
have long been plagued by questions about access, for they can either thrive on or be
destroyed by congestion. In order to thrive, a CBD must receive a critical mass of people
every day but do so without clogging itself to the point of paralysis. One way to do this is
to require off-street parking spaces. Off-street parking can reduce the cruising for park-
ing that often strangles the streets of CBDs, but parking requirements have high costs.

It’s not hard to see how a conventional parking lot can undermine a CBD’s success;
a downtown surface lot often has a very high and very visible opportunity cost. Instead
of a building teeming with activity there is an expanse of asphalt with one employee man-
ning a booth; where there could be something there is instead not much. But even when
off-street parking is dressed up or hidden—when it is placed underground, or in a struc-
ture that has retail uses at the street level—it is inimical to density. Because land is most
expensive in the CBD, off-street parking is also most expensive there, and constructing
it uses up capital that could otherwise be invested more productively. More important, if
off-street parking is required, as it is in many cities, then it becomes rational for firms to
locate in places where land is less expensive, meaning it becomes rational to locate out-
side the CBD. A parking requirement applied uniformly across a city implicitly discrim-
inates against development in the CBD, because the burden of complying with the
requirement is greater in the CBD than almost anywhere else.
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A TALE OF TWO PARKING REQUIREMENTS

The impact of parking requirements becomes clearer when we compare the parking
requirements of our three cities. New York and San Francisco have strict limits on how
much parking they allow in their CBDs; Los Angeles, however, pursues a diametrically
opposing path—where the other two cities limit off-street parking, LA requires it. This
requirement not only discourages development in downtown Los Angeles relative to
other parts of the region but also distorts how the downtown functions.

Take, for example, the different treatment given by Los Angeles and San Francisco
to their concert halls. For a downtown concert hall, Los Angeles requires, as a minimum,
fifty times more parking than San Francisco allows as its maximum. Thus the San 
Francisco Symphony built its home, Louise Davies Hall, without a parking garage, while
Disney Hall, the new home of the Los Angeles Philharmonic, did not open until seven
years after its parking garage was built. ➢
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Disney Hall’s six-level, 2,188-space underground garage cost $110 million to build
(about $50,000 per space). Financially troubled Los Angeles County, which built the
garage, went into debt to finance it, expecting that parking revenues would repay the 
borrowed money. But the garage was completed in 1996, and Disney Hall—which 
suffered from a budget less grand than its vision—became knotted in delays and didn’t
open until late 2003. During the seven years in between, parking revenue fell far short of
debt payments (few people park in an underground structure if there is nothing above it)
and the county, by that point nearly bankrupt, had to subsidize the garage even as it 
laid off employees. 

The county owns the land beneath Disney Hall, and its lease for the site specifies
that Disney Hall must schedule at least 128 concerts each winter season. Why 128? That’s
the minimum number of concerts that will generate the parking revenue necessary to
pay the debt service on the garage. And in its first year, Disney Hall scheduled exactly
128 concerts. The parking garage, ostensibly designed to serve the Philharmonic, now
has the Philharmonic serving it; the minimum parking requirements have led to a 
minimum concert requirement.

The money spent on parking has altered the hall in other ways, too, shifting its
design toward drivers and away from pedestrians. The presence of a six-story subter-
ranean garage means most concert patrons arrive from underneath, rather than outside,
the hall. The hall’s designers clearly understood this, and so while the hall has a fairly
impressive street entrance, its more magisterial gateway is a vertical one: an “escalator
cascade” that flows up from the parking structure and ends in the foyer. This has 
profound implications for street life. A concertgoer can now drive to Disney Hall, park
beneath it, ride up into it, see a show, and then reverse the whole process—and never 
set foot on a sidewalk in downtown LA. The full experience of an iconic Los Angeles 
building begins and ends in its parking garage, not in the city itself.

Visitors to downtown San Francisco are unlikely to have such a privatized and encap-
sulated experience. When a concert or theater performance lets out in San Francisco,
people stream onto the sidewalks, strolling past the restaurants, bars, bookstores and

Disney Hall
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flower shops that are open and well-lit. For those who have driven, it is a long walk to
their cars, which are probably in a public facility unattached to any specific restaurant or
shop. The presence of open shops and people on the street encourages other people to
be out as well. People want to be on streets with other people, and they avoid streets that
are empty, because empty streets are eerie and menacing. Although the absence of park-
ing requirements does not guarantee a vibrant area, their presence certainly inhibits it.
“The more downtown is broken up and interspersed with parking lots and garages,” Jane
Jacobs argued in 1961, “the duller and deader it becomes … and there is nothing more
repellent than a dead downtown.”

THE DENS ITY OF PARKING

In the end, what sets downtown LA apart from other cities is not its sprawl, or its
human density, but its high human density combined with its high parking density. 
If you took all of the parking spaces in the Los Angeles CBD and spread them horizon-
tally in a surface lot, they would cover 81 percent of the CBD’s land area. We call this
ratio—of parking area to total land area—the “parking coverage rate,” and it is higher in
downtown LA than in any other downtown on earth. In San Francisco, for instance, the
coverage rate is 31 percent, and in New York it is only 18 percent. 

The density of parking depends on both the density of jobs and the number of park-
ing spaces per job. Consider the CBDs of Phoenix, San Francisco, and Los Angeles,
which are roughly the same size. Why does Phoenix, which most people would consider
the most auto-oriented of the three cities, have the lowest parking coverage rate, at 
25 percent? Phoenix has the highest number of parking spaces per job, but also by ➢
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far the fewest jobs. It has a lot of parking for not many people, and for that reason many
commuters to the Phoenix CBD drive alone to work. San Francisco, by contrast, has a lot
of people and very little parking—a function of its ordinances that limit parking spaces.
This helps explain why many commuters to downtown San Francisco walk, carpool, or
ride transit—and contribute to a vibrant CBD by doing so. Although San Francisco has
over eight times as many jobs as Phoenix, its parking coverage rate is only slightly
higher, at 31 percent.

And what about Los Angeles? Downtown LA has more than three times as many
parking spaces as Phoenix, but it also has five times as many jobs. Compared to San 
Francisco, LA has fewer jobs but more than twice as many parking spaces. As a result,
its parking coverage rate, at 81 percent, is higher than both of the other cities combined. 
Los Angeles is both car-oriented and dense; it approaches the human density of San Fran-
cisco but dilutes it with the parking supply of a suburb. Any benefits Los Angeles might
derive from its density are offset by its relentless accommodation of the automobile.

This car-oriented density creates something dif ferent from plain old sprawl. 
Los Angeles is dense and getting denser, but so long as its zoning assumes that almost
every new person will also bring a car—and requires parking for that car—it will never
develop the sort of vital core we associate with older urban centers. The need to house
humans might push toward an increasingly dense center, but the zoning requirement 
to house cars pushes back, sending development outward. With off-street parking
requirements, higher density simply brings more cars and more congestion, as well 
as increased disruptions in the urban fabric, with money directed away from buildings
and toward parking lots. 

CONCLUS ION

“The right to access every building in the city by private motorcar,” Lewis Mumford
wrote in 1961, “in an age when everyone owns such a vehicle, is actually the right to
destroy the city.” Mumford meant not physical destruction, of course, but loss of the
cohesion that can make a CBD more than the sum of its parts. Parking requirements go
a long way toward making downtown LA little more than a group of buildings, each a 
destination in its own right, to be parked at and departed from, and not part of some
larger whole. This missing sense of urbanity—subjective though that term may be—
might explain why people often react with disbelief when they are told LA sprawls less
than New York or San Francisco. 

So what should we do? We could start by admitting that there is such a thing as 
too much parking. So long as we continue to make minimum parking requirements a 
condition of development, we subordinate almost every other function of our cities to the
need for free parking. But free parking—indeed, parking in general—is not what makes
cities great. It doesn’t create Manhattan and it doesn’t make downtown San Francisco.
Urbanists who admire these cities should call for other areas to mimic not simply their
density, but also their willingness to limit rather than require parking. Perhaps the 
simplest and most productive reform of American zoning would be to declare that all
existing off-street parking requirements are maximums rather than minimums. From
that point we could let the market take care of parking, and let city planners take care 
of the many vital issues that really demand their attention. �
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 At least two Commissioners visit the added installation, and 

 The Commission provides the Secretary 15 days to explain why an installation was 
not included in a BRAC recommendation. 

• The Commission shall invite the Secretary of Defense to testify at a public hearing, or a 
closed hearing if classified information is involved, on any of the Commission’s 
proposed changes to the Secretary’s recommendations.   

• Key dates, such as the nomination of members for the Defense Base Closure and 
Realignment Commission, were adjusted. 

• Regarding implementation and reuse of an installation, DoD is authorized no-cost 
conveyances but is directed to seek fair market value, as determined by the Secretary of 
Defense. 

• The Secretary of Defense may implement a closure through privatization in place only if 
that method of realignment or closure is specifically authorized in the Commission’s 
recommendations and is the most cost-effective method of implementation. 

