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EXECUTIVE SUMMARY

ES.1 BACKGROUND

The Digtrict of ColumbiaMotor Carrier Management and Threat Assessment Study
provides a detailed analysis of current motor carrier activity in the Didrict of Columbia
(the Didtrict), an outline of the truck traffic concerns of stakeholder groups, and a
framework for the creation of a comprehensive motor carrier management program. The
Didtrict Department of Transportation (DDOT) has commissioned the U.S. Department
of Trangportation’s (DOT) Volpe Nationa Transportation Systems Center (Volpe) in
Cambridge, Massachusetts, to conduct the study.

Through the implementation of recommendations from this study, DDOT hopes to:
Reduce truck traffic on residential streets
Reduce congestion due to truck traffic and truck loading/unloading activities
Provide better information and services to truck operators
Address truck-related security concerns

This study does not address individua locationspecific problems. Rather, it takesa
larger view of truck issues and recommends an overal truck management program that
can be used to address specific complaints and problem locations.

ES.2 M ETHODOLOGY AND ORGANIZATION

V olpe conducted extensive research on motor carrier operations in the Digtrict. For truck
counts, this study uses the best available existing data. Research included gethering and
andyzing exiding data on truck traffic in the Didrict, collecting and anadlyzing new data
for apilot truck parking study, collecting quditative data through visua ingpections of

key locations and neighborhoods, and interviewing relevant stakeholders representing
businesses, residents, government agencies, public safety and security agencies, and truck
owners and operators. In addition, Volpe studied successful truck management and
Security practices in other cities in the United States, Canada, and Europe.

The results of this research are presented in this study, divided into sections as follows:
An andlysis of exiging trucking conditions in the Digrict, induding traffic volumes,
crash data, truck restrictions, and important de facto truck routes.

Research on successful strategies for motor carrier management, based on the
experiences of other citiesin the United States, Canada, and Europe.

A review of the needs and concerns of businesses and truck owners and operators.
A review of community concerns including an anecdota overview of neighborhood-
level truck issues.

A review of the concerns of government agencies a various levds, including
adminigrations within DDOT, other Didtrict government agencies, and Federd
Government agencies.

An analyss of security issues relating to truck traffic, focusing on potentid threets
posed by large trucks and on counter-terrorism Strategies.



A pilot truck parking study intended to better understand the nature and extent of
truck parking problems.
Recommendations for the creation of atruck management program for the Didtrict.
The two most sgnificant recommendations are the cregtion of aMotor Carrier Office
within DDOT that will serve as aone-stop-shop for al truck-related issues, and the
implementation of new traffic regulations designed to:

» keepthelargest trucks on main arterids,

= Kkeep al trucks off resdential streets unless necessary to reach the truck’s

destination, and
= keep unauthorized trucks out of highly congested and high risk security areas.

ES.3 EXISTING CONDITIONS

Traffic Conditions

Trucks conditute about 5 percent of tota vehicle traffic in the Didtrict. Thisis smal
compared to the 10-15 percent of traffic represented by trucks in most mgor citiesin the
United States. Truck traffic bound for the Didrict originates primarily in Maryland esst

of the Didtrict. Many trucks enter the Didtrict via Georgiaand New Y ork Avenues, where
the mgjority of indugtrid activity and goods warehousing is concentrated. These two
dreets carry high volumes of truck traffic. Trucks congtitute gpproximately 15 percent of
traffic on Georgia Avenue and about 12 percent of traffic on New York Avenue.

Small trucks such as courier vans and pickup trucks dominate truck traffic in the Digtrict.
Almost 90 percent of the truck traffic in the downtown area consists of these smaller
trucks. The mogt significant problem with these smdler vehiclesis the lack of parking
gpaces for loading and unloading. Large tractor-trailers congtitute gpproximeately 10
percent of truck traffic on the corridors with Sgnificant truck traffic. They conditute only
about 5 percent of truck traffic in the downtown area.

With its current development boom, construction-related truck traffic has become an
increasing concern for city residents. Congtruction-related vehicles frequently have to
travel through residential neighborhoods to get to and from congtruction sites, creating air
and noise pollution and vibrations on these Streets, disturbing their residents.

Much of the truck traffic operating within the boundaries of the Didrict comesin from
Maryland and Virginia, destined for transfer pointsin the city. Many of these goods are
ultimately delivered to busnesses in the downtown area. While there are no officialy
designated truck routes in the city, there are many de facto truck routes that drivers prefer
because of roadway geometry, traffic conditions, and location relative to trip origins and
destinations. Passenger vehicles are dso heavy users of the de facto truck routes, leeding
to congestion for both passenger vehicles and trucks.

DDOT has enacted truck retrictionsin the Digtrict based primarily on complaints from
residents about too much truck traffic on their streets. These redrictions dleviate
problems in specific locations. However, they have a so created a patchwork of
restrictions around which trucks must maneuver. Furthermore, thereis a set of roadways
that cross the borders with Maryland and Virginiafor which differing truck restrictions
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exigt on either Sde. These “border mismatches’ feed in to the aready unsystematic set of
truck restrictions.

Parking Conditions

The lack of parking spaces for truck loading and unloading is a congstent theme
throughout this study. To better understand this problem, Volpe conducted a pilot parking
study in the downtown area. VVolpe observed truck parking behavior and recorded such
things as the total number of truck parking violations, time spent loading or unloading
trucks, time of day of truck arriva, and existing parking regulationsin the area.

One of the primary findings of this pilot study was that the times of day that parking
gpaces are reserved for loading zones only—usudly during the pesk periods—does not
coincide with the highest demand for loading and unloading spaces. The information

from this pilot study can be used to create improved parking policy in the pilot study area
and in other parts of the city.

ES.4 SUCCESSFUL PRACTICES
Volpe staff researched truck management practices from other cities to inform truck
management recommendations for the Didrict. While no single location offers an
example of aholigtic truck management program, each location has developed stirengths
in particular areas such as congestion dleviation, curbsde management, and truck
routing. An andysis of the 11 case studies generated the following themes as important to
proper truck management:

Education and outreach

Enforcement

Innovation and technology

Interagency coordination

Investments in infrastructure

Public-private partnerships

Regiona cooperation

Regulations and incentives

ES.5 INDUSTRY STAKEHOLDER ANALYSIS
To understand the needs of Didtrict truck operators and their customers, Volpe
interviewed representatives from 20 truck- related businesses and organizations,
induding truck operators, recipients of truck ddiveries, and industry interest group
representatives. Interviewees were promised anonymity in exchange for candid
responses. Following isalist of the types of industry organizations that participated in
this stLdy

Business Improvement Didtricts

Chamber of Commerce

Conference facilities

Congtruction companies

Department stores
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Food and liquor distributors

Grocery stores

Linen services

Parcel and overnight ddlivery services
Restaurants

Trade groups

Utility companies

These interviews focused on the truck-related problems that businesses and truck
operators encounter in the Digtrict. Interviewees cited the following concerns:
Lack of loading zones and parking spaces
Truck regtrictions thet affect travel routes
Traffic congetion in the Didtrict and in the surrounding metropolitan area
Safety of drivers, vehicles, and freight from petty crime
Security-related closures and restrictions around the U.S. Capitol and White
House
Poor roadway conditions and signage on Didtrict roads, particularly New Y ork
Avenue and Interstate 295
Confusion over rules and redtrictions

ES.6 COMMUNITY AND INSTITUTIONAL STAKEHOLDER ANALYSIS

To undergtand the issues and concerns of residents and organi zations acting on their
behdf, Volpe saff interviewed employees of locd, regiona, and Federd Government
agencies dedling with transportation, planning, land use, economic devel opment, and
public safety. They aso conducted meetings with the chairpersons of Advisory
Neighborhood Commissions (ANCs).and provided them with a questionnaire about
truck-related issuesin their area. Additiondly, aDDOT planner from esch of the
Didrict’s eight wards accompanied Volpe on award “drive-through” to highlight magor
truck issues and locations of concern to residents. These tours were anecdota, and were
not intended to be exhaudtive of dl neighborhoods nor of dl resdents. Nonetheless, they
helped identify mgor truck issuesin resdentiad neighborhoods and their effects on
residents.

The mgjor concerns of residents and the government organizations that represent them
are

Double- parking/loading zone problems

Insufficient enforcement of truck regulations

Border restriction mismatches

High truck traffic volumes

Speeding

Congtruction-related noise and vibration

Noise from garbage trucks, especialy during early morning hours

Problem intersections

Truck traffic in resdentid neighborhoods
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Adminigrative complexity of truck-related matters
Inadequate infrastructure maintenance
Lack of regiond coordination

ES.7 SECURITY

The number of agenciesinvolved in truck security in the Didrict is large and diffuse. The
Federd Government alone has 32 law enforcement agenciesin the Didrict. Thereisan
advantage to having avariety of different security systems because if one systemis
compromised, it does not jeopardize the security in every other area. However, the
tradeoff isthat truck operators wanting access to sengitive areas may need to go through a
variety of security procedures imposed by agencies such asthe U.S. Capitol Police and
the Secret Service.

Volpe sought input from a variety of these agencies to assess current truck-rel ated
security procedures and regulations, and to gain insight into policy changes that would
improve security in the Digtrict without unduly affecting businesses, truck operators,
employees, or residents of the affected aress.

Thefollowing security-rel ated themes emerged from interviews with these and other
stakeholders:
- Additiond training is needed so that motor carrier safety enforcement personnel can
better recognize security thrests.
Additiona resources are needed to implement security measures.
Agencies should investigete the use of technologies such as automatic vehicle
locators and load scanners.
Security-related closures add time and expense to ddliveries.
There is inadequate outreach to truck operators about security restrictions and, in
particular, evacuation routes.
The Federd Government and the Digtrict government—especiadly DDOT and the
Metropolitan Police Department (M PD)—need to better coordinate security
procedures related to truck traffic.

Some measures that can be explored to improve truck-related security are:
Redtricting trucks from especidly sendtive areas except with specid permisson.
Educating truck operators and the genera public to recognize suspicious truck
activity.
Enacting “trusted driver” programs that dlow only prescreened driversin sendtive
areas.
Various Intelligent Trangportation Systems/Commercid Vehicle Operations
(ITS/CVO) technologies such as those proposed in DDOT’ s draft ITSCVO Business
Plan.
Demondiration projects testing new technologies for identifying and screening
commercid vehicles.
Cresting zones with different security measures depending on the attractiveness of
targets to terrorists and vulnerabilities within the zone.
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ES.8 RECOMMENDATIONS
This study makes two mgor recommendations:
Creete asingle, exclusve office in DDOT to:
= coordinate al motor carrier transactions within the Didtrict,
= bethe sngle point of contact for stakeholders—residents, businesses, truck
operators, and others—with transactions or concerns related to motor carriers,

and
= provide expertise to other government agencies regarding trucking in the city.
Develop aset of truck routesto:

=  keep unnecessary truck traffic off resdentia streets,

= ensure that trucks use only roadways with adequate geometry and pavement
condition to accommodate large and heavy vehicles, and

» improve security by barring large trucks from sengtive areas of the city,
especidly around the Nationd Mall.

The proposed truck route system would have three categories of roadways.
Preferred truck routes are mgor arterids with high truck traffic, near mgor truck
destinations such as transfer centers, and that provide adequate geometry to
accommodate trucks. Trucks up to 80,000 pounds would be alowed on these
roadways a dl times of the day, with the posshility of issuing specid permitsfor
overweight or oversize vehicles.
Restricted roadways are located in the area surrounding the U.S. Capitol and the
White House. In addition to being an area with unique security concerns, this area
aso has severe traffic congestion and high pedestrian volumes. The restricted zone
would alow trucks with 2 axlesand 6 tiresand smaller & dl hours. Vehideswith
more than 2 axles or 6 tires would be prohibited from operating in this area during the
businessday (7 AM to 6 PM Monday through Friday).
Prohibited roadways are dl other streets within the Didtrict—streets not designated as
apreferred truck route and not located within the restricted zone. Trucks would be
banned from these streets unless use of the roadway is necessary for the truck to reach
its degtination.

DDOT will have a streamlined permitting process that will alow trucks to operate on
restricted or prohibited roads when necessary. Permits may beissued on along-term basis
for carriers or vehicles that consstently need to operate outside the new regulations. They
may aso beissued for short term use, asin the case of congtruction vehicles, or for one-

timetrips.

Other recommendations include:
Facilitate indtitutiond transparency, coordination, and leadership
»  Form amulti-stakeholder committee to address motor carrier issuesin the
Didtrict.
*  Invedtigate becoming part of the International Fud Tax Agreement, which
would provide revenue to the Didtrict based on the number of truck-miles
traveled within the city.
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Provide education and outreach to stakeholders so that they know truck-related
traffic and parking rules, and so that they know whom to contact for
transactions or concerns regarding trucks.

Unite parking policy and enforcement under the same adminigrative unit within
DDOQOT.

Define and rationdize routes, restriction, and enforcement

Work with MPD and Federa Motor Carrier Safety Administration (FMCSA),
Didtrict of Columbia Divison to increase truck safety and weight ingpections.
Increase fines for traffic, safety, weight, and Sze violations.

Post sgnsindicating truck routes and truck restrictions.

Create a permitting process for trucks to use otherwise restricted roadways
when necessary.

Work with authorities in Maryland and Virginia to resolve border mismatchesin
truck restrictions.

Strengthen congestion management and coordination

Improve communication with truck operators to inform them of traffic incidents
and lane closures.

Require a plan for managing truck traffic related to congtruction, including
coordination among different congtruction projects.

Coordinate with neighboring jurisdictions and with the Metropolitan
Washington Council of Governments (MWCOG) to develop regiona solutions
to truck-related congestion problems.

Improve curbside management

Improve parking enforcement.

Increase fines for parking violations.

Extend loading zone hours past the morning peak period.

Improve sgning for parking regulations.

Ingtal parking metersin loading zones to encourage turnover.

Encourage nighttime deliveriesin non-residential aress.

Require dl new condruction to have adequate facilities for off-street truck
loading and unloading.

Discourage the loss of dleyways.

Improve security measures

Implement a series of security zones centered on the National Mall area. The
tightest security would be enacted around the White House and Capitol
Building. Restrictiors in this “red zone” might go as far as banning trucks
entirely unless the vehicle has specid permission to enter. Beyond the Nationa
Mall, truck-related security measures would be changed in accordance with the
number of high-vaue targetsin the area, and to alow reasonable access to
dreets and facilities located in each security zone.

Improve the Didrict government’ s oversight of hazardous materids trangport in
the city.