 
BRAC 2005 Organizational Structure 
 
The Secretary of Defense’s November 15, 2002, memorandum, Transformation Through Base 
Realignment and Closure, established a separate governing structure to oversee and operate the 
Department’s BRAC 2005 process.  The following chart illustrates this structure.  
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BRAC Management Structure 
 
The Infrastructure Executive Council (IEC), chaired by the Deputy Secretary of  
Defense, and composed of the Secretaries of the Military Departments and their Chiefs of 
Service, the Chairman of the Joint Chiefs of Staff, and the Under Secretary of Defense 
(Acquisition, Technology & Logistics) (USD (AT&L)), was the policy-making and oversight 
body for the entire BRAC 2005 process.  This group ultimately shaped a coherent package of 
recommendations to present to the Secretary of Defense for his review and approval.  The IEC 
met more than 20 times during the BRAC process. 
 
The subordinate Infrastructure Steering Group (ISG), chaired by the USD(AT&L) and composed 
of the Vice Chairman of the Joint Chiefs of Staff, the Military Department Assistant Secretaries 
for Installations and Environment, the Service Vice Chiefs, and the Deputy Under Secretary of 
Defense (Installations & Environment), oversaw the joint cross-service analyses of common 
business-oriented functions and ensured the integration of that process with the Military 
Departments’ analysis of all other functions.  The ISG met more than 60 times during the BRAC 
process, setting milestones and resolving issues as the analyses unfolded. 
 
 
Joint Cross-Service Groups 
 
To facilitate a robust joint analysis during BRAC 2005, the Secretary of Defense chartered seven 
joint cross-service groups (JCSGs) to make realignment and closure recommendations related to 
common business-oriented support functions.  The JCSGs, each of which had representatives 
from the Military Services, the Office of the Secretary of Defense, and the Joint Staff, were 
chartered as analytical proponents with exclusive authority to make recommendations related to 
assigned support functions.  Each performed a broad, comprehensive review of these functions.  
The final BRAC 2005 package illustrates that these JCSGs generated a significant portion of the 
overall recommendations.  By contrast, during the BRAC 1995 round, joint analytical groups 
simply developed alternatives for consideration by the Military Departments.  Few of these 
suggestions were included in the Secretary’s 1995 recommendations.  
  
The seven joint cross-service groups established for BRAC 2005 were: 
 

• Education and Training (E&T), 
• Headquarters and Support Activities (H&SA), 
• Industrial (IND), 
• Intelligence (INTEL),   
• Medical (MED), 
• Supply and Storage (S&S), and 
• Technical (TECH).  

 
A summary of each JCSG’s analytical process, along with its recommendations, is presented in 
Part 2 of this volume.  Detailed JCSG reports are provided in Volumes VI-XII. 
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The Military Departments 
 
The Military Departments analyzed the remaining Service-unique or operational functions.  A 
summary of each Military Department’s analytical process, along with its recommendations, is in 
Part 2 of this volume.  Detailed Military Department reports are provided in Volumes III-V.  
 
 
Special Joint Teams 
 
During the BRAC analytical effort, the Department formed several teams to facilitate a common 
approach among analytical proponents.  A Joint Action Scenario Team (JAST), chaired by the 
Army, was established to develop and manage the process for conducting joint analyses of 
Military Department-to-Military Department joint basing or joint use opportunities and scenarios 
that were outside the purview of the JCSGs.  This advisory group tracked suggestions for the 
joint basing of operational forces and assisted Military Department analytical groups in assessing 
these opportunities.  
 
The Department also established four Joint Process Action Teams (JPATs).  Each JPAT (named 
for the selection criterion on which it worked) was tasked to develop procedures, analytical tools, 
and databases to facilitate a common analytical approach to the four nonmilitary value selection 
criteria.  JPAT 5 focused on the Cost of Base Realignment Actions (COBRA) model and was 
chaired by the Army.  JPAT 6, Economic Impact, was chaired by the Office of the Secretary of 
Defense; JPAT 7, Community Infrastructure Impact, was chaired by the Air Force; and JPAT 8, 
Environmental Impact, was chaired by the Navy.  The work of each JPAT is discussed later in 
this chapter.       
 
 
Government Accountability Office, Inspector General, and Other Groups 
 
The Government Accountability Office (GAO), the DoD Inspector General, and the audit 
agencies of the Military Departments played a key role in monitoring each phase of the BRAC 
analytical process.  The GAO had full access to the Department’s non-deliberative meetings, 
briefings, proceedings, and analytical work.  The Department provided the GAO the minutes of 
deliberative meetings once they were signed.  This degree of access should assist the GAO in 
rendering its independent assessment of the Department’s BRAC process, as required by Public 
Law 101-510, as amended. 
 
In the latter stages of the BRAC analysis, the Department engaged a small group of executive-
level former government officials.  Called the “Red Team,” this group was asked to provide an 
independent assessment of candidate recommendations.  The team included: 
 

• The Honorable Hansford T. Johnson, General, USAF Retired, former Assistant Secretary 
and Acting Secretary of the Navy and member of the 1993 BRAC Commission; 

• The Honorable Robert B. Pirie, Jr., former Assistant Secretary, Under Secretary, and 
Acting Secretary of the Navy and former Assistant Secretary of Defense; and 
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• General Leon E. Salomon, USA Retired, former Commander of the U.S. Army Materiel 
Command. 

 
The Red Team met with each Military Department and JCSG.  It reviewed candidate 
recommendations, report drafts, and supporting materials.  The team’s insights provided valuable 
feedback and suggestions for improving the quality of the candidate recommendation packages 
relative to the standard by which the Commission may alter the Secretary’s recommendations. 
 
 
Analytical Framework 

 
Public Law 101-510, as amended, requires that the Department base its recommendations on its 
20-year force structure plan, the inventory of installations and facilities provided to the Congress 
in March 2004, and the final BRAC selection criteria.  The Department also established a set of 
overarching BRAC principles to guide the analytical process.   
  
20-Year Force Structure Plan 
 
The Defense Base Closure and Realignment Act of 1990, as amended, required the Department 
to develop a 20-year force structure plan as the basis for its BRAC analysis.  This plan, provided 
previously to Congress, is based on an assessment of probable threats to national security during 
the 20-year period beginning with fiscal year 2005.  It identifies the probable Military 
Department end-strength levels and the major military units needed to meet these threats, along 
with anticipated levels of funding available for national defense purposes during this period.  The 
Military Departments and JCSGs used the force structure plan to guide their analyses and to 
develop candidate recommendations.   
 
As part of the assessment of probable threats to national security, the National Defense 
Authorization Act for 2004 requires the Department to “determine the potential, prudent, [sic] 
surge requirements to meet those threats.”  The Military Departments and JCSGs incorporated 
surge assessments in multiple steps of their analyses.  Each determined the surge capacities 
needed to support the Department’s force structure plan, evaluated the capability of assigned 
installations and facilities to surge, and incorporated these capabilities in their capacity 
assessments.  During the military value analysis, analytical proponents evaluated infrastructure 
supporting their functions within the framework provided by the BRAC selection criteria.  
Criteria 1, “current and future” mission capabilities, and criteria 3, “ability to accommodate 
contingency, mobilization, surge, and future total force requirements,” capture the concept of 
surge.  By appropriately weighting criteria attributes and metrics, Military Departments and 
JCSGs ensured that surge was appropriately reflected in military value analyses.  Finally, during 
scenario analysis, proponents analyzed alternative infrastructure configurations within the 
context of the force structure plan and selection criteria.  This analysis provided another 
opportunity to fully consider surge since it incorporated surge considerations made during the 
evaluation of capabilities necessary to support the force structure and capacity and military 
analyses.  Policy Memorandum 7, Appendix E, provides additional information on the 
Department’s approach to evaluating surge requirements 
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The classified force structure plan is Volume II of this report.  An unclassified discussion of the 
force structure plan is included in Chapter 2 of this volume. 
 
BRAC 2005 Selection Criteria  
 
The BRAC 2005 statute directed the Department to provide draft selection criteria to the 
Congress and the public for a period of review and comment before final criteria could be 
adopted and applied in the BRAC analytical process.  On December 23, 2003, the Secretary of 
Defense provided the Congress draft criteria and published them in the Federal Register for 
public comment.  Following review of these comments, the Secretary published final criteria on 
February 12, 2004.  The Congress later amended and codified these criteria in the National 
Defense Authorization Act for FY 2005.  The final BRAC 2005 Selection Criteria follow: 
 

Military Value  
 

(1) The current and future mission capabilities and the impact on operational readiness of 
the total force of the Department of Defense, including the impact on joint warfighting, 
training, and readiness. 

 
(2) The availability and condition of land, facilities, and associated airspace (including 
training areas suitable for maneuver by ground, naval, or air forces throughout a diversity 
of climate and terrain areas and staging areas for the use of the Armed Forces in 
homeland defense missions) at both existing and potential receiving locations. 