Conault with Federd officids on further restrictions of vehicles carrying
hezardous materids in the Didtrict if they do not have adedtination in the city.
Explore the use of technology to address truck-related security issues.

7
Prepared by the Volpe National Transportation Systems Center



= Appoint an officid within DDOT to bein charge of truck-related security
ISSues.
Prior to implementing these and other recommendations, DDOT should consider
conducting cost- benefit andyses to determine which recommendations will yield the best

results for the least cost. Further, each recommendation must be studied to determine
whether it can be implemented by Didtrict regulation, or through the law-making process.
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1. INTRODUCTION

Trucks compose about 5 percent of traffic in Washington, DC. They carry goods to retailers,
restaurants, and office buildings; they supply industry and condruction facilities with the
necessary raw materias, and they haul away unwanted materids. They play an important
role to the activities of the city. However, they dso pose important traffic management,
roadway condition, and security chalenges. Because of their sze and weight, trucks are
disproportionate in their affect on traffic and in their wear and tear on roadways. They are
often unwelcome in residentia areas because of nuisances like noise, exhaust and
vibrations, as well as safety issues associated with speeding and other traffic violations.
They dso require loading and unloading facilities, which are scarce in adensdy populated
city like Washington, DC. Further, because of their storage capacity, they can easily stow
large amounts of dangerous materials, which, because of accidents or maeficence, have the
potential to compromise public safety. The combination of traffic congestion, resident
complaints, the need to provide better information and servicesto truck operators, and
security concerns has prompted the District Department of Transportation (DDOT) to
commission this sudy for the development of a comprehensive strategy for managing truck
traffic and deliveries.

DDOT asked the Volpe National Transportation Systems Center (Volpe) to conduct an
andyds of exiding truck traffic conditionsin the Didtrict, successful truck management
practices from other areas, stakeholder interests and opinions, and security concerns. Using
this background informetion, Vol pe has developed a set of recommendations for improved
truck management in the Didtrict, induding creeting officialy-designated truck routes,

adding aMotor Carrier Office (MCO) within DDOT that would coordinate al motor carrier
management issues, and provide better on and off- street loading/unloading facilities
through a combination of parking rule changes, parking enforcement, and zoning rules
regarding off-street loading docks.

Section 2 of thisreport presents an andysis of existing truck traffic conditions. Section 3
provides information about successful truck management practices from 11 regionsin the
United States, Canada, and the United Kingdom. Following this, Sections 4 and 5 provide
summaries and andyses of the concerns and opinions of stakeholders including businesses,
truck operators, government agencies, and community groups. Section 6 presents
background, successful practices, and recommendations regarding truck-related security
issues. Section 7 presents recommendations for a system of officidly desgnated truck
routes. Section 8 provides information and recommendations from a pilot parking sudy of a
stretch of K Street. Section 9 proposes the creation of the Motor Carrier Management Office
within DDOT that would coordinate truck-related functions within the Didtrict government
and serve as a one-stop-shop for addressing the truck-related concerns of businesses, truck
operators, and residents. Findly, the recommendations are compiled and presented in more
detail in Section 10.



2. EXISTING CONDITIONS

21 ANALYSISOF EXISTING CONDITIONS

This section describes the data on existing conditions for truck travel in the Didtrict of
Columbia (the Disgtrict) that VVolpe gathered. Because time and financid resources did not
dlow for traffic counts, Volpe rdied exclusively on data previoudy collected or compiled
by DDOT and other organizations. To gather existing data, Vol pe contacted local and
regiond agencies, including the DDOT Traffic Services Adminigration (TSA), the
Metropolitan Washington Council of Governments (MWCOG), the Didrict of Columbia
Office of Planning, the Didrict of Columbia Department of Public Works (DPW), the
Metropolitan Police Department (MPD), and the Virginiaand Maryland Departments of
Trangportation (VDOT and MDOQOT). Volpe collected additiona anecdota information, such
as the most important truck routes in the city, through interviews with various stakeholders
including business organizations, delivery companies, and Advisory Neighborhood
Commissions (ANCs).

2.2 TRAFFIC CHARACTERISTICS

221 Truck Trave Patterns
While the Didtrict does not currently have designated truck routes, there are streets that have
become de facto truck routes, as shown in Figure 1. The following list, based on

information obtained from interviews with various stakeholders and on-site ingpections,
contains the mgor travel routes for trucks:
- 14th Street NW
16th Street NW
Benning Road SEENE—H Street NE-NW
Connecticut Avenue NW
Florida Avenue NW
Georgia Avenue NW
Interstate 295
Interstate 395
Kenilworth Avenue NE
M assachusetts Avenue NW
Military Road NW
Missouri Avenue NW
New York Avenue NW
North Capitol Street NE-ENW
Pennsylvania Avenue SEENW
Rhode Idand Avenue NE-NW
South Capitol Street SE
Key Bridge
Whitehurst Freeway
Macarthur Boulevard
Wisconsn Avenue NW

1
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Figures 2 and 3 show a sampling of the mgor truck trip generatorsin the region and in the
Didrict. While the facilities shown are a subset of dl the facilities, the map gives an idea of
the areas of concentration of mgjor facilities. Most industrid centers, food and other
digtribution facilities, trash trandfer stations, and other major truck-trip-generating facilities
are located outgde the Didtrict dong mgor highways. Within the Didtrict, facilities such as
shopping malls, universities, warehouses, and mgor Federa facilities are concentrated near
downtown and in the eastern and western parts of the Didtrict, with few facilitiesin the
largely resdentid areas in the northern and southern part of the Didtrict.

Mg or truck operators interviewed for this sudy agreed that there is amost no truck traffic
in the Didtrict that does not have its origin or destination within the Didtrict; thet is, thereis
amost no truck through-traffic. The mgor points of origin for truck traffic are warehouses
located in Maryland and Virginia Much of the large-truck traffic entering the Didtrict is
destined for transfer points located aong the New Y ork Avenue corridor. Many of these
goods are loaded into smaller trucks and delivered to businesses in the downtown area.

2.2.2 Traffic Count Data

DDOT regularly collects Highway Performance Monitoring System (HPMSS) traffic count
dataas required by the Federd Highway Adminigtration (FHWA). These data consist of
yearly average annua weekday traffic counts at selected locations. Figure 4 shows the trend
in traffic volume in the Didtrict aggregated by year between 1995 and 2000. Not
surprisngly, the figure shows that traffic in the Didtrict isincreasing.

Figure4. Traffic Trendsin the District, 1995-2000
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While these data show the genera trend of traffic in the Didtrict, this study required more
detalled traffic data to generate traffic forecasts. Of about 1800 traffic counts available from
DDOQT (including counts from permanent counters, portable machine counters, manua
counts, upgraded counts, and estimates), only about 600 |ocations had volumes recorded for
all years between 1995 and 1999. Analysis of these data showed a decrease in traffic
volume during the late 1990s. Since a decrease in traffic volume is counter to expectations
and not consstent with the HPM S data above, Volpe, in consultation with DDOT, decided
that the available data were not reliable and comprehensive enough to use for forecasts of
truck volumes.! However, alimited number of manua counts from DDOT and cordon line
truck counts from the Metropolitan Washington Council of Governments (MWCOG) and
VDOT were available and usable for other, less comprehensive analyses presented at
various points throughout this report. DDOT is currently working with a consultant to re-
engineer its traffic monitoring syslem and improve the qudity of data collection and

reporting.

Vol pe obtained information about vehicle characteristics and traffic compostion from
DDOT manud traffic counts and counts available from the VDOT website for border
locations. These counts categorize vehiclesinto 13 classes, shown in Table 1. Note that
classes 11, 12, and 13 trucks (double-trailer vehicles) are not legd in the Didrict without a

specid permit.

2.3 TRUCK TRAFFICIN THE DISTRICT OF COLUMBIA

Truck traffic in the Didtrict is andyzed in two parts: (1) the regiond context, to understand
the origins and destinations of truck traffic, and (2) the traffic conditions within the Didrict
itself. These two contexts are discussed in the following sections.

2.3.1 Inbound and Outbound Truck Traffic

Two sources of datawere used to assess the number of inbound and outbound trucks in the
Digtrict: MWCOG's 2003 DC City Line Cordon Count, which counted inbound and
outbound vehicles at various locations along the Digtrict boundary. and DDOT TSA's
manud counts.

The MWCOG datain Figure 5 show truck volumes at various locations inbound between 5
AM and 10 AM and outbound between 3 PM and 8 PM. Note that these counts are not
comprehengive. They do not include midday or nighttime counts, nor do they include data
for the nonpeak direction. Therefore, inbound and outbound trips are not equd. These data
take into account trucks with 2 axles, 4 tires and larger.

Fgure 5 shows that the mgority of trucks entering the Didrict are smdler vehicles traveling
inbound from 5 AM to 10 AM. The highest volumes are found on New Y ork Avenue,
Kenilworth Avenue, and Interstate 395. Roads with the highest percentage of large trucks
include Pennsylvania Avenue, the Anacostia Freeway, and Interstate 395.

! This meta-analysis may have yielded suspect results because of faulty counting equipment or because of
methodol ogical differences among the various types of traffic counts agglomerated in the analysis.
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Tablel. FHWA Vehicle Classification Scheme
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DDOT provided manua counts for severd locationsin the Didtrict. For this sudy, Volpe
picked count locations close to the District border in order to analyze inbound and outbound
truck trips. Consultant DMJM Harris performed the manua counts for 8, 10, or 12 hours
and then extrapolated 24-hour estimates from these counts. Table 2 shows the traffic
composition in selected locations near the District borders based on these data. New Y ork
Avenue, Georgia Avenue, Kenilworth Avenue, and Suitland Parkway show the highest
absolute volumes of truck traffic. Georgia Avenue and Piney Branch Road? have the
grestest percentages of truck traffic among dl the locations for which deta are available:
about 19 percent and 12 percent inbound and 15 percent and 12 percent outbound,

respectively.

Table 2. Traffic Compaosition in Washington, DC: Inbound and Outbound

Inbound Outbound
Location Total Trucks Percentage| Total Trucks Percentage
Vehicles u Trucks | Vehicles u Trucks
16th St & KamiaRd NW 15,827 309 1.95% 14,602 396 2.71%
EE‘N Yok Ave& BladensburgRd | jooog | 3567 | 783 | as007 | 3485 7.74%

GeorgiaAve NW (between Dahlia&

Butternut St. NW) 12,060 2,235 18.53% 14,008 2097 14.97%

Piney Brach Rd NW (between Blair

Rd & Cedar St NW) 6,437 802 12.45% 6,800 801 11.78%
Connecticut & Nebraska Ave NW 18,863 859 4.55% 16,745 709 4.23%
Military & Glover Rd NW 15,877 518 3.26% 17,945 627 349%
Nebraska Ave & Albemarle St NW 12,715 182 143% 2,997 49 1.64%
Canal & Reservoir Rd NW 3,995 25 0.63% 4,798 55 115%
Cana Rd & ArizonaAve NW 24,647 778 3.16% 12,442 248 1.99%
Key Bridge & M St NW 23,700 482 2.03% NA NA NA

Interstate 66 53,000 530 1.00% 47,000 470 1.00%
Interstate 395 107,000 270 0.25% 102,000 2480 243%
Route 29 - Lee Highway 25,000 250 1.00% NA NA NA

Pennsylvania & Branch Ave SE 18,748 1,072 5.72% 28,815 2411 8.37%

Suitland Parkway & Stanton Rd SE 25,408 1,026 4.04% 26,600 1419 5.33%

Figure 6 shows how inbound truck traffic is soread along the District border based on the
percentage of total truck traffic entering the District from each of its four “sides™ More

2 The high truck volumes on Piney Branch Road are probably aresult of street reconstruction in the area and
not areflection of chronic high truck traffic on this roadway.

3 |n the absence of 24-hour counts on every major truck route (including Kenilworth and Rhode Island
Avenues for which only AM and PM peak counts are available from MWCOG), the total number of trucks
entering the District during any given period cannot be calculated. The datafor Figures 6 and 7 were adjusted
to account for incomplete cordon line counts. However, thisintroduces additional opportunity for error. The
valuesin the figures should be taken as estimates of general trends rather than as exact percentages.

9
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than 40 percent of trucks entering the Digtrict come in via the northeastern border with
Maryland. Thisis expected snce the Maryland suburbs to the east of the Digtrict and the
eadtern part of the Didtrict are home to many warehouses and transfer points, particularly
adong New York Avenue and in the Landover and Lanham, Maryland, areas. Additiondly,
truck traffic from Batimore, New Y ork City, and other locations on the Eastern Shore
enters the Didtrict from the east. There is dso subgtantia truck traffic from Maryland into
southeast Washington.

Figure 6. Entrance Pointsfor Inbound Truck Traffic

For outbound traffic, over 75 percent of trucks leaving the Didtrict between 3 PM and 8 PM
leave viathe Didtrict’ s eastern and southern borders with Maryland, as shown in Figure 7.

In summary, the data show that more trucks enter the Didtrict from Maryland than from
Virginia. Also, inbound and outbound truck traffic is heavily concentrated to the east and
south of the Didtrict.

2.3.2 Truck Traffic Compostion by Size

Figures 8 and 9 show the digtribution of trucks by size a the locations shown in Table 2. To
amplify the andys's, FHWA classes 5-13 have been collgpsed into five categories as shown
inTable 3.

10
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Figure 7. Exit Pointsfor Outbound Truck Traffic

Table3. Truck Classfications

Classification S ?’J'\r’l'i‘t"“p'e AN
Light truck (2 axles, 4 tires) Sngle 3
Heavy truck (2 axles, 6 tires) Sngle 5
3-axle Sngle 6
4-axle Sngle 7
Combination tractor-trailer trucks Multiple 8-13

Figures 8 and 9 show that the mgority of trucks entering the Didtrict are light (4-tired) and
heavy (6-tired) 2-axle vehicles. However, New Y ork, Pennsylvania, and Georgia Avenues
show ardatively high percentage of large trucks (3- or 4-axle angle-unit vehicles, or
combination vehicles) inbound. In addition to these locations, Military and Piney Branch
Roads have high percentages of large trucks outbound. Georgia Avenue has the highest
percentage of combination trucks, where they account for dmost 40 percent of the inbound
and 35 percent of the outbound truck traffic. While their overal volumes might be smal,
large trucks impact traffic disproportionately because of their large size and difficulty
maneuvering tight curves and intersections with acute angles.

4 Classes 1, 2, and 5 represent motorcycles, passenger cars, and buses, which were not included in this
analysis.

1
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Figure 9. Average Daily Truck Traffic Composition: Outbound
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Parts of the Digtrict experience heavy congruction-related truck traffic, depending on the
location of mgor congtruction Sites at any given time. Because of the location of gravel
quarries and concrete facilities, many construction-related trucks enter the Didtrict from
Maryland to the east and from Virginiato the west carrying materias to congtruction Stes.

2.3.3 Truck Traffic Compostion by Weight
Automated weigh in motion (WIM) sensors &t three locations in the District continuoudy
collect truck weight data. Table 4 shows atypica count for the WIM station on New Y ork
Avenue eastbound near the Maryland border. The 2-axle, 6-tire trucks have the lowest
percentage of overweight vehicles. The 4-axle, Sngle-unit trucks—Ilarge box trucks and
dump trucks—have the highest overweight percentage. While the data do not indicate the
purpose of the truck trips, many of these overweight trucks are dump trucks and may be
hauling materids to and from congtruction Stes.

Table4. WIM Datafor New York Avenue Eastbound

Total Number of |Percentage of
FHWA _ : Average . .
e Description Vehicles GVV\? Overweight | Overweight
Counted Vehicles Vehicles
5 | 2ale Gire single 115,960 | 12,402 3,563 33
unit trucks
6 | 3&esngle-unit 32,624 | 45,238 11,985 40.8
trucks
7 4-axle, Sngle-unit 4379 | 71,494 3,623 92.6
trucks
8 4-axle, sngle-trailer 4,661 | 32,415 507 12.1
trucks
g | adesngetaler 20,466 | 48,301 2,626 145
trucks
10 6-axle, sngle-trailer 408 | 66,076 134 38.7
trucks
11 5-axle multi-trailer 284 | 39907 12 4.6
trucks
12 6-axle, multi-trailer 125 | 60,808 4 3.7
trucks
7-axle, multi-trailer
13 | frucksor larger > |105,792 N %

Note: GVW = Gross Vehicle Weight

Source: DDOT
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24 TRUCK TRAFFIC IN DOWNTOWN LOCATIONS

DMIM Harris supplied truck traffic volumes for 20 downtown locations. Table 5 shows
morning and afternoon peak period traffic counts at these locations, as well as the number

and percentage of trucks. The counts are the sum of travel in both directions.

Table5. Truck Trafficin Downtown Locations

M orning Peak Afternoon Peak
I nter section Vehicles | Trucks |- 2 | vehicles | Trucks | 2
Trucks Trucks
hs\tN Street & Louisiana Avenue 1438 56 289 1563 60 384
11th & K StNW 1,716 231 1346 2,089 74 34
ﬁ}\? Street & PennsylvaniaAve 2,349 19 | 507 | 2403 9B | 387
14th & K StNW 2,946 270 9.16 3,502 161 4.60
16th & K StNW 4,008 132 329 3,580 145 405
17th & E StNW 2597 121 4.66 2,653 30 113
18th & K StNW 2,957 237 801 3319 255 7.68
20th & E StNW 4,179 102 244 3994 134 3.36
ﬁ‘w Street & PennsylvaniaAve 2,116 71| 33| 1792 2 | 123
2nd St & Constitution Ave NW 2,955 118 399 2510 101 4.02
3rd St & Pennsylvania Ave NW 2,024 83 4.10 1,956 88 4.50
6th St & New York Ave NW 3,292 267 811 3,348 193 576
7th St & Pennsylvania Ave NW 2,922 398 1362 3,565 438 | 1229
7th& Q StNW 1,102 58 526 1,200 29 242
9th St & Constitution Ave NW 3423 87 254 3,307 181 547
Connecticut Ave & L St NW 3,330 125 375 2,813 115 4.09
Eﬁ/r\}nsylvanla& Constitution Ave 4,161 164 304 4133 68 165

On average, trucks compose about 5.5 percent of traffic during the AM peak and about 4.5
percent of traffic during the PM peak. The main commercid sreets, such asK Street and
Pennsylvania Avenue, show higher percentages of truck traffic in the peak periods, ranging

from 8 to 13 percent. Generdly, the percentage of truck traffic in the downtown areais

higher in the morning because mail and parcel delivery companies make ddliveriesto
coincide with the beginning of the business day, and because perishable goods are ddlivered

to restaurants each morning.

15
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The truck type digtributions for these downtown locations are shown in Figures 10 and 11.
Not surprisngly, light 4-tire, 2-axle and heavy 6-tire, 2-axle trucks make up amost 90
percent of truck traffic during the AM and the PM peaks. These are the smaller trucks
typicaly used by parce ddivery services and the U.S. Postd Services (USPS) in the
Didrict. Many of the larger 3- and 4-axle trucks are used for beverage ddliveries.

Figure 10. Truck Traffic Composition in the Districi: AM Peak

3- or 4-Axles
8%

2-AxlefE-Tire
23%
Light — 2-Axie
B1%
Combination
5%

Figure 11. Truck Traffic Composition in the District: PM Peak

3- or 4-Axles

Light — 2-Axle
65%

Fgures 12 and 13 show AM and PM peak period truck type compositions for each
downtown location analyzed. Locations on the outskirts of the downtown tend to have
higher volumes of combination type trucks, while the central locations have mostly 2-axle

16
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light and heavy trucks. Also, intersections that include one of the mgjor de facto truck routes
mentioned earlier tend to have higher volumes of larger trucks than non-arterial downtown

streets.

25 TRUCK TRAFFIC FORECASTS
In the absence of comprehensive truck travel counts over a period of time to assess trends
and forecast future truck traffic in the Digtrict, employment and land use data were used to
model future truck tripsin the Digtrict. Volpe followed the FHWA Quick Response Freight

Manual (1996) guidelinesto modd truck tripsin the Didrict for ahorizon year of 2015.

Table 6 shows truck trip generation rates obtained from the quick response freight manual.
The valuesin the table represent the number of truck trips generated per day per employee
or household, depending on land use. These values were gpplied to employment data
supplied by MWCOG for each traffic analysis zone (TAZ) in the Washington, DC areafor
the years 2000-2015. Figures 14 and 15 show the estimated truck trips by TAZ for the years
2005 and 2015. They show that the magor new truck trip generation areas will be south of
the Bdtway and north of the Didtrict. Along with the predicted land use changes, there will

be construction-related truck traffic for new developments.

Table6. Truck Trip Generation Ratesfor Commercial Vehicles

Commercial Vehicle Trip Destinations”

per Unit per Day

Generator ATire Single-Unit
VIE e Tr upks (6+ Combinations | TOTAL
Tires)

Employment:

Agriculture, Mining, and

Consiruction 1.110 0.289 0.174 1.573

Manufacturing,

Trangportation,

Communications, Utilities, 0.938 0.242 0.104 1.284

and Wholesale Trade

Retall Trade 0.888 0.253 0.065 1.206

Office and Services 0.437 0.068 0.009 0.514
Households 0.251 0.099 0.038 0.388

Source: FHWA Quick Response Freight Manual, 1996

® Consistent with the FHWA Quick Response Freight Manual, all trips are assumed to be round trips to and
fromeach TAZ. This means that the number of truck trips originating inthe TAZ is equal to the number of

truck trips destined for the TAZ.
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26 EXISTING TRUCK RESTRICTIONS
DDOT has redtricted truck access on many streetsin the city. Most of the restrictions are on
resdentia streets and were enacted as aresult of complaints from residents. Current truck
regrictions fal into five categories

No through trucks

No through trucks over 1%/4tons

No through trucks with more than 2 axles

No trucks or buses

No trucks over 1%/4tons and no buses

Figure 16 shows the exigting truck redtrictionsin the Digtrict, as reported by DDOT TSA. It
aso includes roads owned by the National Park Service (NPS), most of which prohibit
trucks. Many redrictions are in the high-truck-traffic areas in the eastern part of the Didtrict,
and largely resdentia areas in the northern part of the Digtrict.

There are saverd “redtriction mismatches’ between the Didtrict and the neighboring states
of Maryland and Virginia—Iocations where truck restrictions on one side of the Digtrict
border are not consistent with restrictions on the other side of the border. According to
MWCOG geff, the most important mismatches are listed below:

- Washington Boulevard (VA 27) in Arlington, Virginia permits trucks as far as the off-
ramp to the north side of the Pentagon (just prior to the Boundary Channel Bridge,
which isthe Didtrict border with Virginia). However, when it crosses into the Digtrict on
Columbialdand, it is a parkway under the jurisdiction of the NPS, where trucks are
prohibited.

US 50 (Condtitution Avenue NW in the Didtrict) permits trucks east of about Virginia
Avenue NW. To thewest of Virginia Avenue, it is under the jurisdiction of the NPS and
trucks are prohibited. Trucks may not use Congdtitution Avenue, NW between Virginia
Avenue and the Theodore Roosevelt Bridge, nor may they use the bridge itsdlf.

US 50 (Arlington Boulevard) in Virginia, where trucks weighing more than 8 tons are
prohibited between Rossyn (Fort Myer Drive) in Arlington County and Lee Highway
(US 29) at Fairfax Circle in Fairfax County. Note that thisis amismaich only for trucks
that may legaly operate on US 50 in Virginia (those with a gross weight less than or
equal to 8 tons).

Connecticut Avenue NW in the Didtrict, on which trucks are restricted on the Maryland
sde of the Maryland-Washington border between Chevy Chase Circle and MD 410, the
East-West Highway. This causes many trucksto divert to Military Road when entering
and exiting the Didtrict from the northwest. Some truck traffic aso goes on Western
Avenue NW from Chevy Chase Circle to reach Wisconsn Avenue (MD 355) or River
Road (MD 190), both of which are free of truck restrictionsin Maryland.
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Suitland Parkway, on which the NPS bans trucks on the Maryland side of the border
with the Didtrict. Indde the Didtrict, trucks are permitted to use Suitland Parkway.
However, trucks may not use the Parkway from the Alabama Avenue SE exit to the
Maryland border because thisisthe last exit before NPS jurisdiction begins.

Macarthur Boulevard NW in the Didrict, on which sgnsin the Didtrict encourage truck
use. However, on the Maryland side of the border, trucks and buses with more than four
whed s are banned. This ban is necessary because the roadway on the Maryland side of
the border was congtructed over the Washington Aqueduct, a masonry conduit
constructed in the 19™ century that carries drinking water into the Digtrict. This old
agueduct does not have the structurd strength to support heavy vehicles.

Interstate 66 between Rosdyn and Interstate 495 in Virginia prohibits trucks. Although
trucks are generdly not prohibited from interstates, this truck prohibition was included
as a compromise that allowed congtruction of this controversia project in the late 1970s.
Trucks are not permitted to use the Theodore Roosevelt Bridge, which carries Intersate
66 and US 50 across the Potomac River. Because most trucks may not use US 50 and
Interstate 66 between the Monumenta Core and Georgetown areas of the Didtrict and
Virginia, they generdly use US 29 (K Street NW, the Whitehurst Freeway NW and the
Key Bridge NW in the Didtrict; the Lee Highway and a short portion of Old Dominion
Drivein Arlington County; Washington Street in the City of Falls Church; and again

Lee Highway between Fdls Church and Fairfax Circle in Fairfax County).

2.7 CRASHES

The MPD regularly collects crash data, which DDOT TSA daff andlyze. Table 7 shows the
number of crashes by different vehicle types from 2000 to 2002. About 10 percent of dl
crashes involve trucks. However, trucks condtitute only about 5 percent of traffic. Trucks,
then, are over-represented in crash rates relative to their percentage of totd traffic.

As expected, truck crashes are concentrated on the streets with the heaviest truck traffic—
New Y ork Avenue, North and South Capitol Streets, 14th Street, and Pennsylvania Avenue.
The intersections with the most crashes involving trucks are shown in Figure 17 and are

listed below:
- Bladensburg Road and New Y ork Avenue NE

North Capitol Street and New Y ork Avenue

Floridaand New Y ork Avenues NE

South Capitol and | Streets

14th and U Streets NW

Minnesota and Pennsylvania Avenues SE

14th and K Streets NW

Georgia and Missouri Avenues NW

14th Street and Rhode Idand Avenue
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Branch and Pennsylvania Avenues SE
Fairlawn and Pennsylvania Avenues SE
North Capitol Street and Florida Avenue
North Capitol and K Streets

Floridaand West Virginia Avenues NE

Table 7. Crashesby Type of Vehicle®

2000 2001 2002

Totd % of Tota Totd % of Tota Totd % of Tota

Crashes Crashes Crashes Crashes Crashes Crashes

Passenger 17,299 7 16,970 73 16,516 73
Auto

Trucks 2,471 10 2,275 10 2,269 10

Busss 999 4 972 4 974 4

Motor- 211 1 196 1 156 1
cyde

Bicyde 314 1 297 1 234 1

Taxi Cabs 1,582 7 1,488 6 1,562 6

Unknown 1,239 5 1,035 5 1,055 5

Source: DDOT

2.8 INSPECTION AND WEIGH SITES

The MPD and DDOT work together to conduct periodic inspections of trucks. The most
common locations for temporary inspection sites are New Y ork Avenue near the Maryland
border (both directions) and the Wilson Bridge, the 13th Street Bridge, K Street in
downtown, and West Virginia Avenue NE.

In addition, DDOT has three locations for weigh in motion stations (data from which has
been discussed in Section 2.3.3). These are located on New Y ork Avenue near the border
with Maryland (both directions), Interstate 295, and the Sousa Bridge. DDOT expectsto
ingal afourth station on Interstate 295 near the Didtrict border in the near future.

® Theinformation presented in the tableis limited to accidents in which more than $2,000 worth of damage
was done to the vehicles or in which someone was injured.
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29 CONCLUSIONS

Truck traffic bound for the Digtrict enters the city primarily from Maryland on the eastern
and southern borders of the Didtrict, where the mgority of industrid activity is
concentrated. Thisis aso the main location in which combination type tractor-trailers are
found in large numbers. In other parts of the city, and especialy downtown, most of the
truck traffic islight, 2-axle vehidles.

Truck crashes are common a some intersections with high truck traffic volume like New
Y ork Avenue and Bladensburg Road. DDOT has dready identified most of these
intersections and considers them important locations for safety improvements. Any
infragtructure improvements at these locations must include consideration of the truck
traffic operating in these aress.