 
(3) The ability to accommodate contingency, mobilization, surge, and future total force 
requirements at both existing and potential receiving locations to support operations and 
training. 

 
(4) The cost of operations and the manpower implications. 

 
Other Considerations 
 

(5) The extent and timing of potential costs and savings, including the number of years, 
beginning with the date of completion of the closure or realignment, for the savings to 
exceed the costs. 

 
(6) The economic impact on existing communities in the vicinity of military installations. 

 
(7) The ability of the infrastructure of both the existing and potential receiving 
communities to support forces, missions, and personnel. 

 
(8) The environmental impact, including the impact of costs related to potential 
environmental restoration, waste management, and environmental compliance activities. 
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Installation Inventory    
 
As required by Public Law 101-510, as amended, the Department submitted its inventory of 
military installations and facilities to the Congress in March 2004.  The Department derived the 
inventory of owned facilities from the DoD’s Facilities Assessment Database (FAD), a resource 
updated annually from the real property records of the Military Departments.  The Department 
owns more than 520,000 facilities (buildings and structures), of which about 87 percent are in the 
United States and territories.  These real property records provided the basis for determining 
facilities subject to BRAC analysis.      
 
BRAC Principles 
 
To assist in the development of scenarios for base realignment or closures, the Department 
established the following BRAC principles.  Policy Memorandum 2, Appendix E, provides 
additional information on the development of these principles. 
 

• Recruit and Train.  The Department must attract, develop, and retain active, reserve, 
civilian, and contractor personnel who are highly skilled and educated and have access to 
effective, diverse, and sustainable training space to ensure current and future readiness, to 
support advances in technology, and to respond to anticipated developments in joint and 
Service doctrine and tactics. 

 
• Quality of Life. The Department must provide a quality of life, including a quality of 

workplace, that supports recruitment, learning, and training and enhances retention. 
 

• Organize.  The Department needs its force structure organized, equipped, and located to 
match the demands of the National Military Strategy.  These forces must be effectively 
and efficiently supported by properly aligned headquarters and other DoD organizations 
and take advantage of opportunities for joint basing. 

 
• Equip.  The Department needs to retain, or make available within the private sector, 

research, development, acquisition, test, and evaluation capabilities.  These functions 
must efficiently and effectively place superior technology in the hands of the warfighter 
to meet current and future threats and facilitate knowledge-enabled and net-centric 
warfare. 
 

• Supply, Service, and Maintain.  The Department needs access to logistical and 
industrial infrastructure capabilities that are optimally integrated into a skilled and cost-
efficient national industrial base that provides agile and responsive global support to 
operational forces. 
 

• Deploy & Employ (Operational).  The Department needs secure installations that are 
optimally located for mission accomplishment (including homeland defense); that 
support power projection, rapid deployment, and expeditionary force requirements for 
reach-back capability; that sustain the capability to mobilize and surge; and that ensure 
strategic redundancy. 
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• Intelligence.  The Department needs intelligence capabilities to support the National 

Military Strategy by delivering predictive analyses, warning of impending crises, 
providing persistent surveillance of our most critical targets, and achieving horizontal 
integration of networks and databases. 

 
 
Analytical Process 
 
During the BRAC 2005 process, the Military Departments and JCSGs followed a series of 
related, but separate analyses.  These basic steps were capacity analysis, military value analysis, 
scenario development, and scenario analysis.  Using these analytical elements, each proponent 
tailored its procedures to analyze its assigned installations and activities. The chart below 
provides a summary of this process. 
 

 
Capacity Analysis 
 
To maximize warfighting capabilities and the efficiency of the current domestic infrastructure, 
each Military Department and JCSG began its analysis by determining the capacity of the 
installations and activities within its purview.  The intent of this analysis was to develop a 
comprehensive inventory based upon certified data that included both physical capacity 
(buildings, runways, maneuver acres, etc.) and operational capacity (workload or throughput).  
Each proponent prepared a comprehensive capacity data call to meet its requirements.  The 
groups’ task was to determine which bases and sites performed each function, how the physical 
and operational capacity at those installations was being used, whether surge capabilities would 
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meet contingency needs, and the maximum potential capacity at each location.  Once the data 
call questions were completed, they were forwarded to the field by the Military Departments and 
Defense Agencies.  Each group evaluated capacity analysis responses to identify opportunities 
for efficiency and effectiveness. 
 
Military Value Analysis (Criteria 1-4) 
 
As required by statute, the military value of an installation or activity was the primary 
consideration in developing the Department’s recommendations for base realignments and 
closures.  The Department determined that military value had two components:  a quantitative 
component and a qualitative component.  The qualitative component is the exercise of military 
judgment and experience to ensure rational application of the criteria.  This component is 
discussed further in the context of scenario analysis.  The quantitative component, explained in 
greater detail below, assigns attributes, metrics, and weights to the selection criteria to arrive at a 
relative scoring of facilities within assigned functions.   
 
To arrive at a quantitative military value score, the proponents began by identifying attributes, or 
characteristics, for each criterion.  The proponents then weighted attributes to reflect their 
relative importance based upon things such as their military judgment or experience, the 
Secretary of Defense’s transformational guidance, and BRAC principles.  A set of metrics was 
subsequently developed to measure these attributes.  These were also weighted to reflect relative 
importance, again using, for example, military judgment, transformational guidance, and BRAC 
principles.  Once attributes had been identified and weighted, the proponent developed questions 
for use in military value data calls.  If more than one question was required to assess a given 
metric, these were also weighted.  Each analytical proponent prepared a scoring plan, and data 
call questions were forwarded to the field.  These plans established how answers to data call 
questions were to be evaluated and scored.  With the scoring plans in place, the Military 
Departments and JCSGs completed their military value data calls.  These were then forwarded to 
the field by the Military Departments and Defense Agencies.  The analytical proponents input 
the certified data responses into the scoring plans to arrive at a numerical score and a relative 
quantitative military value ranking of facilities/installations against their peers.    
 
Scenario Development 
 
With capacity and military value analyses complete, the Military Departments and JCSGs then 
began an iterative process to identify potential closure and realignment scenarios.  These 
scenarios were developed using either a data-driven optimization model or strategy-driven 
approaches.  Each approach relied heavily on the military judgment and experience of analytical 
proponents. 
 
The optimization models used by proponents incorporated capacity and military value analysis 
results and force structure capabilities to identify scenarios that maximized military value and 
minimized the amount of capacity retained.  These models were also used to explore options that 
minimized the number of sites required to accommodate a particular function or maximized 
potential savings.  As data results were analyzed, additional scenario options were evaluated.   
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A second, equally valid methodology of generating scenarios for analysis was driven by 
overarching Military Department or JCSG strategy.  For example, the Headquarters and Support 
Activities JCSG identified a strategy objective that would reduce the number of single-function 
administrative installations.  Scenarios identified by this method were verified against data 
collected in earlier capacity and military value analyses.  Regardless of the initial approach to 
scenario development, qualitative or quantitative, all scenario proposals were refined through 
further analysis.     
 
Scenario Analysis 
 
During scenario analysis, proponents evaluated scenarios against selection criteria 5-8 and also 
looked again at military value, criteria 1-4.  The overall scenario analysis process was 
characterized by an effort to identify options that best support force structure capabilities; 
enhance military value; provide, in the aggregate, significant infrastructure and/or cost savings; 
and are not limited by negative community, economic, or environmental consequences. 
 
For the second look at military value, each scenario was evaluated against the military value 
ranking discussed previously to assess how the scenario compared to the quantitative assessment 
of military value (i.e., does the scenario favor a location with higher quantitative military value 
over a location with lower quantitative military value).  Decision makers also applied their 
military judgment and experience to assess the overall military value of the proposal.  Once the 
decision makers determined that the scenario was consistent with or enhanced military value, 
they proceeded to evaluate the scenario against the remaining selection criteria, as further 
explained below. 
 
Determining Payback (Criterion 5) 
 
Selection Criterion 5 requires the Department to consider the “extent and timing of potential 
costs and savings, including the number of years, beginning with the date of completion of the 
closure or realignment, for the savings to exceed the costs.”  The analytical groups used the 
COBRA model to calculate estimated costs and savings associated with various alternatives.  
This model was used in previous BRAC analyses and was updated by JPAT 5.  
 
Although the COBRA model is simply an estimating tool, its principal strength is the uniform 
approach it applies to all competing scenarios.  Its cost and savings estimates are not “budget 
quality,” but COBRA’s consistent methodology ensures that the financial implications of each 
competing scenario are analyzed in a uniform manner.  The GAO has consistently cited the use 
of the COBRA model as effective for estimating costs and savings.  In general, COBRA-
generated cost and savings estimates tended to prove conservative once more discrete, budget-
quality assessments were accomplished early in the BRAC implementation phase. 
 