The Didtrict has no defined truck routes; however, ade facto truck route system has
developed over time. This system exists in conjunction with a patchwork of ad hoc truck
redrictions. Truck traffic in the Digtrict would benefit from rationdization of routes and
retrictions. Also, the redtriction mismatches discussed in this section should be addressed
through regiona cooperation between the Didtrict and adjoining sates.
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3. SUCCESSFUL PRACTICES

3.1 INTRODUCTION
To establish a context for the creetion of atruck management program in the Didtrict, Volpe
andyzed other cities and states for innovative or successful truck management policies and
practlces As part of this effort, Vol pe researched the following areas:

Bdtimore, Maryland

Cambridge, Massachusetts

Chicago, Illinois

London, England

Los Angdes, Cdifornia

New York City, New York

Portland, Oregon

San Francisco, Cdifornia

Seettle, Washington

State of Maryland

Vancouver, British Columbia

The cities and states researched form a varied group, demongtrating geographic,
demographic, and economic diversity, aswell asadiversity of approach to the management
of freight operations. To conduct this research, Volpe interviewed representatives of
municipa governments, state government, and regiond planning agencies to capture
different perspectives and to present afull picture of the myriad roles government can play
in the planning and management of freight movement. Severd of the cities were selected for
their established reputations as innovative leaders in the fild—these cities were confronted
with mgor truck activities, often from a neighboring port or other mgor industrid facility—
and others, including the State of Maryland, for their geographic proximity to Washington,
DC. The lessons gleaned from this research are not specific to the environments from which
they come; therefore, generdizations can be made and applied to the needs of the Didtrict.

Of the case studies included here, no single place offers an example of the best truck
management program. |nstead, each region has devel oped strengths in particular areas—
congestion aleviation, curbsde management, truck routing—and it is those strengths that
are described in detail. The studies provide examples of the successful management of
individua aspects of freight operations, and can be knit together to form a comprehensive
plan. In addition to the 11 case sudies, this report provides an andysis of the dominant
themes that emerged from the research.

3.2 THEMES

Education and outreach have been key to the success of truck management policiesin
severd of the cities analyzed for this study. As new regulations are adopted, or new truck
routes implemented, cities have worked to involve the trucking industry, loca businesses,
and elected leaders in the decision-making process, thereby lending the final decisions
important credibility and acceptance. Once new palicies are developed, education becomes



acrucid component of ensuring compliance. The owners and operators of trucks need to be
fully informed of any new rules governing truck operations, and cities have worked to
provide information through printed brochures, websites, and telephone haotlines, dl the
while offering members of the trucking industry mechanisams for commenting upon new
policies and routes.

For al of the cities researched, enfor cement isacrucid dement of any truck management
program, and often one of the most chdlenging. Regulations regarding the activities of
trucks, particularly those that involve unusud or innovative policies, require careful
enforcement by local law enforcement officials to ensure a reasonable level of compliance.
In some cases, effective enforcement can be achieved smply through a comprehensive
effort to educate freight companies and drivers on the exigting policies and regulations
pertaining to freight operations. A failure to fully enforce truck management policies,
however, can undermine their effectiveness and lead to additiona problems with truck
operations. The need for effective enforcement appliesto al aspects of truck operations,
from parking to loading to the use of designated routes and appropriate permits, and cities
must plan for and fund an gppropriate leve of law enforcement to monitor compliance.

Some of the most far-reaching truck management policiesinvolve innovation, both in
policies and procedures, and the use of new technologies. Innovative policies and
procedures are ones that 1ook beyond the standard mechanisms for managing truck traffic—
induding treditiond freight-only planning, piecemed road closures and weight
redtrictions—to advanced methods for increasing the capacity of the trangportation system
while decreasing the impact of truck traffic on resdentia neighborhoods. Innovative

policies observed during this sudy including the variable use of parking aress, in which
individua spots can serve as both |oading zones and metered spaces a different times of the
day; the development of complex networks of designated truck routes; and the creetion of
multi- stakeholder planning processes for intermoda freight management. New technologies
are dso playing an increasing role in truck management, most dramaticaly in the case of

the London Congestion Charging program, in which dl vehicles entering the centra core of
commercid London are monitored and regulated through a system of closed-circuit cameras
and fees.

Asthe movement of freight is aregiond issue, with importance for multiple jurisdictions,
many citiesincluded in this study are working in cooperation with other levels of
government on the issues of truck management. | nter agency coor dination can involve the
sharing of information and effort between municipa, county, and Sate government offices,
aswell as cooperative work with regional planning agencies. This sort of coordination,
when successful, alows traditiona administrative and geographic barriers to be overcome
and permits long-range, regiond planning for the movement of goods. It aso alows
municipa governments to benefit from the expertise of sate and regional agencies,
including expertise in Geographic Information Systems (GIS) and advanced traffic
modding.

Severd cities researched for this study have found that making investmentsin
infrastructure, particularly proactive investments, used by trucksis an important way to



encourage the use of designated truck routes and to keep trucks away from other, less
desirable roadways. Building and retrofitting particular routes to specifications that are well
suited for truck use can help to promote the safe and efficient operation of trucks.
Furthermore, the improvement and regular maintenance of truck infrastructure—induding
roads, bridges, weigh stations, and truck pull-offs—indicates alevel of cooperation and
support for trucking operations that can build credibility and cooperation between
municipdities and the trucking indudtry.

Public-private partner shipsare akey ingredient in managing and promoting better truck
operations. Mogt of the cities studied have found ways to reach out to and include
representatives of the private sector, including representatives of the trucking industry and
of locd and regiona businessinterests, in their decisionmaking processes for truck
management. Cooperative planning with the private sector provides many advantages,
including assstance with identifying truck routes that will be embraced by the trucking
industry, with prioritizing truck- related improvement projects, and with implementing truck
management policies. Additionaly, cooperation and outreach with the private sector help to
increase the chances that any new policy will be embraced and complied with.

Aswith interagency coordination, regional cooper ation isanecessary component of
planning for and managing freight operationstha are, by their nature, regiond. Severa of
the cities sudied have found ways to work cooperatively with their neighboring
communitiesin order to manage the flow of freight traffic through and across multiple
jurigdictions. In particular, many cities seem to work through the regiona planning
agencies—particularly Metropolitan Planning Organizations (MPOs)—of which they are a
part, to plan for the routing, enforcement, and infrastructure improvements that are
necessary for effective freight managemen.

Mogt of the cities studied use acombination of regulations and incentivesto promote their
truck management policies, with some leaning toward regulation and others toward
incentives. The regulation-oriented municipalities develop multi-faceted management
programs, of which education and comprehensive enforcement are mgjor components. The
incentive-oriented municipdities prefer to work in voluntary cooperation with trucking
companies and local businesses to encourage compliance with desired truck management
policies, dlowing them to avoid explicit regulations. Mogt cities develop truck management
policies that combine both regulatory and incentive-based tools.

3.3 CASE STUDIES

Baltimore, Maryland

Rdevant Public Agencies Bdtimore Development Corporation
Bdtimore Metropolitan Coundl
Bdtimore City Planning Department
Bdtimore City Office of Trangportation
Maryland Port Adminidration

Themes: Regional cooperation, public-private partnerships, education and outreach,
interagency coordination



Located 44 miles northeast of the Didtrict, Batimore is home to close to 700,000 residents
and hosts a significant segport in the southeast quadrant of the city. The operations of the
Port of Bdtimore, combined with the activities of the local commercia and retail sectors,
generae truck traffic on the streets of Batimore and its surrounding region. In particular,
the loca roads leading from the Port of Batimore to the Interstate 95 corridor, which
connects Batimore with the Washington, DC, area, frequently experience heavy truck
traffic.

In an effort to limit the amount of through-truck traffic using loca roads, Batimore city has
created a network of designated truck routes to separate locdl truck traffic from regiona
truck traffic. In certain neighborhoods, Batimore has created local truck zones to protect the
roads from unnecessary use by through trucks. These zones redtrict through-trucks (i.e.,
trucks without local destinations) from a designated area of multiple parale streets. Both
variable message signs and permanent sgns dert drivers to the restricted areas and provide
dternate route information for those trucks without ddliveriesin the zone. The dternate
routes offered include a ring road around the city, two tunnels running under the Inner
Harbor, and abridge, dl of which dlow trucks to bypass the center of the city. Batimore
has had mixed successin enforcing the use of its dternate truck routes.

The Bdtimore Development Corporation, aloca economic development organization, has
worked to increase the indudtrid infrastructure of the southeastern section of the city and to
increase truck accessibility to the facilities there. The Batimore City Planning Department
aso works with developers to ensure that al new congruction in the city has adequate off-
road truck facilities—for the efficient loading and unloading of goods outside of the flow of
traffic—to meet present and future needs.

Outsde of the boundaries of the city of Bdtimore, the Batimore Metropolitan Council—the
MPO for the Baltimore area—has established the Freight Movement Task Force. The
members of this task force represent both the public and private sectors—the MDOT, the
Maryland State Police, members of the trucking industry, and academic researchers all
serve on the task force—and work to develop implementable strategies to improve freight
movement in the Baltimore area.

Recently, the task force has focused on the need for truck parking facilities'spaces. This
review led to: (1) identifying truck stops and rest aress, (2) improving truck-oriented
sgnage; and (3) better education and enforcement. The task force recently hosted a design
charrette in which different stakeholders were invited to map out problem areas for trucks
and to consder possible solutions together. Among other education inititives, the task
force has worked with MDOT to update a free map of truck routes, which can be ordered
online.



Cambridge, M assachusetts
Rdevant Public Agencies

Cambridge Licensng Department
Cambridge Police Department
Cambridge Traffic, Parking and Trangportation
Department

Massachusetts Highway Department

Themes: Regional cooperation, public-private partnerships, education and outreach,
innovation and technol ogy, regulation and incentives

The city of Cambridge, adensdy knit community of 100,000 residents, has long had
problems with truck-generated noise and vibration. Located immediately northwest of
downtown Boston, Cambridge offers several convenient routes for truck driverslooking to
travel from the Massachusetts Turnpike to coastd indudtrid facilities, particularly

petroleum facilities, located northeast of Cambridge. Cut-through truck traffic, which
accounts for approximately 16 percent of al truck traffic on Cambridge roads, joins the
sgnificant number of trucks serving loca businesses and residents, producing a public
impression of heavy truck traffic in a predominantly resdentid city. To addressthis
impression, Cambridge has adopted a patchwork of truck bans over the past few decades
and requires that most new commercid development include off- street |oading/unloading

facilities for trucks.

In 1999, citizen activism on the issue
of truck traffic spurred the
Cambridge City Council to approve a
zoning ordinance to ban dl nighttime
through truck traffic from city sreets.
In the face of severe opposition from
representatives of the trucking
industry, neighboring communities,
and the Massachusetts Highway
Department, Cambridge agreed not to
enforce the ordinance in exchange for
participation in aregiond study of
freight movement. The
Massachusetts Highway Department
paid for the ensuing study, which
involved multiple stakeholders from
both the public and private sectors.
The two-year sudy included the
collection and andysis of in-depth
traffic data and a series of public
meetings.

A revised ordinance, approved by the
Cambridge City Council in January

Why Do Trucks Cause Noise and Vibration?
What Can be Doneto Alleviate Them?

The noise and vibration generated by trucks,
paticularly large trucks, typicdly has one of
three origins: (1) contact between tires and
pavement;, (2) the engine and exhaust sysems,
and (3) ground-borne tremors caused by the
weight of the truck.

Researchers and  traffic  engineers are
expaimenting  with  innovative  pavement
materias desgned to dampen the whining noise
caused by the sound of tire meeting road. As
trucks in urban environments rarey trave a
peeds high enough to cause this noise, other
efforts are underway to control truck-generated
noise on city dreets. These include the dricter
enforcement of noise ordinances—the use of &
“noise-cam” to track offending vehicles offers
promisse—and the ingdlation of noise-
dampening window insulation in neighborhoods
with sgnificant truck activity.




2003, restricted cut-through truck traffic traveling between the hours of 11 PM and 6 AM to
designated streets. To develop the approved nighttime routes, Cambridge city staff worked
closely with the trucking industry and with neighboring communities to creete a series of
designated routes that would be acceptable to al. Cambridge coupled the development of
the nighttime routes with an extensve education campagn, in which information was
provided to truck drivers and trucking companies through pamphlets, websites, and
telephone hotlines. Overseen by the Cambridge Parking and Transportation Department and
enforced by the Cambridge Police Department, the ordinance was well received by the
trucking industry and compliance was excellent. However, the Massachusetts Highway
Department has recently required the city of Cambridge to suspend the ordinance, leaving
the issue unresolved.

Cambridge has aso worked with regional public agency stakeholders to encourage the
prioritization of roadway improvement funding for those roadways designated for use as
truck routes. Cambridge has found that acceptance of designated routes by truck drivers and
trucking companies depends, in part, upon the condition of the roadways used for the
approved routes. Drivers are much more likely to use roads that are in good condition.

To facilitate the loading and unloading of goodsin some of the retail didtricts of the city,
Cambridge has implemented a program of targeted loading zones. Targeted zones are ones
which serve as |oading zones during certain hours of the day—generdly during the
morning—in order to meet the needs of loca retailers and restaurants. Targeted loading
zones are generaly used as metered public parking during the rest of the day. Cambridge
has found targeted loading zones to be an effective way to increase the capacity of the
roadway network for freight operations, without compromising the needs of other users or
require the construction of additiond infrastructure.

Chicago, Illinois

Rdevant Public Agencies Chicago Area Transportation Study (CATS)
Chicago Police Department
Chicago Department of Planning &
Deveopment
Chicago DOT

Themes. Regional cooperation, public-private partnerships, investment in infrastructure,
enforcement

A aty of 2.9 million resdents, Chicago isavitd national nexus for multimoda freight
operations. Home to multiple intersecting rail and truck routes, as well as an important port,
Chicago has been akey industrial and trangportation center for the past century. However,
the Chicago DOT currently has no holistic plan for managing truck traffic through the city;
rather, it relies upon the program for permitting overweight trucks—issued by the Chicago
DOT and enforced by the Chicago Police Department—as its primary mechaniam for
tracking truck movement through the city. Because of the heavily indudtrid nature of
Chicago, many trucks use the network of arterid streets as their primary routes through the



city, thereby insulating resdentia neighborhoods from truck-generated noise and vibration.
The arterid network is frequently congested, however, and large trucks are prohibited from
some routes due to low- hanging bridges.

The Chicago DOT and Chicago Department of Planning & Development work together to
manage a program for the identification and improvement of sSgnificant industria corridors
within the city, including the improvement of truck accessto and aong the corridors.
Working with representatives of the trucking industry and other important indudtries, the
DOT pinpoints and invests in needed truck-oriented improvements both within the corridors
and dong the arterids, providing expressway connections, then works to encourage the use
of the improved routes by trucking companies. Each designated corridor has an appointed
council, made up of representatives of the public and private sectors, and council meetings
are held on aregular basis to plan improvements for each corridor.

The Chicago DOT daff work cooperatively with the owners and operators of industrial
fadlitiesin the city—warehouses, factories, and other facilities—to develop programs for
loading and unloading that minimize truck idling and double-parking. Members of the city
daff help facility operators to identify the optimum times to receive shipments to increase
the efficiency and speed of each ddivery. Compliance with the developed plansis done
purdy voluntarily—there are no existing regulations to enforceit.

Chicago dso works to enforce parking regulations, especidly in the downtown area, to
discourage double-parking and the misuse of loading zones. In particular, Chicago has
mandated that double- parking be consdered a moving violation, rather than Smply a
parking violation, thereby increasing the penalty and making it possble to tow avehicle for
double-parking. Chicago aso works to ensure that trucks operating in the downtown area
have sufficient loading/unloading space, by requiring that one off- street parking bay be
congtructed for every 100,000 square feet of commercial space.

Outsde of the boundaries of the city of Chicago, the CATS—the MPO for the Chicago
region—manages the Intermoda Advisory Task Force. Established in 1994, the task force,
made up of freight operators (both trucking and railroad), civic organizations, and public
officids, worksto raise public awareness of the importance of intermoda freight movement
to the economic hedlth of Chicago and to plan for improved freight facilitiesin the area. The
Task Force encourages cooperative participation by both the public and private sectors and
provides aforum for discussion of the long-term freight needs of the area, with an emphasis
on intermoda coordination. The task force assgsin prioritizing freight-oriented
infrastructure projects and has worked with the staff of CATS to develop an inventory of
major intermodal facilities and projects in the region. The Task Force also explores
opportunities for the creetive financing of freight projects, and has hosted public workshops
on the future of freight operations in the Chicago region.



L ondon, England
Rdevant Public Agencies Transport for London
The Office of the Mayor of London

Themes: Innovation and technology, regulation and incentives, investment in infrastructure

In February 2003, Transport for London—the DOT for the city of London—introduced the
Centrd London Congestion Charge, an effort to reduce traffic congestion in the centrd
digtrict of London. Bounded by the inner ring road that surrounds central London, the
congestion charge zone covers most of the commercia and retail heart of the city. All
vehicles entering into the congestion charge zone between the hours of 7 AM and 6:30pm,
excluding weekends, are required to pay £5 (gpproximately $8) to drive or park within the
zone. Motorigts can pay the charge through avariety of means, including at certain retall
outlets and gas stations, by telephone, through self-service machines, and by mail. Residents
within the congestion charge zone and certain others, including the owners of dternative

fud vehicles, are exempt from dl or aportion of the charge. The Centra London
Congestion Charge program is estimated to have reduced congestion in central London by
25 to 30 percent.

Vehicles are tracked within the zone by a network of video cameras. The cameras capture
an image of the license plate of every vehicle entering the zone, which is then compared
agang a database of al vehicles known to have paid the £5 fee. Theimage of those license
plates known to have paid isimmediately discarded; the image of those plates registered as
unpaid is re-checked manualy and then submitted for afine. Thefineincreases asiit
remains unpaid, to amaximum of £120 (approximately $200) and the impounding of the
vehicle. The revenue raised from fines is used for the improvement of the transportation
infragtructure of London. The use of persona information captured through the video
camerasis governed by the Trangport for London privacy policy, which is posted on the
Transport for London website.

Trucks are required to pay the congestion charge in the same manner as private
automobiles, but with an additiond £10 charge for administrative costs. Trucking
companies are permitted to register dl of their vehicles a once with Transport for London
(@minimum of 25 vehicles mugt be registered to qualify as acommercid fleet). Commerciad
trucks are permitted to pay the congestion charge monthly, rather than daily, with funds
drawn directly from a*“fleet account” established by each trucking company. Trucking
companies can manage their accounts through a secure website,

The Centrd London Congestion Charge program was established following a 6-month
public outreach effort. With the program now operational, Transport for London makes
extendgve information available to the public, including to trucking companies, through the
I nternet.

In addition to the congestion charge, London adso maintains the London Lorry Ban to
restrict the movement of trucks on residentid roads on nights and weekends. The Lorry Ban
provides anetwork of designated streets that trucks must use during the restricted period;



these dregts are available to trucks at dl times, but required during nights and weekends. A
permit is required to travel anywhere but on the designated streets, and compliance is
enforced by police officers on the streets and through a network of closed-circuit televison
cameras.

Los Angeles, California

Rdevant Public Agencies CdiforniaDOT
Community Redevelopment Agency
Goods Movement Advisory Committee
Los Angeles Department of City Planning
Los Angdes DOT (LADOQOT)
Southern Cdifornia Association of
Governments (SCAG)

Themes: Interagency coordination, investment in infrastructure, regional cooperation,
innovation and technol ogy

Composing a portion of the greater Los Angeles metropolitan areg, the city of Los Angeles
has a population of 3.7 million people and extensive truck operations on the loca and
regiona roads that run through the city. Truck activitiesin Los Angdes include trucks
serving the Port of Los Angeles, amgor gateway for much of the West Coast. The city of
Los Angdesworks with the Port of Los Angelesto improve traffic operationsin and around
the port, and is currently considering adlowing the port to operate 24 hours per day. This
would dlow trucksto service the port at dl times, thereby eiminating truck idling during

the hours the port is closed.

The SCAG, which includes dl of Southern Cdifornia except San Diego County, and its
GMAC have long been the promoters of projects such as the Alameda Consolidated
Transportation Corridor and various gateway and truck lanes studies. SCAG staff and
GMAC have been insrumentd in coordinating not only with the Cdifornia Trucking
Association, but dso with mgor parcel carriers such as UPS and FedEx, aswdl with both
the Class | railroadsin the region. SCAG was the firgt to take leadership in trying to develop
aregiona truck model.

The LADOT has implemented a series of truck initiatives aimed at fadilitating truck
movement and reducing truck-generated congestion, but no comprehensive truck
management program has been developed. In generd, Los Angeles has avoided designating
truck routes—athough there are certain streets within the city that serve as de facto truck
routes—in favor of other, less regulatory Strategies: roadway improvements, sgndization,
and griping solutions designed to improve truck movement and safety. LADOT hasdso
created a Traffic Action Team to respond to traffic emergencies and other specid
circumstances, including circumstances involving trucks. LADOT is dso responsible for
building aloca GIS trangportation database and for pursuing grant funds to support capitd
improvements for industrid areas in downtown Los Angdles, Hollywood, and Van Nuys.



The Mayor of Los Angdles recently created the Transportation Task Force, which includes a
sub-committee dedicated to freight movement in the Los Angeles area The sub-committee

is made up of representatives of the trucking industry, as well as representatives of public
trangt and other moda organizations. The sub-committee mainly handles issues of off-

sreet loading and efficient delivery and has generated alist of proposed solutions to

common problems. These solutions include lengthening loading zones to accommodate

large trucks, improving enforcement of loading-zone use, and developing a pre-paid system
for the use of loading zones.

The Community Redevelopment Agency of Los Angeles, an economic devel opment
organization dedicated particularly to the reuse of former indudtrid areas within Los
Angdes, works on trucking issues as they rdate to easing congestion and improving the
flow of goods through the city. The Community Redevel opment Agency has recently
prepared amgor report on the efficiency of truck movement in the urban industrid areas of
Los Angdles, and has requested funding for the implementation of truck management
solutions. The Redevelopment Agency is aso working to develop more efficient
mechanisms for the loading and unloading of goods, including the possibility of a centra
fadlity.

State of Maryland
Rdevant Public Agencies MDOT - Freight Policy Office
Maryland State Police
Maryland Transportation Authority Police

Themes: Public-private partnerships, innovation and technology, investment in
infrastructure

Asistypicad of mogt states, MDOT is responsible for overseeing height and weight
restrictions for trucks and compliance with safety regulations on state-managed roads and
bridges. The Maryland State Police and the Maryland Transportation Authority Police carry
out the respongbilities of the state through roving crews used to perform roadside
ingpections on trucks. MDOT gtaff members aso conduct on-Ste vists at trucking
companies to ingpect for preventative truck maintenance and other maintenance related
issues.

Maryland has had trouble maintaining effective weigh station facilities, particularly in the
urbanized Prince George' s County. Many of the existing weigh dations are inadequate to
meset contemporary needs, with many too smal to handle the demands of large trucks.
MDOT iscurrently planning for a new weigh gation.

MDOT has implemented the use of trangpondersto facilitate truck operations on its roads.
In particular, the trangponder technology currently used by Maryland alows for eectronic
toll collection and automatic vehicle identification. Maryland is exploring other uses for
new technologies, and is currently partnering with Johns Hopkins Universty to expand the
use of trangponders and other screening devices.



New York City, New York

Rdevant Public Agencies New Y ork Metropolitan Transportation
Council (NYMTC)
New York City DOT
New York State DOT

Themes: Public-private partnership, education and outreach, interagency coordination,
regional cooperation, technology and innovation

With its unique security concerns, New Y ork City has aparticular interest in ensuring that
trucks move in an orderly fashion through the city and that their operations are restricted to
certain designated areas. New Y ork City works closely with the freight advisory group of
the NYMTC, the MPO for the New Y ork City region. NYMTC has been particularly
proactive with regard to freight movement in the region with the ingtitution of a Freight
Transportation Working Group (FTWG) and the development of a Regiond Freight Plan.
Theregion is currently attempting to make a sgnificant mode shift for the movement of
freight from trucks to rail for security, environmental and congestion reasons. The FTWG
meets bi-monthly and the meetings are open to the public.

With regard to security, there has been interest in integrating security plans currently

crested in isolation by the various agencies that operate the trangt, highway, and bridges of
the city. In the months following the events of September 11th, New Y ork City closed many
of its mgjor gateways to trucks—induding the Holland Tunne—but has recently reopened
severd of them.

New York City isin the process of conducting its first comprehensive update to the truck
route management system that was established in 1981. This study looks to incorporate the
needs and opinions of the trucking indugtry, city businesses, and locd communitiesinto the
operations of the truck route system. While the city has an existing system of truck routes,
the study seeks to address route management, signage, enforcement, policy, and curbside
management concerns.

The interests and needs of the trucking industry have become an increasingly important part
of freight planning in the New Y ork City region, as the public sector has worked to provide
adequate facilities for truck drivers and trucking companies. In an example of this type of
cooperation, New Y ork State DOT recently used Federd trangportation funding to ingtall
plug-in power sources for the hundreds of trucks that gather to load and unload at the

Hunt’ s Point Cooperative Market. These power sources provide heat and light to the drivers
and have dramaticaly reduced the number of trucks idling for power, thereby reducing the
amount of exhaust in the area.

Any overweight or oversized truck hoping to operate within the boundaries of New Y ork

City isrequired to obtain a permit, which adds an additiond layer of oversight. New Y ork
City isds0 congdering implementing a web-based mapping tool to dlow truck driversto

plan out an optima route based on their weight and destination.



New York City has developed severa innovative programs for managing its commercia
parking. The drivers of trucks and other commercid vehicles are required to pay achargeto
use commercia parking spaces during the hours of 7 AM and 6 PM - $2 for one hour, $5
for two hours, and $9 for three hours - which are clearly marked as limited to no more than
three hours per vehicle. Businesses are able to purchase debit cards with memory chips for
use by their drivers, who are thereby not required to carry cash for usein the meters. The
New Y ork City Police Department has found enforcement to be much easier with this
system than with atraditiona system of meterless loading zones, and the average time spent
in acommercid spot has dropped from an average of 5 hours to gpproximately 90 minutes.
In addition to this, there has been significant revenue generation. Initidly, gpproximately
$300,000 was invested in research, development, and purchasing; the revenue projection for
2005 is $10 million.

The Port Authority of New York & New Jersey, which isresponsible for severa bridgesin
the city, isaso in the process of experimenting with congestion pricing on the George
Washington Tunnd for dl vehiclesincluding trucks. This seemsto have led to ashift in

travel patterns. The Port Authority’ s Freight Information Red- Time System for Transport
will provide cargo and equipment information in red-time on the Internet. The webgte will
integrate available information on ship, railroad or plane arrivas, provide up-to-date cargo
status, and redl-time road conditions, and provide red-time video, which monitors
congestion at seaport entry gates or airport access points. A pilot project is being developed
for the Southern Corridor in New Jersey.

Portland, Oregon
Rdevant Public Agencies Metro (MPO for Portland)
Port of Portland
Portland Office of Trangportation

Themes:. Interagency coordination, public-private partner ships, education and outreach,
enforcement, investment in infrastructure

A city of 550,000 residents, Portland has developed an extensive program of freight
management srateges. Within the city limits, different streets have been designated for use
as regiond, mgor, and minor freight routes, with an accompanying mep available on the
Internet. The routes are delinested by mode, and the map is updated every five years. The
intention of this system is to keep trucks off residentia roads as much as possible and to
provide incentives to the trucking industry to use the designated routes. The Portland Office
of Trangportation works with individua neighborhoods, through community outreach
efforts, on truck management issues.

The context for freight planning in the city of Portland was, in part, established by
organizations with involvement in regiona planning, including Metro and the Port of
Portland. In recent years, Metro has designated key freight corridors—both arterias and
collector streets—for accessto industrid areas and important intermoda facilities. Metro
has dso0 designated industrid infrastructure for future investment and upgrade. The Port of



Portland has played a sgnificant role in advoceting for the needs of freight in the areaand
has urged comprehengve planning for freight facilities.

The city of Portland is currently at work on amaster plan for freight management, which
will create haligtic palicies regarding freght movement and the upgrading of freight-
oriented infrastructure. The plan will aso endeavor to coordinate the needs of freight with
the needs of pedestrians, cyclists, and other modes using the city Streets. Portland has also
worked to develop land use desgnations that will support its desired freight management
plans. Desgnated freight districts are areas in which freight movement is encouraged and
infrastructure is development to facilitate truck operations.

Portland is conddering innovative ways to fund freight- oriented projects, including the use
of weight and miles fees (implemented by the State of Oregon, with income shared with the
city of Portland), truck registration fees, and a fee based on assumptions about the traffic
generated by a particular busness. In generd, Portland has worked closely with the trucking
industry on the development freight management policies. From February to June 2003,
Portland city staff held committee meetings, with extengive input from business and

industry, to help to develop new solutions for freight management and freight infrastructure.
These meetings had high-profile support from e ected leaders in Portland, contributing to
their ultimate success.

Portland aso runs the Angled Parking Permit program, which attempts to aleviate street
blockage caused by |oading/unloading trucks by providing operators with strategies to
encourage better traffic flow. Permits are granted to allow an individud truck to park at a
particular Ste. The program suggests various parking strategies to drivers, including
anything from setting up conesto utilizing aflagger. The Office of Trangportation
adminigters the program.