Section 2913(d) of the Defense Base Closure and Realignment Act of 1990, as amended, 
requires the Department’s cost and savings criteria to “take into account the effect of the 
proposed closure or realignment on the costs of any other activity of the Department of Defense 
or any other Federal agency that may be required to assume responsibility for activities at the 
military installations.”  By estimating the costs and savings to the Department of Defense 
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associated with a proposed closure or realignment action, the COBRA model takes into account 
the effect of the proposed closure or realignment action on the costs of all DoD activities, 
satisfying the requirements of Section 2913(d) with respect to activities of the Department of 
Defense.   
 
With respect to determining the effect of the proposed action on the costs of “any other Federal 
agency that may be required to assume responsibility for activities” at a closing or realigning 
installation, the COBRA model is insufficient because it does not include estimates of non-DoD 
entity costs or savings.  Furthermore, independently estimating the costs and savings to these 
agencies may be inadequate because such information is outside the control of the Department 
and therefore any effort to estimate these costs would be highly speculative.  Additionally, the 
non-DoD agency may choose to relocate rather than remain and assume base operating 
responsibilities, potentially achieving savings that would skew any DoD cost estimates.  
Consequently, the Department cannot rely on the COBRA model or undertake independent 
estimates of the costs and savings to these agencies in order to take into account the effect on 
these costs and satisfy the requirements of Section 2913(d) with respect to non-DoD Federal 
agencies.   

 
In order to satisfy the requirements of Section 2913(d) with respect to non-DoD Federal 
agencies, when a scenario directly impacted a non-DoD Federal agency, the scenario proponent 
assumed that such agency will be required to assume responsibility for base operating activities 
on the military installation.  The scenario proponent further assumed that because such agency 
will be required to assume base operating responsibilities it did not have before the proposed 
action, the effect of the action will be to increase that agency’s costs.  The scenario proponent 
documented these effects for consideration by decisionmakers.   
 
Policy Memorandum 3, Appendix E, provides additional information on the Department’s 
approach to considering the costs and savings of its recommendations. 
 
Determining Economic Impact (Criterion 6) 
 
Selection criterion 6 requires the Department to consider the “economic impact on existing 
communities in the vicinity of military installations.”  The Department used a certified database 
and calculator developed by JPAT 6 to assess the economic impact of closures and realignments 
on communities.  The calculator, called the Economic Impact Tool (EIT), measured the total 
potential job change (direct and indirect) in the economic area or region of influence (ROI) of a 
scenario, and the total potential job change as a percentage of total employment in that region.   
 
To assist in assessing the relative economic impact of a scenario, the EIT also displayed the: 

• population and employment of the region of influence, 
• installation’s authorized manpower, 
• authorized manpower as a percentage of the region’s employment, 
• total job change (the sum of the estimated direct and indirect job changes), and  
• total job change as a percentage of the region’s employment.   
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Additionally, the EIT provided graphs displaying the total employment from 1988-2002, the 
annual unemployment rates from 1990-2003, and the per capita income during 1988-2002 for 
each region of influence.  These graphs provided users a basis for assessing the relative impact a 
scenario might have on a local community’s economy.  Policy Memorandum 6, Appendix E, 
provides additional information on the Department’s approach to evaluating economic impact. 

As the Department finalized its recommendations, decision makers reviewed the aggregate 
economic impacts to understand how all the actions encompassed in the BRAC 05 
recommendation package might affect a given ROI.   
 
Assessing Community Infrastructure (Criterion 7) 
 
Selection Criterion 7 requires the Department to consider the “ability of the infrastructure of both 
the existing and potential receiving communities to support forces, missions, and personnel.” 
Using procedures that JPAT 7 developed, the Military Departments and JCSGs examined the 
ability of both the existing and potential receiving communities’ infrastructure to support forces, 
missions, and personnel.  The process required the evaluation of 10 key community attributes--
demographics, childcare, cost of living, education, employment, housing, medical care, 
safety/crime, transportation, and utilities.  JPAT 7 created databases on each military installation 
for the Military Department and JCSG assessments.  Policy Memorandum 4, Appendix E, 
provides additional information on the Department’s approach to evaluating Community Impact. 

  
As the Department finalized its recommendations, decision makers reviewed the aggregate of all 
recommendations in a community to assess the ability of the communities to support missions, 
forces, and personnel.   
   
Determining Environmental Impact (Criterion 8) 
 
Selection Criterion 8 requires the Department to consider the “environmental impact, including 
the impact of costs related to potential environmental restoration, waste management, and 
environmental compliance activities.”   To assist the Military Departments and JCSGs in 
assessing these impacts, JPAT 8 obtained environmental data from all DoD installations and 
provided procedural instructions on a range of environmental assessment issues.   
 
Environmental Resources Impact  To assess and consider the environmental resource impacts 
of different scenarios, JPAT 8 identified 10 environmental resource areas for consideration: air 
quality; cultural/archeological/tribal resources; dredging; land use constraints/sensitive resource 
areas; marine mammals/marine resources/marine sanctuaries; noise; threatened and endangered 
species/critical habitat; waste management; water resources; and wetlands.  The Military 
Departments and the Defense Logistics Agency (DLA) arrayed environmental data on these 
resource areas for each of their installations in an environmental profile.  The profiles also noted 
the Fiscal Year 2003 estimate of the costs to complete restoration of sites managed under the 
Defense Environmental Restoration Account (DERA). 
 
Analytical groups used these profiles to assess each scenario.  When a scenario appeared to merit 
additional review, the proponent requested a Summary of Scenario Environmental Impacts to 
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evaluate impacts in the 10 environmental resource areas and identify any one-time waste 
management and compliance costs.  The Military Departments and JCSGs then evaluated their 
scenarios in light of any identified impacts.  
 
Impact of Potential Environmental Restoration Costs.  The Department considered the 
impact of costs related to potential environmental restoration through the review of certified data 
on preexisting environmental restoration projects at installations that were identified during 
scenario development as candidates for closure or realignment. In this regard, the certified data 
considered by the Military Departments and JCSGs included the Fiscal Year 2003 estimate of 
costs to complete for Installation Restoration (IR) sites managed and reported under the DERA.  
 
Under DERA, the costs are generally calculated on a “clean-to-current-use” standard. The cost of 
environmental restoration did not dictate any installation closure decision.  The presence of 
DERA-managed sites, however, was considered as a land use constraint for installations 
receiving missions as a result of a potential realignment decision.  
 
Since the Department is legally obligated to perform environmental restoration whether a base is 
closed, realigned, or remains open, proponents did not consider environmental restoration costs 
in their payback calculations.  Moreover the consideration of such costs could provide a perverse 
incentive that would reward (through retention) polluted sites and close clean sites.  This 
approach was consistent with procedures used in prior BRAC rounds and responds to the 
Government Accountability Office (GAO) concerns.  The GAO has stated that determining final 
restoration costs could be problematic before a closure decision, since neither reuse plans nor 
studies to identify related restoration requirements would have been initiated.  
 
Impact of Potential Waste Management and Environmental Compliance Cost.   Any one-
time waste management and compliance costs associated with closing a facility  (e.g., costs 
generated as the result of operation permit termination requirements) or similar one-time costs 
associated with realignment actions (expanding treatment or compliance operation permits) were 
also identified for inclusion in the payback calculations. 
 
In addition to this overall effort to create environmental profiles of each installation that address 
major issues, the groups also asked scenario-specific questions about environmental issues at 
gaining and losing bases.  The results are incorporated in their recommendations and 
justifications. 
 
It should be noted that the process for applying criterion 8 did not include an environmental 
assessment or impact study under the National Environmental Policy Act of 1969 (42 USC 4321 
et seq.) (NEPA).  Under the BRAC statute (Section 2905(c) of the Defense Base Closure and 
Realignment Act of 1990, as amended through the FY05 Authorization Act), the NEPA process 
is not triggered until the implementation of the BRAC recommendations.  Rather, the 
environmental part of the BRAC process was an effort to efficiently package and analyze the 
certified environmental data, thus making it easily accessible to the Military Departments and 
JCSGs for integration into their analytical processes.  Policy Memoranda 4 and 8, Appendix E, 
provide additional information on the Department’s approach to evaluating environmental 
impact.   
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As the Department finalized its recommendations, decisionmakers reviewed the summary of 
aggregate environmental impacts for each affected installation to assess whether the combination 
of all the actions encompassed in the BRAC 2005 recommendation package might generate 
environmental concerns that would need further review.   
  
Integrating Military Department and JCSG Recommendations 
 
In the final stages of the scenario analysis process, using its analysis against all eight selection 
criteria, each analytical proponent deliberated and decided which of its scenarios to recommend 
to the ISG and IEC for approval.  Any scenario so recommended became a candidate 
recommendation.   
 
After the ISG and IEC completed their review and approval of individual candidate 
recommendations, the Department conducted a process of integration.  Integration involved 
allocating costs and savings among candidate recommendations and combining multiple 
candidate recommendations into a single candidate recommendation where that would produce a 
complete closure or would make functional or strategic sense.   All newly combined 
recommendations were then evaluated against selection criteria 5-8, as described above.   
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This paper describes: 

• Why security issues need to be recognized in everyday operations 

planning. 