Portland is very strict about truck activity around construction sites. Every mgor
construction project requires a truck management plan, which must include information
about the staging and idling of trucks.

The city of Portland coordinates with the State of Oregon to distribute permits for over-
dimenson—weight and sze—trucks. This harmonization of city- and State-leve permitting
reduces the burden on trucking companies and therefore encourages cooperation between
industry and government. In afurther example of cooperation, Portland issues permitsto
trucks to alow on-sreet loading and unloading in particular circumstances. This encourages
trucking companies to coordinate with the Portland Office of Transportation for their
unloading needs and adlows the city to keep track of trucking activity.

The Oregon Freight Advisory Committee (OFAC), a statewide freight committee, was
congtituted in 2000 to focus on the freight needs of the sate highway system. OFAC aso
dedls with issues within Portland as appropriate. A regiona freight committee dso exigs,
and conggts of members from county/city agencies; this committee focuses primarily on
data collection. Furthermore, a committee was recently designated at the city level to



develop guidelines for freight movement in the city, and includes members of the business
community as well as members from the county/city agencies.

San Francisco, California
Relevant Public Agencies San Francisco Department of Parking & Traffic
San Francisco DPW

Themes: Public-private partner ships, enforcement, regulation and incentives

The city of San Francisco, with a population of close to 776,000, experiences truck traffic
from locd commercid and retall operations. Truck traffic is managed in severd different
waysin the city of San Francisco. For loads such as ddivery trucks (including semi-

trailers), thereis a network of truck restrictions and designated truck routesto assst with the
flow of truck traffic. The designated routes have evolved over time, primarily through

citizen and neighborhood activiam.

In addition, San Francisco has an Oversize Vehicle Permit program. An oversize vehicleis
specificadly defined in the California Vehicle Code. Any vehicle or load that meetsthe
definition of an oversize vehicleisrequired to obtain a permit from the Department of
Parking & Traffic. There are severa types of permitsissued, including an annua permit and
agngletrip permit. The city works closaly with the State of Cdlifornia, permitting agencies,
trucking companies, and the traffic division of the San Francisco Police Department to
ensure the safe passage of oversize vehicles throughout San Francisco.

In 2001, the city of San Francisco proposed to ban all trucks of greater than 25 feet in length
from traveling in a portion of the downtown area between the hours of 7 AM and 7 PM on
weekdays. The ban was never implemented, due to protests from awide variety of
downtown business, trucking firms, and labor unions, but it initiated a discusson between
the city and the business community about downtown parking and trucking issues. Truck
parking in downtown San Francisco is a particularly thorny issue, as most loading and
unloading is done directly from the street, rather than from an off- street |oading zone. Many
of the on-street loading zones are frequently occupied by non-commercid vehicles or by
vehides with commercid license plates that are not making deliveries. These vehicles
include vans, pick-up trucks, station wagons, and sport utility vehicles. San Francisco hasa
long-standing policy to discourage the provision of off-sireet parking in downtown
buildings. While this policy has been successful in increasing the percentage of downtown
workers who commute by public trangt, it increases the competition for use of on-street
spaces.

The San Francisco Department of Parking & Traffic has worked to prevent abuse of
designated |oading zones—San Francisco maintains separate loading zones for generd
commercia use and for trucks. In an effort to prevent non-deivery vehicles from usng

truck zones, San Francisco has recently created a third category of loading zones that can be
used only by trucks with sx or more whedls. All loading zones have a 30-minute time limit.
The curbs are painted yellow and signs are posted at each space informing parkers of the



time limit and the days and times of the redtriction. In an effort to gain compliance with the
30-minute time limit, the Department has dso inddled parking metersin some loading
zones—cogting 75 cents for 30 minutes—to encourage turnover, but has found that
compliance is wesk.

In Cdifornia, trucks are dlowed to double-park for loading and unloading if there is space
available at the curb and they are actively loading or unloading goods. The fact that this
type of double-parking islegd isnot widdy known, however, leading to public complaint
about the practice.

Construction projects are required to receive a series of permits from the San Francisco
DPW, which dlow congtruction-related trucks to park in front of abuilding or congtruction
gte. The requests for such permits are evaluated on a case-by-case basis, the details of the
permit can be rigorous, and compliance with the parameters of the permit is grictly
enforced. For new congtruction, San Francisco drives to require the inclusion of sufficient
off-street loading aress.

Seattle, Washington

Rdevant Public Agencies Puget Sound Regiona Council
Sedttle DOT
Washington DOT (WSDOT)

Themes: Public-private partnerships, education and outreach, regional cooperation

As an important port city, Sedttle is at the center of sgnificant regiond intermodd freight
activity. The Puget Sound Regiond Council, the MPO for the 6,000 square-mile Sesttle-
Tacoma areg, focuses on regiond freight movement of adl types. The Regiond Council has
established the Freight Roundtable, which includes representatives of Federd, state, and
local government, of the three deepwater ports of the region, and of the private sector,
including al of the freight modes that operate in the region (marine, rail, truck, and air
cargo). The Roundtable, co-sponsored with private interests through the Economic
Development Council of Seeitle & King County, provides aforum for the discussion of
freight issues and the prioritization of freight projects. During the period from 1996 to 2003,
the Roundtable has emphasized port access and railroad-related projects.

Together with the WSDOT, the Regiond Council co-sponsors an interagency group of loca
governments, which individualy sponsor the shared package of freight investmentstitled

the FAST Corridor (Freight Action Strategy Corridor). Phase | (1997-2003) consisted of 15
projects vaued a $500 million, haf of which are now complete. Contributions were made

by dl levels of government, and by the two affected Class | railroads in the region.

The Regiond Council is not directly involved with loca-leve freight planning. Seeitleisa
member of the FAST Corridor agency staff team. A truck redtriction is currently in placein
downtown Seettle, requiring large trucks to travel through downtown only at off- peak
hours. The Port of Sesttle (which isindependent of the city of Sesattle) makes amap of truck



routes and truck redtrictions available to dl drivers traveling to and from the port, and the
city of Seettle maintains an outreach program—to publicize traffic regulation information—
for loca companies that receive and generate shipments by truck. Information about traffic
congestion and congtruction activity is made available online to truck drivers.

The city of Sesttle has established two bodies to assist in the management of truck issues:
the Office of Freight Facilitator and the Freight Mobility Advisory Committee (FMAC).
The Office of Freight Facilitator is responsible for developing a freight management plan
for Seettle, for identifying high-priority projects, for communicating with the public on
freight issues, and for championing the needs of freight movement. This office dso
participates in the design and review of projects that may impact freight movement in
Sedttle. The office d o interacts with other public agencies to champion the interests of
freight movement.

The FMAC, which includes public and private interests, meets monthly to discuss freight-
oriented projects underway by the Sesttle DOT. The FMAC has, for instance, initiated a
program—funded with both private and public monies—to dleviate congestion a identified
choke-points near the Port of Seettle.

The municipa government maintains adigtribution ligt of freight companies that operate in
the industrid areas of Sesttle to update them on traffic policies and projects that impact
freight movement.

Vancouver, British Columbia

Relevant Public Agencies TransLink - Greater Vancouver Trangportation
Authority
City of Vancouver
Vancouver Police Department
City of Vancouver Port Corporation
Vancouver Port Corporation

Themes. Public-private partnerships, regional cooperation, enforcement, regulation and
incentives, investment in infrastructure

The efficient movement of freight is treeted as priority by the city of Vancouver, which
includes comprehengve regulations on freight movement in its municipa bylaws. The
bylaws refer specificdly to truck dimengon, load, number of axles, weight, verticd
clearances, and type of vehicles and tires. Restrictions on the parking of trucks and trailers,
securing of loads and use of engine brakes within city limits are dso outlined by the bylaws.

Vancouver maintains a network of truck routes, which trucks of 3 or more axles and weight
of 5,500 kilograms or more are required to use. The Vancouver Police Department enforces
this requirement. VVancouver works to maintain the integrity of its truck routes, including

them in regiond trangportation plans, working to target transportation investment to roads
used by trucks, and attempting to avoid any road closures that would compromise the



overal network. Truck routes are aregiona priority and are regulated by aregiond
trangportation body, TransLink.

Commercid vehicles are permitted to use al municipa parking meters for free until 10 AM,
and many commercid aress of the city include lanes dedicated to use by trucks and other
freight vehicles. No vehicle is alowed to park for more than three consecutive hours on
municipa sreets—in both commercid and non-commerciad areas—aregulation that is
enforced in response to particular complaints. Double-parking is prohibited and is
aggressvely enforced by bylaw staff. Permits are available to alow for the extended use of
atraffic lane, such as during congruction.

Vancouver currently bans the idling of passenger buses for more than three minutes, and is
looking to extend that regulation to cover al vehicles, particularly diesd-burning trucks.
The city dso has acomprehensive Motor Vehicle Noise Abatement bylaw, which bans the
use of “engine brakes’ or “jake brakes,” which are particularly noisy, a any time except
during emergencies.

In addition to itsrole of planning the truck route system, TransLink has authority to regulate
trucks carrying hazardous materials. VVancouver used to prohibit gasoline trucks over a
certain size from entering the dense resdential and downtown aress, but this regulation was
revoked because it conflicted with provincid law. However, there is now a movement to re-
implement this legidation due to, anong other things, safety concerns.

The management of overweight trucks is the most significant freight-oriented concernin
Vancouver, and the municipa government isworking collaboratively with the trucking
industry and with law enforcement to find solutions to the problem. To ensure higher
compliance with the Motor VehiclelCommercid Transport Regulations and the municipa
bylaws, city officids have focused on freight-oriented companies (both trucking companies
and the companies hiring trucking companies), as vehicle operators are sometimes
pressured to disobey bylaws and other regulations. Vancouver is dso developing asystem
by which new congtruction permits, contracts, and agreements require all trucks to adhere to
loca regulations and bylaws. The trucking industry has dso been closely involved with the
development of the freight- oriented portions of the regiona transportation plan prepared by
TransLink.



34 SUCCESSFUL PRACTICESIN TRUCK MANAGEMENT

Table 8. Successful Practicesin Truck Management, by Area

City/State

Concept

Successful Practice

Bdtimore

Designated routes

Separates locd truck traffic from through
truck traffic with aseries of truck
designations and loca truck zones.

Bdtimore

Infrastructure
planning

Works with devel opers to ensure that dl new
buildings in the city have adequate off-road
truck facilities to meet future needs.

Cambridge

Regiond planning

Participated in aregiond study of freight
movement in eastern Massachusetts and used
the data produced by the study to develop a
local truck management plan.

Cambridge

Communication

Provides extensve information to the trucking
industry on locd truck routes, including
brochures, maps, and online information.

Cambridge

Parking management

Facilitates the efficient use of on-street
parking through the converson of loading
zones to public parking spaces during the
afternoon and evening hours.

Cambridge

Infrastructure
Improvements

Works with the M assachusetts Highway
Department to encourage the prioritization of
improvements to roadway's designated for use
by trucks.

Chicago

Freight-oriented
industrid coundil

Targets freight-oriented investment through
the creation of designated industria corridors,
each overseen by a public-private advisory
group empowered to make recommendations
for truck-oriented infrastructure.

Chicago

Coallaboration

Works cooperatively with the owners and
operators of indudtrid facilities to develop
schedules for loading and unloading that
minimize truck idling and double-parking.

Chicago

Regiond planning

Participates in an MPO-run freight task force
to plan for the long-term freight needs of the
area, with emphasis on intermoda
coordination.




City/State

Concept

Successful Practice

London

Pricing Srategies

Permits trucking companiesto register dl
vehicles a once. Also permits trucks to pay
centra London congestion charge monthly
rather than daily with funds drawn directly
from a“fleet account” established by each
trucking company.

LosAngdes

Prioritization of
fraght

Created a Traffic Action Team to respond to
traffic emergencies and other specid
circumstances, including circumstances
involving trucks

Maryland

Technology

Exploring new usesfor trangponders and
other screening devices in partnership with
Johns Hopkins University

New Y ork
City

Pricing Srategies

Requires commercid vehicle driversto pay a
charge to use commercia parking spaces.
Sdls debit cards with memory chips for use
by drivers

Portland

Designated routes

Designated different streets for use as
regiond, mgor, and minor freight routes, with
an accompanying map available on the
Internet.

Portland

Panning

Working on a master plan for freight
management to cregte holistic policies
regarding freight movement, freight-oriented
land use, bicycle and pededtrian interactions
with trucks, and upgrading of freight-oriented
infrastructure.

Portland

Coordination

Coordinates with the State of Oregon to
digtribute permits for overweight trucks,
reducing the burden on trucking companies
and encouraging cooperation between
industry and governmen.

San Francisco

Parking management

Ingtdled parking metersin some loading
zones—cogting 75 cents for 30 minutes—in
order to encourage turnover of spaces.

San Francisco

Parking management

Maintains separate |oading zones for generd
commercia use and for trucks with Sx or
more whedls.

Sedttle

Indtitutiond  capacity
building

Created office for developing afreight
management plan, identifying high- priority
projects, communicating with the public on
freight issues, and championing the needs of
freight movement. Office o participatesin
the design and review of projects that may
impact freight movement in Seettle.




City/State

Concept

Successful Practice

Vancouver

Parking management

Permits commercid vehiclesto usedl
municipa parking metersfor free until 10
AM. Cresated dedicated commercia vehicle
lanes in many commercid aress of the city.

Vancouver

Designated routes

Works to maintain the integrity of its truck
routes by including them in regiond
transportation plans, working to target
trangportation investment to roads used by
trucks, and attempting to avoid any road
closures that would compromise the overal
network.

Vancouver

Noise control

Enacted municipa bylaw that bans the use of
“jake brakes.”




4. INDUSTRY STAKEHOLDER ANALYSIS

4.1 INTRODUCTION

To be successful, any changes in trucking-related regulations and policies will need to take
into account the needs of those directly affected. Naturaly, thisincludes the companies that
conduct trucking operations and the firms that rely on their ddliveries. To gain a better
understanding of the needs of truck operators and their cusomersin the Didtrict, Volpe
interviewed representatives from approximately 25 truck-rel ated businesses and
organizetions.

Organizations participating in interviews included truck operators, recipients of truck
deliveries, and indudtry interest groups. Interviewees were promised anonymity in exchange
for candid responses, o this report does not include the names of the people interviewed or
the businesses or organizations they represent. However, the following list identifies the
categorles of truck-related organizations that participated in this sudy:

Food, beverage, and linen delivery companies

Parcel and letter ddlivery services

Department stores and supermarkets

Conference facilities

Apartment and office buildings, restaurants

Utility and congtruction companies

Trade groups and Business Improvement Didgtricts (BIDs)

The interviews focused on the traffic-related problems that these businesses and
organizations encounter in providing or recelving services in the Didtrict. While the
interviews varied dightly depending on the type of organization being interviewed—such as
truck operators, ddlivery recipients, and industry organizations—al interviews dedlt with
the following subject aress.
- Information about the interviewee s current and future truck-related operations

Communication and logigtics technologies employed

Problems with truck travel in the Washington area

Effect of these problems on truck-related operations

Effect of existing truck retrictions on truck-related operations

Safety and security issues

The interviewees represent a broad range of truck operators and their customers. However,
no attempt was made to generate arandomized or fully representative sample of trucking
firms.” These findings should thus be interpreted asillustrative of the range of issues faced
by typica truck operators and customers in the Didtrict, rather than definitive or exhaudtive.
This quditative information is, nonethedess, vauable for the light it shines on industry
problems and priorities and their implications for motor carrier management srategies.

" In part, this is because Federal motor carrier data are organized by state of legal domicile rather than place of
usual operation, making it difficult to generate an appropriate sampling frame.



4.2 INTERVIEW SUMMARIESBY INDUSTRY

While each of the stakeholder organizations interviewed presented its own unique set of
trucking-related concerns, companies within smilar industry groups tended to have Smilar
patterns of daily trucking operations and sets of priorities and concerns. The following
Section presents brief summaries of the interview findings from each industry group. Again,
company names and other identifying information have been removed to preserve the
anonymity of the interviewees.

Food, beverage, and linen

Companiesin these lines of business are generally based at centrd digtribution facilitiesin
the New Y ork Avenue corridor or suburban Maryland. From these facilities, they make
numerous trips each day to their customers, who are located throughout the city, particularly
in the main commercid corridors where restaurants, bars, and hotels are located. Due to
their need to navigate the urban core, these firms primarily use step vans and box trucks
rather than long trailers. The main concerns of these companies are related to access to
loading aress, they often recelve parking tickets or find that access to an off- street loading
areais blocked. Traffic congestion is aso a concern, particularly because their ddivery
times are dictated by customer requirements and thus cannot be changed eadily. In the same
vein, they have concerns about any efforts to restrict delivery times. Opinions were mixed
about ideas such as indituting meter fees in loading zones.

Parcel and letter delivery

These firms aso operate from centrd sorting facilities, again located ether in the New York
Avenue corridor or in suburban Maryland. They make hundreds of stops each day covering
al parts of the District, mostly with small trucks and step vans. Since on-time delivery isa
key aspect of their business, they are particularly affected by traffic congestion and difficult
access to loading zones, and have little leeway to change their hours of operation. Truck
restrictions aso force changes in routing, which adds to the cost of performing each day’s
deliveries.

Department stores and supermarkets

These companies make ddliveries from a centra didtribution facility to their retall outletsin
the Didrict. They operate arange of vehicles, usng their smalest trailers (around 34 feet)
for ddiveriesto inner parts of the Didtrict, and larger trailers for suburban and long-distance
ddliveries. All of their stores have usable off-Street |oading areas, so thelr main concernis
ensuring that access to these areas remains unimpeded by illegd parking. They dso
mentioned an interest in seeing roadway improvements aong key corridors, to improve
pavement conditions and traffic flow.

Conferencefacilities

These fadilities have extengve off- street |oading areas (and, where necessary, off-gte
marshdling yards) to accommodate the hundreds of tractor-trailersthat are associated with
amgor convention. Incoming trucks generdly bring convention-related supplies, furniture,
decorations, and product samples, often originating in Maryland’ s Route 50 corridor or the
Alexandria, Virginiaarea. The top problems cited were inadequate signage leading into the



downtown area and the generd levd of traffic congestion in the Washington region, which
makes managing the flow of arriving trucks less reliable and more difficult to manage.

Managers of apartment, office buildings, hotels, and restaurants

Managers of these buildings and businesses are principaly concerned with preserving their
ability to have religble ddivery of office supplies, building materids, perishable goods, mall
and packages, and other shipments. Deliveries of home hegting oil are dso very important
in the winter, and raise potential security concerns. Another set of concerns relates to the
security of office buildings. Many office buildings |ease space to tenants that might be
consdered targets for terrorism—U.S. government agencies, mgjor non-governmenta and
internationd organizations, and foreign legations—and there is aneed to strike a careful

bal ance between truck access and security.

Another concern for managers of buildings with residences or hotel roomsis trash
collection. Resdents and hotel guests complain of trash collection trucks disturbing their
deep during the early morning and late night hours. They would like to see trash collection
done during the daytime or early evening.

Utilities and construction

Utilities and congtruction companies operate throughout the Didtrict with awide variety of
service and repair vehicles. These trucks are based at each company’ s vehicle maintenance
facility and tend to make many short, locd trips within the city.

The chief complaint of managers in these indudtries is that they are bound—unfairly, in

their view—by truck regtrictions and no-parking rules even when they are performing
essential maintenance or works at a Site. Utility companiesin particular argued thet they
need to have round-the-clock accessto any dtreet in the Didrict where they have a
subscriber or facility, and that public-service regulations require them to respond to service
outages promptly.

Trash haulers

A primary concern for trash haulersisthe time of day they are allowed to be on the Streets.
Didtrict regulations mandeate that trash haulers cannot begin working until after 7 AM
because of the noise generated by the vehicles. Trash haulers then have to battle congested
dtreets during the AM peak, and even add to congestion with their frequent stops. In
addition, trash haulers want to ensure that they continue to have easy accessto the Fort
Totten trash transfer facility.

Trade groups and Business | mprovement Districts

These organizations reinforced the issues and concerns raised by stakeholder firms,
sressing the importance of freight movement to the regiond economy and the costs
imposed by traffic congestion and other delays. They aso offered numerous suggestions for
citywide and locd initiatives to accommodate truck movements more efficiently while dso
preserving neighborhood qudity of life. Severd of these suggestions have been
incorporated into the Recommendations section of this report.



4.3 OVERALL THEMES

Looking across indudtries, it is clear that the top problem areas for industry stakeholders
incdlude difficultieswith loading zones and parking spaces, truck redtrictions, and traffic
congestion. This section presents and discusses these main themes as well as severa others
that emerged during the course of the interviews.

Firgt, however, it isworth mentioning afew areas where the interviews indicated that there
aerdatively few problems. Almost dl of the industry stakeholders agreed that truck travel
within the Didrict isgenerdly not inhibited by physical restrictions such aslow
overpasses, steep hills, or insufficient turning radii. The stakeholders dso agreed that given
the time and expense associated with operating in the Didtrict, thereisvery little truck
through-traffic within the city. In other words, dmost dl trucks operating in the Didtrict
have ether an origin or a destination within the city. In addition, the relative lack of heavy
indugtry in Washington's economy (see Table 9) means that there isrdatively little
generation of hazardous materias.

Table9. Percentage of Total Employment by Selected
Industriesfor the District and the United States, 20018

North American Industry L :

Classification System (NAICS) Sector DIETEL | Lnriist) S
Goods producing—rprivate 2.36% 19.18%
Goods producing—Federal 0.82% 0.04%
\Wholesale trade—private 0.69% 4.42%
Retall trade—private 2.70% 11.71%
Trangportation and Warehousing - private No data 3.19%
Transportation and Warehousing - Federa 1.07% 0.69%
Trangportation and Warehousing - loca/dtate 0.74% 0.23%
Tota employment 635,734 | 129,635,800

For many truck operators and ddivery recipients, the most important issue is the lack of
loading zones and par king spaces, especidly in the downtown, Dupont Circle, and
Georgetown areas. This problem has severd different aspects. First, on-street space for
parking and loading zonesis scarce, and illegally parked cars, tour buses, or street vendors

8 State and County Employment and Wages from Covered Employment and Wages, 2001 (NAICS)
http://www.bls.gov/cew/.




often take up the space that does exist. Second, thereis alack of off-street loading aress,
and again, illegdly parked cars often take up these areas. Moreover, many of the off-street
aress are difficult to access and tend to be insufficiently sized, especidly at large complexes
where a smd| area needs to be shared with other trucks serving the buildings a the same
time. Third, utility companies and other firms that make service cdls a resdencesfind it
difficult to park legdly for extended periodsin aress covered by resdentid permit parking.

All of these problems contribute to an environment in which truck drivers making frequent
stops fed that they have no choice but to park illegaly. For many of the stakeholder firms,
frequent fines are their top complaint about operating in the Didtrict. Representatives from
these firms generdly agreed that while parking problems and fines are accepted as a cost of
doing businessin the Didtrict, they affect the company’s ahility to provide acceptable
service to their customers and to keep costs in check.

Another theme that came up in many interviewvswastruck restrictions. A number of
interviewees felt that the Didtrict’ s truck redirictions make it difficult to serve ther
customers. For example, utility companies mentioned that to avoid violating truck
restrictions, they sometimes have to park severa blocks away and carry tools and other
equipment over to thework ste. At the same time, most interviewees, particularly those that
drive primarily on arterids, reported that they are not overly affected by the existing set of
truck restrictions. However, they did not want to see any additional restrictions put in place,
and they wanted to ensure that mgjor truck routes, especially New Y ork Avenue, would
remain open to truck traffic. They aso felt that acceptable aternate routes should be
provided whenever truck restrictions are put in place. A number of interviewees dso
mentioned that there are mismatches in restrictions between the Didtrict and Maryland and
Virginia, requiring them to change their travel routes within the city, costing them time and
money.

The generd levd of traffic congestion in the Didtrict and in the surrounding metropolitan
areawas identified as afairly serious issue by most firms, and indeed some companies
listed it as the most problematic issue they face. It was o a common theme of trade
groups and BIDs. While traffic problems are an dmost inevitable aspect of urban living, the
Washington area has the fourth-worst traffic congestion problem in the nation.® Congestion
affects dl road users, but it affects trucks in particular because of their hourly operating
costs and tight timetables for deliveries. It is especidly problematic for time-sengtive
products, such as perishable goods and mail. In these indudiries, rescheduling ddliveriesto
less congested times is not way's possible because of customer requirements, for example,
most restaurants ing st on recalving their perishable food in the morning so that they can
serve fresh food to their lunchtime customers. Outside of these industries, truck-related
businesses generdly report that they have “learned to live with” congestion to one degree or
another. However, mogt find that it adds to their operational costs and reduces their ability
to provide reliable ddivery windows to customers.

In terms of the safety of the drivers, vehicles, and freight, truck operators and ddlivery
recipients fdlt that petty crime is the most important issue, and most of their measures—

° Based on the Travel Time Index in the 2003 Urban Mobility Study, Texas Transportation I nstitute.



such as not accepting cash payments—are designed to ensure the safety of the driver. For
particularly valuable cargoes, such asliquor, they may aso take extra measures such as

using numbered sedls or requiring a two- person team. Utility companies aso reported that
they sometimes send two- person crews to work in particularly dangerous neighborhoods.

Some interviewees reported problems with security-related closures and restrictions
around the U.S. Capitol and White House. Redtrictions on Capitol Hill, in particular, have
resulted in more traffic on arearesdentiad Streets as trucks need to find a new route to get
past the Capitol Building. Also, each Federa agency has its own rules about which vehicles
can enter their property for deliveries and their own set of inspection procedures and
requirements. Interviewees felt that Federal security procedures should be standardized
across agencies to make it easier for companies to accommodate them.

A number of firms expressed concern about poor roadway conditions and paving
problems aong Digtrict roads, particularly New Y ork Avenue and Interstate 295. Truck
operators also complained about missing, inadequate, and confusing signage in the
Didtrict. They noted that truck restrictions are not dways conspicuoudy posted and that the
sgnage of mgor U.S.-numbered routes is not aways complete or accurate. At the curbside,
there can often be a confusing jumble of Sgns regulating parking and loading, to the point
where it becomes difficult to determine when and under what circumstances parking is

legd.

More generdly, truck operatorsfelt that there is confusion over rulesand restrictions and
that it is difficult to interact with the city gover nment on trucking issues. Interviewees

sad that there is no single place they can go for information about trucking in the Digtrict.
They often do not know whom to cal to obtain a specia permit, such asto close atraffic
lane for utility repairs, or when and if such a permit is needed. During large events and
demondrations, they have had to rely on information from the news media because they did
not receive any information on road closures or detours from the city government.

Some firms adso mentioned that they did not have a clear sense of when they were entitled
to exemptions from the usud traffic rules. They expressed frustration at being ticketed for
illega parking when they are actively working at arepair Ste—or even doing repaving

work under contract with the Digtrict government. Additiona interviews with city agencies
confirmed that there is confusion on some of these topics—e.g. double-parking rules—even
within the Didrict government itsalf. A number of firms aso mentioned thet they would

like to interact more quickly and efficiently with city departments.



5. COMMUNITY AND INSTITUTIONAL
STAKEHOLDER ANALYSIS

51 INTRODUCTION

Community and indtitutional stakeholders perspectives are vitd to creating a successful
truck management program for the Didtrict. The god of the stakeholder interviews was to
identify interests or concerns that should be consdered in the design of motor carrier

management initiatives.

A detailed catalogue of every truck issue and problemétic location within the Didtrict is
beyond the scope of this study. Nevertheless, the assessment of the impacts of truck issues
and potentia policy solutions on stakeholdersis crucid to understanding the truck issues
confronting the Didtrict, and to the development of afeasible truck management plan that
addresses the needs of businesses and residents aike. Towards that end, interviews were
conducted with members of the following organizations:

Neighborhood Groups:
ANC members representing Wards 1-8

Government Agencies (Local, Regional, and Federal):
Office of the Deputy Mayor for Economic Development
Office of the Deputy Mayor for Public Safety and Justice
City Council of the Didrict of Columbia
Digtrict of Columbia Metropolitan Police Department
Didrict of Columbia Office of Planning
Digtrict of Columbia Department of Public Works
Didtrict Department of Transportation
Didtrict of Columbia Department of Motor Vehicles
Didgtrict of Columbia Department of Hedth
Didrict of Columbia Emergency Management Adminigiration
Didrict of Columbia Office of Consumer and Regulatory Affairs
Metropolitan Washington Council of Governments
Maryland Department of Transportation
Maryland State Police
Virginia State Police
The National Park Service and U.S. Park Police
Federa Motor Carrier Safety Administration
Federa Highway Adminigration Divison Office
Nationa Capital Planning Commission
Office of Hazardous Materid Safety, Research and Specid Projects
Adminigration, USDOT



5.2 STAKEHOLDER FEEDBACK

5.2.1 Neighborhoods

Community stakeholder perspectives were compiled from feedback provided by ANC
Chairpersons who either attended their respective Ward Transportation Policy Committee
mestings or responded to aDDOT Motor Carrier Management and Threat Assessment ANC
Questionnaire. In addition, a DDOT planner from each of the eight wards accompanied
Volpe on a“ward drive-through” to highlight mgor truck issues and locations of concern

for their respective wards. The intent was to identify the relevant truck issues and their

impacts on the community, particularly neighborhood residents. The specific details of
problematic corridors or intersections are listed in Appendix A. The compiled questionnaire
responses are listed in Appendix B.