• How terrorism has been with us all along, but was overlooked or 

dismissed in the past as happening somewhere else. 

• Most attacks are against easily accessed sites, so operations 

planners must deal with security concerns at sites where security 

has been tightened. 

• Designating turnback or bypass routes in advance makes it easier to 

handle disruptions. 

• A choice of strategies available for serving secure facilities. 

• Concerns of facility security officials. 

• Public spaces being developed to take security into account. 

• The importance of excellent day-to-day work that reduces the flow 

of petro-dollars to terrorists and makes for a reliable and robust 

transportation service. 

As many of you know, APTA has suggested this topic for two years in a row.  It’s an 

important theme and it is appropriate for someone from Denver to cover it.   We 

were once known as the “second capitol city” of the United States for the number of 

Federal facilities in our district.  This has been diluted somewhat in recent years, but 
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we still host 

activities of 

every branch 

of 

government, 

and some are 

high profile or 

potentially 

high profile 

sites.  

Colorado is 

also home for 

important 

defense 

contractors 

and scientific 

and 

engineering 

firms. 

Our bus routes 

serve these 

entities in a 

variety of 

ways, but in 

addition to 

those planning 

issues with which

that I might know

of a certain age c

 

Throughout much of the 19th and the entire 20th Century, Americans experienced 
what would now be classed as terror attacks.  However, in the media of the time, they 
were usually “someplace else” and not as important as local news.  Minimal 
preparations were made for dealing with the issue, because it was “not happening 
here.” Lead headline in the Night Sports Final edition involved plans for what was to 
become the home of the Portland Trailblazers basketball team.
 we are so familiar, I sat down and penciled out some of the ways 

 something about terrorism.  It is remarkable how quickly anyone 

an fill up a sheet of paper with notes on the many ways in which 
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they have been affected by angry 

people with weapons and a craving for 

attention, even though some may not 

feel their experiences were as direct 

and dangerous as those of others. 

Into the 1960’s, news moved at the speed of 
typewriters, over pounding Teletype printers 
and through an ocean of copy paper. 
 
(Left: In the morgue at the now-vanished 
Oregon Journal.) 
 
Until the end of that decade, terrorists seeking 
publicity, as compared to those trying to 
achieve a quasi-military objective, strove for 
headlines, but given the slow movement of 
graphic images, their attacks were often buried 
in the daily flow of words.  London bus 
bombings by the IRA belonged to that era, as 
did the random attack “buried” below. 

You’re going 

to be spared 

the whole 

list, but 

there are 

some 

common 

threads that 

I noticed in 

going over 

it.  Most of 

the places 

attacked 

were public 
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facilities or in unguarded areas.  The first one on my list was a bomb set off on April 

15, 1955 in the Meier & Frank Co. department store in my home town of Portland, 

by an extortionist named William Clarence Peddicord.  I can remember the mess in 

the streets and the boarded up store windows.  In the style of the time, the dailies 

nicknamed him the “Blind Bomber” – he was blind – he was caught, jailed, and 

forgotten.  His politics were limited to having a grudge against the store, but the rest 

of the events that I listed were also carried out by people who felt that creating fear 

and disruption was the only way that they could call attention to their cause. 

 

Newsreel cameras were the standard television image-gathering tool in 1970, as pre-schoolers walk past 
media personnel setting up for a diplomatic meeting in Berlin.  Film would be rushed through processing, 
flown to Frankfurt and put on a TWA jet to news rooms in New York.  A terrorist attack would likely 
have been second to other stories on U.S. news programs, and only a few minutes of film footage would 
have been available on the following day. 

Thirteen months after this photo was snapped, new-style German terrorists published a manifesto titled 
“Concept of the Urban Guerilla” and launched a media-attracting attack on the German Federal Republic 
government and Allied military forces in Germany, complete with a marketing visual identity program. 

Today’s media-savvy terrorists have learned that a highly visual event will gain much air time, especially 
if a sense of around-the-clock urgency can be created.  In turn, modern security measures would likely 
prevent this relaxed convergence of kids and world affairs and the bus might be detoured. 
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All of them had the goal of obtaining publicity for one cause or another, some of 

them planned with the thought that they would influence government policies, but 

most interestingly, in the long run they accomplished nothing.  The information on 

the Portland bombing was in the local library, but it is hard to find a Portlander who 

can remember anything about this. 

This creates a problem—even though this type of crime has been with us for a long 

time, we have a tendency to push it aside.  A bomb at the same location today 

would disrupt light rail service. 

Some of us were kids when the Portland bombing occurred, but now as adults we 

are in responsible positions and we have to think about things like that.  No one in 

1955 expected that kind of bombing, but the Portland Traction Company officials of 

the time had been through the planning for a Japanese attack, and their network 

had a number of planned turnback points that aided in dealing with drawbridge 

delays, so I am sure they handled it.  We will hear about planning for an emergency 

response in the following presentation. 

So, you may ask, what might I do about this continuing risk in my property?  We 

might agree that as citizens of our respective countries there are some things that 

we can do, in some properties we may participate in emergency response plans, but 

what about in our daily work? 

Service planners are often called upon to integrate the work of the various 

departments of transportation firms or agencies with which they work.  

Increased interest in security considerations is a new factor for many, but 

it cannot simply be delegated to a security department and then ignored. 

Today I will outline some of the factors involved in service planning 

security matters and also identify some service benefits that may be 

overlooked.  The areas that I will cover are: 

• Service design at secure facilities 
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• Planning the ability to recover from disruptions 

• Facility designs with security in mind. 

While it is rare that a security threat gives warning of itself with specifics, there are 

certain principles that identify the likely issues.  In our business – a business that in 

general cannot by its nature be restricted against public access -- some types of 

locations must be identified as priorities for security concerns. 

Experience in Denver, Colorado offers lessons.  The most obvious homeland security 

issue confronting service planners comes when a bus driver is suddenly confronted 

with a closed gate during an alert or due to a change in policies at a site.  It is not a 

new phenomenon.  How might we cope with that? 

We have not always followed a rigorous process, but there is a logical way to tackle 

this problem and I will describe it: 

• First of all, is this site one that is worth the deviations, restricted speeds, gate 

inspection delays, etc. that are associated with entering a secure facility?  And 

on the other side of that coin, put yourself in the shoes of the security people 

at the facility.  Does their facility draw employees or dependents or visitors 

who might be likely to use public transportation? 

• If the answer to these is ‘no’ then you have the same issues and decisions to 

make as in any low-density area where service might remain on a nearby 

arterial.  That is how the RTD dealt for two generations with the Rocky Flats 

plant that built triggers for nuclear bombs.  This was at a remote location, 

with unlimited parking, and well paid employees whose worksites were 

scattered through the complex.  It was not transit-oriented development. 

• There is a complicated subset of the ‘no’ response.  That is when you have 

information that justifies service from a market standpoint and when you have 

reason to believe that the security or facilities manager is not reflecting the 
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needs of the potential customers or is not really contributing to meeting the 

mission of that facility.  Most of the mid-level security people reflect the 

ordinary cross-section of views about public transportation, and so an 

individual may be making decisions based on stereotypes about transit riders.  

If that is the case, your potential customers are the ones who need to contact 

their leadership and ask for reviews at higher levels.  In the nature of 

property access negotiations, we usually are dealing with mid-level people, 

and some issues need to be dealt with instead by those who have the whole 

picture for their facility in mind.  Employees or dependents who need your 

service are the ones who can articulate the need in terms of accomplishing 

their mission. 

•  So now we are at the point of deciding what the service design might be.  

The traditional way of handling access inside a large military base or secure 

industrial facility has been to operate a separate shuttle route inside the 

secure area.  The transit system vehicles and operators remain outside of the 

fence or just inside it, and customers walk through.  This is how our corporate 

ancestor, the Denver Tramway Company, served Lowry Army Air Corps Field 

in World War II.  The problem with that approach today is the use of military 

resources in the present all-volunteer military.  Some of you may have noted 

the article in Passenger Transport [16 Jun 03] that described an alternative 

approach:  the Hampton Roads Transit system is operating a free shuttle 

route inside the Norfolk Naval Station.   Eighty percent of the cost is covered 

by a CMAQ grant.  This keeps their line-haul service out of security delays and 

still deals with the needs of their customers. 

• The Norfolk approach makes sense when we are serving a sprawling facility 

with activity around the clock.  What about “white collar” facilities, such as 

Buckley Air Force Base in Aurora, Colorado?  This base has a small commuter 

market and it has a Base Exchange that attracts trips by military dependents 

and retirees in our metro area.  It is located in a site that makes it a logical 
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terminal for Local Route 10, and so the bus goes into the facility.  Because the 

route terminates there, it is relatively simple to determine whether the people 

or items on the bus should be admitted.  If there is a high security alert and 

access is denied, turning buses around will not affect many other customers.  

Here is where the service recovery aspect comes into play:  our route has 

designated short turns on it that can be used if the end of the line is 

unavailable.  If that were not the case, we would designate a turnback route 

and put it into information for drivers, Dispatch and the public.  The Denver 

Water Board’s headquarters and maintenance center is handled that way on 

Local Route 7. 

 

Denver’s Rte 7 serves the Water Board 
headquarters and maintenance center.  The 
facility is closed to access on some municipal 
holidays when buses are on weekday 
schedules.  It may also be closed in an 
emergency. 
 
Map is an excerpt from the public timetables 
and the bus operators’ route map.  A turn list 
is also provided for the turnback loop in the 
operators’ manual. 

• We have a third level of access in secure facilities, a method that absolutely 

requires planning beyond that of a regular route.  In Lakewood, Colorado 

there’s a World War II Remington Arms manufacturing facility that was 

revamped by the General Services Administration to offer office space in a 

semi-secure environment.  The public is welcomed to it on business that 

includes – for example -- the planners’ favorite: the USGS map store.  It also 
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has Federal activities that are involved in controversies and it has activities 

that rely on expensive technical equipment that could be targeted for 

anything from criminal to domestic to international terrorism.  Most of the 

transit market at this location is commuters on conventional work hours, with 

a small number of the general public visiting through the business day.  We 

serve this facility with three through routes, in addition to two routes that 

terminate inside.  On weekends and during security alerts, only one gate is 

open, which would make a through bus run unacceptable to other customers 

and unworkable for us.  Therefore, we have taken several steps: 

o Each of the through routes has been designed so that the alternative 

route makes little difference in running time, so that the disruption 

does not carry into the rest of the route. 

o Each of the through routes has an alternative route designated right in 

the public timetable map and in the bus operators’ guidebook.  The 

description of the alternate is that it is used “when the Federal Center 

is closed” but that is broad enough to cover security alerts. 

o Because the alternate route is used on weekends, we have a built-in 

check on the back-up.  One problem with a turnback loop or alternate 

route only used in emergencies is that it may not be functional when 

that emergency comes.  It is the transit equivalent of the back-up 

generator that fails to start automatically in a power failure.  The best 

way to beat that problem is to use the loop for some regular purpose.  

If there is no good reason to use it regularly, then before republishing 

system information, it is a good idea to go over loop bus routes in a 

car. 

o On a rail or trolley coach line, ask if alternate turnback loops have been 

tested.  Your Training Department could check those out in the process 

of doing training runs.  This might sound mundane, but I remember at 
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another phase in my career standing at a jammed intersection looking 

at a bus that had high-centered -- broadside to traffic -- on a median 

that had been extended across our old turnback loop.  It still had the 

trolley overhead in service above it, and the operator had just followed 

instructions from Control to turn around there.  It is almost a rule that 

in disasters, natural or terrorist-caused, some secondary accidents 

divert resources or create additional problems.  After that incident, I 

made a habit of checking on the status of the system and trying to 

keep our maps up to date. 

 

RTD’s Rte 100 
runs through the 
Federal Center in 
Lakewood, 
Colorado.  Maps 
showing alternate 
are included in 
public timetables 
and operator 
information.  Latter 
also includes turn 
list for the bypass 
route on W. Sixth. 

 So, now we have made arrangements with the facility managers to run the 

bus through their secure site, set up clear alternatives as to what to do if they 

cannot, made sure that we have a workable turnback route, and there is one 

more thing for a smoothly functioning through route: 

o Bus operators are instructed to announce that passengers on the bus 

are subject to inspection when they ride through the Federal Center.  

We have had some debate with one customer about when this 

announcement should be made, but in general this has worked out 

when it is made shortly before entering the facility. 
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We did have a through operation which experienced more problems.  At 

Lowry Air Force Base, we were permitted to run through the facility, providing 

local access to a variety of attractions.  However, the alternative routing if the 

base was closed was not published and it caused schedule adherence 

problems when used.  When the Air Force was able to, they put on Air Police 

to ride the buses through the base, but that put a burden on them.  This 

could have been cured by restructuring the route, but by the time the issue 

became a frequent problem, the Air Force had decided to dispose of the base.  

Today its former route structure works well with some alterations to fit the 

new situation. 

This segues nicely into the last of the points that we are reviewing today. I have 

talked about some of the short-run service design issues.  Over the long run it is 

important to take homeland security issues into account in the design of new 

facilities or the renovation of old ones. 

The General Services Administration proposes to redesign the Federal Center in 

Lakewood.  In cooperation with our planning for the West Corridor Light Rail line, 

they designed a reduced secure area that would encourage walk access from the 

LRT station and local buses outside of the new fence.  Reducing the perimeter of 

their secure area will save them operating expenses, while at the same time moving 

some Federal functions into conventional office space in the open area will make 

them more accessible to their customers. 

Public spaces at the entry are to include security features that will be less obtrusive 

than the current World War II vintage set-up.  Some of the GSA’s decisions will 

depend on the outcome of our public’s vote on expansion of the RTD’s network in 

November, but we have already participated in design workshops with the GSA in 

respect to Downtown Denver court facilities.  Some of the courthouse principles will 

apply at the Federal Center. 
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Briefly, I will go over some of the design features that are now being considered for 

public spaces.  Some of these were developed in the GSA workshop in Denver, 

others are based on some field work on this subject that I did in Denver and in The 

Hague. 

 

 

Older Federal facilities are being remodeled.  Timothy McVeigh trial for the Oklahoma City bombing 
was held in this 1960’s courthouse, now being renovated with security a consideration. 

• Most importantly, the same considerations that reduce the risk of “ordinary” 

crime in public spaces will help in reducing the risk of a space being the scene 

of a terrorist attack.  Public spaces that are routinely under the eyes of 

passers-by or police officers or office workers who might climb a stairway that 

offers a view of a plaza are safer places for that.  As with the work on 

planning and maintaining turnback locations, you’ll find that there can be 

everyday benefits from the attention given to security. 

• In the U.S. and Canada, government buildings used to imitate European 

designs that put their main level a half floor up from the street and some 

were set back from the street.  Those are tough to bring into compliance with 
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the codes that now cover building access, but it turns out that they had an 

advantage in terms of security.   In the 1950’s and 1960’s, government 

buildings were put up that were level with the street and often built right up 

to the property line in urban settings, and these are easy targets.  As we are 

learning now, a slightly raised floor level and the resulting long run for a 

gentle approach for a wheelchair ramp may also provide the logical visual 

reason for a wall or landscaped edge on a more secure office site.  That wall 

or landscaped edge can be planned as a bus stop. 

• We have learned that bus stops may be considered a plus or minus.  Where 

they fit into a location as I just described, the people planning more secure 

buildings will find that they fit in well.  The main concern that we have heard 

expressed involves access points to the secure facilities, at which an adjacent 

bus stop may provide a cover for someone waiting to commit a terrorist act.  

Yes, this sounds like the usual sort of excuse for moving a bus stop, but 

consider that the possibilities in front of us include a spill-over of narco-

terrorism, that attacks on judges or law enforcement figures have been a part 

of that, and that overseas terrorist groups a generation ago targeted judges in 

Western Europe. 

 

 

New Federal Courthouse in Denver returns to the old style, standing on a raised platform with a
low wall around it.  Bus stop on this corner was relocated to midblock at a driveway. 
13



 

The midblock location had conflicts with 
metered spaces and with parking by service 
vehicles.  However, it was able to utilize the 
“no parking” space as part of the bus stop, so 
that wheelchair passengers could be served. 
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The effort to work out a satisfactory 
bus stop at this sensitive location 
continues. 
 
After it was determined that the 
midblock location described in the 
previous photograph placed waiting 
passengers at a location close to the 
secure entrance, the stop was moved 
by a General Services Administration 
crew to this location. 
 
The RTD stop flag was piggybacked 
onto an existing City and County of 
Denver pole, and the City’s steel bench 
was moved to the site shown here. 
 
This location is not visible to bus 
drivers when vehicles are parked at the 
meters, and it does not work for 
customers in wheelchairs.  The next 
logical bus zone location, farside, is in 
a high potential site for illegal parking 
– next to the door of the main postal 
station. 

 

•  In looking at the design of public buildings and spaces, there also is an 

opportunity to review functions that are to be performed, consider them in 

light of security issues, and then design in ways that will accomplish security 

objectives without disappointing us architecturally.  For example, the new 

Federal courthouse in Denver has a visitor screening area that is offset from 

the main building.  It does not look like a guardhouse – it’s not separate from 

the main court building as in several world-significance sites that I visited in 

The Hague – but it is not a critical part of the building structure.  On a simpler 

scale, the new City and County of Denver office building has old-fashioned 

wide entrances, which offer space for security inspections of visitors. 
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So, we’ve gone through a survey of everyday ways in which homeland security 

issues touch on our work.  We know that this is not a new problem, but it still leaves 

a nagging feeling that there is something else that we should be doing. 

 

This customer wants to use transit, but has a personal auto.  Confronted by an out-of-order municipal 
elevator at a transit station, will she drive next time, contributing to funding terrorists? 

 

 

When we step back and look at the whole picture, there is something very important 

that we can do.  Although terrorist attacks have been part of the social landscape for 

generations, the biggest current threat comes from people who are financed with 

our oil money.  In the long run, work that you do every day to provide useful and 

efficient transportation service is important. 

###
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Personal Background 

Robert Rynerson is Senior Lead Service Planner/Scheduler with the Regional Transportation District in 

Denver, Colorado, where he has worked since 1985.  He is not an expert on homeland security.  

Rather, security issues come up as one of the many aspects dealt with over his past forty years of 

transportation work.  These continuing “intersections” provide the reason for this paper’s point of 

view—that terrorism is an ongoing concern, regardless of current events.  Some of these intersections 

between his work and homeland security issues include: 

• B.A. History Lewis & Clark College. Senior thesis on Portland, Oregon’s World War II 

Commissioner of Public Utilities.  Her responsibilities included public transit in wartime. 

• Service in the U.S. Army Rail Transportation Office, Berlin, 1969, followed by 

• Service in Berlin Brigade’s G-2 (Intelligence) Division, 1969-71, in a time and place described 

by Major General Chuck Scanlon, former head of U.S. Army Intelligence, as having seen “the 

dawn of modern terrorism.”  Read http://www.baader-meinhof.com .  In the same period, 

OPEC was formed, and Middle Eastern terrorists launched attacks against air transport. 

• Planning with Oregon Department of Transportation during the 1973-74 Energy Crisis.  In 

1973, threats were made by right-wing elements against the new Klamath Falls transit system 

being set up with State staff aid. 

• Work on the British Commonwealth Games, World University Games, Papal and Royal visits 

while with Edmonton Transit, 1976-84.  Redesigning the trolley coach network for more 

flexibility.  Bomb threats against the new Light Rail line.  As Marketing Officer, produced one 

of the transit industry’s first customer safety and security brochures. 

• In Denver, work as a Service Planner, then Service Planner/Scheduler, including projects with 

secure sites, new Federal buildings, World Youth Day, including another Papal Visit, and the 

Summit of Eight. 

• Research for previous essay on the subject, which in 1993 explained to transport interests 

that a new type of terrorism by Muslim fundamentalists was being funded by revenues from 

our insatiable demand for oil.  Excerpts of this now dated document available at 

http://home.att.net/~rw.rynerson/terror.htm . 
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2004 Metropolitan Summary 

 Transit Buses with Automatic Vehicle Location (AVL) and 
Computer Aided Dispatch (CAD) 

Click here to show all metropolitan areas surveyed  
 

Click on a hyperlinked column header to sort the data by the column value.  
 

Click here to show 
National Summary

   Metropolitan Summary   
Click here to show
Agency Summary

Metropolitan
Area

State

Number of 
Agencies 

Surveyed /
Returned 
Survey

Number 
of 

Agencies
with 

Buses 
Using 
AVL or 

CAD

Number of Transit Buses

Total
With
AVL

Percent
AVL

With
CAD

Perce
CAD

Albany, 
Schenectady, 
Troy

NY 1 / 1 1 235 235 100.00% 235 100.00

Atlanta GA 2 / 2 1 683 242 35.43% 0 0.00%

Bakersfield CA 1 / 1 1 79 79 100.00% 79 100.00

Baltimore MD 3 / 3 2 924 574 62.12% 404 43.72%

Boston, 
Lawrence, 
Salem

MA 1 / 1 1 1000 34 3.40% 34 3.40%

Buffalo, Niagara 
Falls

NY 2 / 2 1 324 321 99.07% 321 99.07%

Charleston SC 1 / 1 1 66 66 100.00% 0 0.00%

Charlotte, 
Gastonia, Rock 
Hill

NC 2 / 2 1 306 300 98.04% 300 98.04%

Chicago, Gary, 
Lake County

IL 11 / 11 3 2697 2656 98.48% 2166 80.31%
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get 
acrobat

Cincinnati, 
Hamilton

OH 1 / 1 1 433 433 100.00% 433 100.00

Cleveland, 
Akron, Lorain

OH 4 / 4 1 891 688 77.22% 688 77.22%

Columbus OH 1 / 1 1 260 260 100.00% 260 100.00

Dallas, Fort 
Worth

TX 6 / 6 1 941 10 1.06% 0 0.00%

Dayton, 
Springfield

OH 2 / 2 1 241 226 93.78% 226 93.78%

Denver, Boulder CO 2 / 2 1 1086 1036 95.40% 1036 95.40%

Detroit, Ann 
Arbor

MI 3 / 2 2 386 386 100.00% 386 100.00

El Paso TX 1 / 1 1 159 159 100.00% 159 100.00

Fresno CA 1 / 1 1 106 106 100.00% 106 100.00

Greensboro, 
Winston-Salem, 
High Point

NC 3 / 3 1 95 58 61.05% 58 61.05%

Hampton Roads VA 1 / 1 1 381 20 5.25% 20 5.25%

Honolulu HI 1 / 1 1 525 525 100.00% 525 100.00

Houston, 
Galveston, 
Brazoria

TX 1 / 1 1 1443 0 0.00% 1443 100.00

Knoxville TN 1 / 1 1 88 11 12.50% 0 0.00%

Las Vegas NV 1 / 1 1 311 311 100.00% 311 100.00

Los Angeles, 
Anaheim, 
Riverside

CA 22 / 22 10 4381 3547 80.96% 3431 78.32%

Louisville KY 1 / 1 1 258 1 0.39% 0 0.00%

Miami, Fort 
Lauderdale

FL 4 / 4 2 963 963 100.00% 963 100.00

Milwaukee, 
Racine

WI 4 / 4 2 107 31 28.97% 31 28.97%

Minneapolis, St. 
Paul

MN 1 / 1 1 860 860 100.00% 860 100.00

Nashville TN 1 / 1 1 161 0 0.00% 161 100.00

New Haven, 
Meriden

CT 2 / 2 1 114 0 0.00% 4 3.51%

New Orleans LA 5 / 5 3 437 429 98.17% 63 14.42%

New York, 
Northern New 
Jersey, 
Southwestern 
Connecticut

NY 22 / 21 3 10556 767 7.27% 2394 22.68%

Oklahoma City OK 1 / 1 1 72 13 18.06% 13 18.06%

Omaha NE 1 / 1 1 132 124 93.94% 124 93.94%
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Philadelphia, 
Wilmington, 
Trenton

PA 2 / 2 1 1349 150 11.12% 1349 100.00

Phoenix AZ 6 / 6 2 747 6 0.80% 706 94.51%

Pittsburgh, 
Beaver Valley

PA 5 / 5 1 1069 34 3.18% 34 3.18%

Portland, 
Vancouver

OR 2 / 2 1 745 632 84.83% 632 84.83%

Raleigh-Durham NC 4 / 4 2 249 110 44.18% 67 26.91%

Richmond, 
Petersburg

VA 2 / 2 1 197 0 0.00% 186 94.42%

Rochester NY 1 / 1 1 252 252 100.00% 252 100.00

Sacramento CA 1 / 1 1 275 0 0.00% 17 6.18%

Salinas CA 1 / 1 1 84 84 100.00% 84 100.00

San Antonio TX 1 / 1 1 428 428 100.00% 428 100.00

San Francisco, 
Oakland, San 
Jose

CA 17 / 17 9 3053 1940 63.54% 1591 52.11%

San Juan PR 1 / 1 1 300 300 100.00% 300 100.00

Scranton, 
Wilkes-Barre

PA 2 / 2 2 68 47 69.12% 30 44.12%

Seattle, Tacoma WA 10 / 10 2 2219 1407 63.41% 1407 63.41%

Syracuse NY 1 / 1 1 185 185 100.00% 185 100.00

Tampa, St. 
Petersburg, 
Clearwater

FL 3 / 3 2 375 160 42.67% 341 90.93%

Toledo OH 1 / 1 1 185 185 100.00% 0 0.00%

Tucson AZ 2 / 2 1 185 185 100.00% 185 100.00

Washington DC 5 / 5 3 2064 1766 85.56% 1766 85.56%

West Palm 
Beach, Boca 
Raton, Delray

FL 1 / 1 1 106 106 100.00% 0 0.00%

Youngstown, 
Warren

OH 1 / 1 1 43 43 100.00% 43 100.00

 56 Metropolitan Areas

If you experience difficulty accessing information at this site, please contact Juan Noltenius at 
nolteniusj@saic.com or by phone at 865-481-2839. 

This site is brought to you by the U.S. Department of Transportation's ITS Joint Program Office. 

Comments and suggestions to: Steve Gordon, Juan Noltenius  
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   AGENDA ITEM #12
 
 

MEMORANDUM 
 
TO:  Chairman Ferguson and NVTC Commissioners 
 
FROM: Scott Kalkwarf and Colethia Quarles  
 
DATE: June 30, 2005 
 
SUBJECT: NVTC Financial Reports for May, 2005 
            
 
 The financial reports are attached for your information. 

 
 



Northern Virginia Transportation 
Commission

Financial Reports
May, 2005



1

Percentage of FY 2005 NVTC Administrative Budget Used
May, 2005

(Target 91.67% or less)

0% 8% 17% 25% 33% 42% 50% 58% 67% 75% 83% 92% 100%

Personnel Costs

Administrative and Allocated
Costs

Contract Services

TOTAL EXPENSES

Note:  Refer to pages 2 and 3 for details



NORTHERN VIRGINIA TRANSPORTATION COMMISSION
G&A BUDGET VARIANCE REPORT

May, 2005

Current Year Annual Balance Balance
Month To Date Budget Available %

Personnel Costs
Salaries 42,864.82$            513,614.22$     625,800.00$     112,185.78$     17.9%
Temporary Employee Services -                         -                   1,000.00           1,000.00           100.0%
       Total Personnel Costs 42,864.82              513,614.22       626,800.00       113,185.78       18.1%

Benefits
Employer's Contributions:
FICA 3,140.91                35,404.20         44,900.00         9,495.80           21.1%
Group Health Insurance 2,668.94                53,925.70         77,000.00         23,074.30         30.0%
Retirement 3,672.92                41,998.96         52,500.00         10,501.04         20.0%
Workmans & Unemployment Compensation 2,112.14                5,723.37           2,000.00           (3,723.37)         -186.2%
Life Insurance 261.82                   2,895.60           3,300.00           404.40              12.3%
Long Term Disability Insurance 232.36                   2,513.15           3,450.00           936.85              27.2%
       Total Benefit Costs 12,089.09              142,460.98       183,150.00       40,689.02         22.2%

Administrative Costs 
Commissioners Per Diem 1,100.00                10,900.00         15,250.00         4,350.00           28.5%

Rents: 13,347.18             147,450.73      160,000.00      12,549.27        7.8%
     Office Rent 12,752.18              137,880.73       148,500.00       10,619.27         7.2%
     Parking 595.00                   9,570.00           11,500.00         1,930.00           16.8%

Insurance: 272.80                  3,747.80          3,850.00          102.20             2.7%
     Public Official Bonds 250.00                   2,432.00           2,000.00           (432.00)            -21.6%
     Liability and Property 22.80                     1,315.80           1,850.00           534.20              28.9%

Travel: 2,440.12               13,976.06        25,000.00        11,023.94        44.1%
     Conference Registration 620.00                   1,915.00           3,000.00           1,085.00           36.2%
     Conference Travel 414.99                   2,139.38           5,500.00           3,360.62           61.1%
     Local Meetings & Related Expenses 1,236.13                9,508.98           12,000.00         2,491.02           20.8%
     Training & Professional Development 169.00                   412.70              4,500.00           4,087.30           90.8%

Communication: 460.42                  7,000.74          13,800.00        6,799.26          49.3%
     Postage 44.42                     2,413.94           7,000.00           4,586.06           65.5%
     Telephone - LD 75.43                     787.62              1,800.00           1,012.38           56.2%
     Telephone - Local 340.57                   3,799.18           5,000.00           1,200.82           24.0%

Publications & Supplies 1,545.69               17,185.13        24,500.00        7,314.87          29.9%
     Office Supplies 552.57                   3,235.08           5,300.00           2,064.92           39.0%
     Duplication 993.12                   12,444.75         13,200.00         755.25              5.7%
     Public Information -                         1,505.30           6,000.00           4,494.70           74.9%
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NORTHERN VIRGINIA TRANSPORTATION COMMISSION
G&A BUDGET VARIANCE REPORT

May, 2005

Current Year Annual Balance Balance
Month To Date Budget Available %

Operations: 210.00                  11,760.88        23,500.00        11,739.12        50.0%
     Furniture and Equipment -                         4,191.19           8,000.00           3,808.81           47.6%
     Repairs and Maintenance -                         31.00                1,000.00           969.00              96.9%
     Computers 210.00                   7,538.69           14,500.00         6,961.31           48.0%

Other General and Administrative 485.99                  5,309.35          6,300.00          1,118.99          17.8%
     Subscriptions -                         31.13                500.00              468.87              93.8%
     Memberships 300.00                   1,762.00           1,200.00           (562.00)            -46.8%
     Fees and Miscellaneous 185.99                   2,275.56           2,300.00           24.44                1.1%
     Advertising (Personnel/Procurement) -                         1,112.32           2,300.00           1,187.68           51.6%
     40th Anniversary -                         128.34              -                   -                   0
       Total Administrative Costs 19,862.20              217,330.69       272,200.00       54,997.65         20.2%

Contracting Services
Auditing -                         9,225.00           14,000.00         4,775.00           34.1%
Consultants - Technical -                         -                   1,000.00           1,000.00           100.0%
Legal -                         -                   1,000.00           1,000.00           100.0%
       Total Contract Services -                         9,225.00           16,000.00         6,775.00           42.3%

          Total Gross G&A Expenses 74,816.11$            882,630.89$     1,098,150.00$  215,647.45$     19.6%
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NVTC
RECEIPTS and DISBURSEMENTS
May 2005

Payer/ Wachovia Wachovia VA VA
Date Payee  Purpose (Checking) (Savings) LGIP SNAP

RECEIPTS
2 DRPT Capital grant receipt 2,782,015.00$        
2 DRPT Capital grant receipt 31,400.00               
2 DRPT Senior Mobility Study grant receipt 10,089.00               

10 Dept. of Taxation Motor vehicle fuels sales tax receipt 2,359,415.93          
17 DRPT FTM/Admin grant receipt 4,460,949.00          
18 VRE Reimbursement for staff support 7,755.90                 
20 DRPT Capital grant receipt 140,000.00             
20 DRPT Capital grant receipt 36,095.00               
20 DRPT Capital grant receipt 62,535.00               
20 DRPT Intern grant receipt 5,854.00                 
27 Staff Expense reimbursement 148.02                    
31 Banks May investment income 396.20                    153,805.31             

-                        8,300.12                 10,042,158.24        -                       

DISBURSEMENTS
1-31 Various NVTC project and administration (89,169.93)            

2 WBA Consulting - Senior Mobility Study (10,620.00)            
9 City of Fairfax Other operating (76,999.18)              

12 City of Fairfax Other operating (321,139.11)            
27 Redmon Group Public information - Marketing (1,800.00)              
27 George Hoyt Consulting - Bus Data (6,351.94)              
27 PBGH Consulting - Bus Data (16,029.91)            
31 Wachovia Bank May service fees (49.81)                   

(124,021.59)          -                          (398,138.29)            -                       

TRANSFERS
2 Transfer From LGIP to checking 10,089.00              (10,089.00)              

12 Transfer From LGIP to checking 30,000.00              (30,000.00)              
27 Transfer From LGIP to checking 69,000.00              (69,000.00)              

109,089.00            -                          (109,089.00)            -                       

NET INCREASE (DECREASE) FOR MONTH (14,932.59)$          8,300.12$               9,534,930.95$        -$                     
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NVTC
INVESTMENT REPORT

May 2005

Balance Increase Balance NVTC Jurisdictions Loudoun
Type Rate 4/30/2005 (Decrease) 5/31/2005 G & A Trust Fund County

Cash Deposits

Wachovia:  NVTC Checking    N/A 36,051.16$         (14,932.59)$              21,118.57$          21,118.57$           -$                           -$                       

Wachovia:  NVTC Savings 2.30% 195,666.47         8,300.12                    203,966.59          203,966.59           -                             -                         
  

Investments - State Pool

Nations Bank - LGIP 2.92% 55,674,886.26    9,534,930.95             65,209,817.21     663,666.46           48,812,628.28           15,733,522.47        

46,380,968.96$ 9,528,298.48$          65,434,902.37$  888,751.62$        48,812,628.28$        15,733,522.47$     
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NVTC MONTHLY GAS TAX REVENUE
ALL JURISDICTIONS

FISCAL YEARS 2002-2005

$-

$500,000

$1,000,000

$1,500,000

$2,000,000

$2,500,000

$3,000,000

M
ay-02

Aug

N
ov

Feb

M
ay-03

Aug

N
ov

Feb

M
ay-04

Aug

N
ov

Feb

M
ay-05

Monthly Revenue 12-Month Average
Note: Taxes shown as received by NVTC in a particular 
month are collected two months earlier by the 
Commonwealth.



7

NVTC MONTHLY GAS TAX REVENUE
FAIRFAX COUNTY
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NVTC MONTHLY GAS TAX REVENUE
CITY OF ALEXANDRIA
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NVTC MONTHLY GAS TAX REVENUE
ARLINGTON COUNTY
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NVTC MONTHLY GAS TAX REVENUE
CITY OF FAIRFAX
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NVTC MONTHLY GAS TAX REVENUE
CITY OF FALLS CHURCH
FISCAL YEARS 2002-2005
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NVTC MONTHLY GAS TAX REVENUE
LOUDOUN COUNTY
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