Based upon feedback received from the Ward Transportation Policy Committee meetings,

guestionnaire responses, and the ward drive-throughs, the following recurring themes were

identified:
- Double-parking/loading zone problems

Insufficient truck restriction enforcement

Border restriction mismatches

Truck traffic volumes and speeding

Congtructionrelated noise and vibration

Cut-through traffic

Garbage trucks

Problem intersections

Truck traffic in resdentia neighborhoods

Maps of each of the eight wards are coded with the above issues for those locations
identified by the ANC representatives and ward planners (see Appendix C). Generdly, the
themes represent the overarching truck-related issues the Didtrict’ s neighborhoods face. The
following sections complement the maps in Appendix C with a brief narrative overview of
the issues identified in each ward.

Ward 1

Due north of downtown Washington, Ward 1 isamixed urban and residentid areawith
relatively few industrid facilities and no highway access. Smdl in land mass but densdly
populated, Ward 1 experiences some of the heaviest truck traffic within the
commercid/retail corridor of U Street, between 10th and 14th Streets, and dong 14th Street
itsdlf. Loading, unloading, and double-parking were identified as the magor issues
confronting this ward, especialy alack of appropriate |oading zones aong streets including
Cavert Street, Mount Pleasant Street, 18th Street, Columbia Road, and Florida Avenue.
Pedestrian safety hazards and noise distur bances on streets like Georgia Avenue and
Irving Street were also identified as concerns.



Ward 2

Directly south of Ward 1, the Ward 2 boundaries cover the centrd hub of the Digtrict’s
corporate and government activities, as well as part of the U.S. Capitol grounds.
Consequently, much of the truck traffic entering this portion of the Didtrict isthereto
ddiver supplies or parcelsto office buildings, businesses, and restaurants. Heavy traffic
congestionon |, K, L, and M Streets, aswell as Connecticut Avenue, is the prominent
concern for commuters and business people dike. While the congestion is not exclusively
due to trucks, the double-parking and loading/unloading of truck deliveries dong those
corridors exacerbate dready congested traffic conditions. The four-lane roadways plus the
service lanes moving in both directions can often be reduced to one lane due to the trucks
lining both curbsides of the service lane medians. M Street in Georgetown was cited as
having a particular problem with trucks double- parking while making ddiveriesto loca
businesses.

Resdents dso identified un-enfor ced truck restrictions as particularly problematic, such

as aong Q Street within the Georgetown neighborhood in the northwestern corner of Ward

2. Many fdt that improvementsin signage and enfor cement of existing restrictions would
make a marked difference in addressng their truck-related concerns. Aside from the
Georgetown area, the need to better enforce the designated truck routes for trucks bound for
the Convention Center was aso repeatedly pointed ot.

Ward 3

Located to the northwest of Wards 1 and 2 and bordering Maryland, Ward 3 is a patchwork
of established resdentia neighborhoods situated between busy retall and commercia
corridors. The dominant truck issue raised by Ward 3 residents was the amount and extent
of truck cut-throughs and the resultant noise, vibration, pollution, and safety hazards
associated with high truck activity on residentid dreets. The neighborhoods particularly
affected are located between mgjor commercid thoroughfares, such asthe pardld arterids
of Wisconsin and Connecticut Avenues. Dotted with as many stores as there are types of
products and services sold, these mgjor corridors carry the bulk of truck traffic within the
ward. | nadequate loading zone space and management aong the arterials exacerbates
severe traffic congestion, which induces trucks to spill over onto neighboring streets and

dleyways.

Likewise, resdents fdt that trucks cut through resdentid streets to avoid poor ly designed
or heavily congested inter sections. For instance, the left-turn redriction from Military
Road onto Western Avenue causes trucks to cut down Jenifer Street, which isanarrow
resdential street that is dso classified as a collector road. Ward 3 residents identified noise
pollution and vibration caused by construction vehicles headed to new developments, or by
early morning/late night deliveriesto restaurants as other truck issues of concern.

Ward 4

Ward 4 lies at the northernmost section of the Didtrict, sharing the mgority of its
northwestern and northeastern borders with the State of Maryland, and its southwestern
border with Ward 3. The areais primarily resdentid, with incressing commercid activity
and traffic towards the southern portion of the ward. Military Road, which turnsinto



Missouri Avenue, is one of the Didtrict’s primary east-west routes, and runs through the
heart of the ward as well as through Rock Creek Park. Ward 4 residents identified heavy
truck traffic, speeding, and problematic inter sections dong Military Road/Missouri
Avenue as their foremaost concern. Unlike the more commercia and industria land uses of
the wards to the south, Ward 4 hasits mgor thoroughfares like Military Road/Missouri
Avenue, Colorado Avenue, and Riggs Road pass through traditiondly residentid
neighborhoods. Residents are concerned about the pollution and safety hazar ds caused by
such heavy truck traffic through their neighborhoods. While these trucks do not necessarily
have commercia degtinations within Ward 4, these routes are essentia for truck ddiveries

to other destinations within the Didtrict.

Ward 5

With one of the largest land aress of al the Didrict’ s wards, Ward 5 houses the most
industrial activity within the Didrict. The indudtrid facilities there range from magjor food
and beer digtributors to garbage transfer stations to a major parcel ddivery distribution
center. Many of the area’ s Streets are major ddlivery routes that experience heavy truck
traffic. The Florida Avenue Wholesale Market at 4th Street NE is one such mgjor hub of
truck traffic. The area surrounding the Market is interspersed with residentia
neighborhoods that experience trucks cutting through from one mgjor truck route to the
next. Speeding dong corridors like Eastern Avenue and South Dakota Avenue was aso
identified as truck problems for the ward.

Ward 6

Buffering the indugtrid activities of Ward 5 and the corporate activities of Ward 2, Ward 6
consgts of both resdentid and commercid uses, in addition to housing Union Station and
part of the U.S. Capitol complex. Within the ward, many of the retail and restaurant
destinations for truck deliveries are located on H Street, which resdents identified as a
magjor areaof double parking and loading zone concerns. Additiondly, residents voiced
concern over truck noise due to the rumble of tires over potholes or due to airbrakes, truck
vibration which causes some masonry to crack, pollution, speeding, and safety hazards
aong collector streets running through residentia neighborhoods such as C Street and
Condtitution Avenue NE. Heavy truck congestion exists dong east-west corridorslike C
Street and Condtitution Avenue NE and north-south corridors like 8th, 11th, and 14th
Streets. Eighth Street, in particular, poses a potentia safety problem because of the many oil
tankers that use the street to reach gas saionsin the area. If truck traffic through residential
areasis unavoidable, resdents preferred aternative would be to establish truck routes on
sreets with larger building setbacks such as on East Capitol Street or Massachusetts
Avenue.

Ward 7

Ward 7 is stuated in the eastern-mogt section of the Didtrict, and is primarily aresdentiad
areawith some pockets of industrid and commercid activity on sireets such as Minnesota
Avenue and East Capitol Street. Residents pointed out that truck double parking and
loading/unloading issues are amgjor contributor to the heavy congestion they experience
within their ward. The contribution of trucks to generdly congested conditions are at the
forefront of the issues residents face within the ward, ong with the concern of truck cut-



throughs. Trucks are consgtently cutting through neighborhoods between principa
arterids, such as East Capitol Street and Eastern Avenue, and between Eastern Avenue and
Minnesota Avenue.

Ward 8

Covering the southernmost end of the Didtrict, Ward 8 congsts primarily of residences with
afew inditutional and commercid areas. Dueto its location near the Maryland line and
Interstate 295, and due to the rdlaive lack of commercid activity within the ward itsalf,
mogt of the truck traffic in Ward 8 is through-tr affic. Residents also noted that truck traffic
passes through Ward 8 because of the effects of other truck restrictions, such asthose on
Suitland Parkway. Residentia streets are often in poor condition, exacerbating the
vibration and noise issues.

5.2.2 Governmental Organizations

The opinions of government agency stakehol ders were gathered via persond interviews
with representatives of each of the organizations and offices listed above. These
dtakeholders drew attention to specific issues and difficulties related to governing the flow
of motor carrier traffic. VVolpe compiled these issues and identified a number of common
themes, summarized in the sections below.

Balancing Policy Priorities

Mogt cities face atradeoff in preserving rdiable truck access while respecting neighborhood
concerns about traffic and noise. In the Didrict, however, this dilemmais particularly acute
because of the adminigtration’s well-publicized god of promoting the Didtrict’s ongoing
economic revitaization and preserving a favorable investment climate. City planners are
working to atract commercid tenants and new housing units to booming aress of the city,
such as the area around 14th and U Streets NW. Al of thisimplies potentia growth in the
volume of truck traffic, particularly (over the near term) in congtruction related traffic.

Since the city government aso remains committed to maintaining resdents qudity of life
and to addressing neighborhood concerns, motor carrier management strategies will need to
be carefully designed to strike a bal ance between these competing interests.

Administrative Complexity

According to the stakeholders, the Didirict handles trucksin away that is both
adminigratively complex and somewhat different from the approach of most sates. While
coordination with Federd agencies such as FHWA and FMCSA is reported to work fairly
well, loca coordination tends to be more problematic. Truck-related issuesfal under awide
spectrum of agencies ranging from the Department of Motor Vehicles (DMV) for licensing,
to the Fire Department for hazardous cargo issues, to the Department of Consumer and
Regulatory Affairs (DCRA) for weight-based registration plates and tandem trailer permits.

A few government stakeholders identified the need to consolidate more trucking-related
functions within one agency for the sake of governmenta efficiency. For example, it would
make sense to regroup the policy and enforcement sides of parking regulation into the same
office. It is aso hoped that increased governmenta coordination would help trucking



companies operate safely and legdly, by cutting down on complexity and reducing the
number of agencies with which they have to conduct business.

I nspection and Enforcement | ssues

The MPD isresponsble for the enforcement of weight and speed regulations. Despite the
best efforts of the MPD’s Motor Carrier Unit, truck violations tend to be alow priority for a
police department that faces high levels of violent crime. It isadso difficult to attract and
retain officers for the Motor Carrier unit, in part because of the amount of training involved
and the tedious work of checking log books. As aresult, trucking firms perceive the Didtrict
as more lax than neighboring Maryland and Virginiawhen it comes to enforcing weight and
other regtrictions. Many firms caculate that paying any finesis more cost-effective than
meeting Sze and weight sandards. Firms who are involved inillegd dumping are more

likely to perpetrate their crimes within the Didtrict.

Furthermore, dense land use in the Didrict makesit difficult for ingpectors and MPD
officers to stop trucks for ingpections or violations. There smply is a dearth of easly
accessible off-road locations that law enforcement officer can use to safely pull trucks over.

Part of the difficulty in boosting enforcement is thet, for reasons relating to occupationa
safety, the police must rely on DPW laborers to move their portable truck scales. Thisisan
inefficient arrangement, both because it reduces the ability of the police to move quickly
and because the DPW crews are not authorized to write tickets. The police would also like
to be able to employ civilians who would be empowered to write tickets for motor carrier
violaions

Excess Weight and I nfrastructure Maintenance

Excess weight isamagjor contributor to roadway damage. Since most dump truck operators
are pad by the ton, they have an incentive to under-report their weight and to haul as heavy
aload as the truck can bear. One of the stakeholders made the case that weight-related fines
need to be raised sgnificantly to change the widespread impresson among haulersthat it is
ultimately cheaper to accept tickets from overweight operations than to operate legdly. Asa
practical matter, it should be noted that the Digtrict currently does not have afacility for a
truck to off-load items, even if is overweight.

Garbage Trucks

Garbage trucks cause noise and vibration and often operate at otherwise quiet hours.
According to city regulation, trash haulers are generdly not permitted to operate earlier than
7 AM. Since the city does not provide collection for resdences with more than three
housing units, 25-30 private trash trucks are traversng the same sireets on any given
morning.

Loading Zones and Alleys

Stakeholders expressed a need for better |oading zone designations to provide improved
short-term parking for passenger carsin the central business didtrict, as well asto meet the
loading and unloading needs of ddivery trucks. Some stakeholders expressed concern over
the loss of dleyways and parking spaces. Current city law alows property ownersto



petition for the remova of an dley if they own the property on both sides. At present, the
city islosing about one dley per month, decreasing the number of off-street loading aress.

Education and Outreach

Stakeholders found that there are opportunities to improve public information and
awareness on truck-related issues. To give one example, many companies are unaware that
in addition to acommercid driver license (CDL), drivers need to hold avalid medica
certificate to operate any commercia vehicle over 10,000 pounds.

Regional Coordination

A number of stakeholders mentioned the increasingly regiond nature of commerce and
transportation issues. As such, improving motor carrier management isimportant not only
for the Didtrict itsdlf, but dso for the broader metropolitan area and Maryland and Virginia
Improved coordination would be one step; stakeholders mentioned that Maryland, Virginia,
and the Didrict have different sets of weight limits and truck restrictions.



6. SECURITY

6.1 INTRODUCTION

This section is intended to raise awareness of the potentia truck-related security concerns
facing the Didtrict, and to present successful security practices from American and
European cities. The section concludes with a series of recommendations to Digtrict
officidsfor actionsto rase the leve of security againgt truck-borne threats.

In contrast to an individua facility, an entire urbanized area cannot be 100 percent secured
agang the threat of a vehicle-borne improvised explosive device (VBIED). Governments
must dways balance enhancing security with enabling the free flow of goods vitd to the
local and nationa economies. In its post- September 11" report, Making the Nation Safer:
The Role of Science and Technology in Countering Terrorism, the National Academy of
Sciences cites five characteristics of transportation systems that factor into any effort to
increase transport security:

Openness and accessibility

Extent and ubiquity

Emphasis on efficiency and competitiveness

Diverdity of owners operators, users, and overseers

Entwinement in society and the goba economy

Condraints on a comprehensve truck security strategy in the Digtrict include the following:

- Truck trangport is vita to the economy of the Didrict, even though its economy is much
less dependent on the movement of goods than other mgor metropolitan aress.
Truck security in urban areasis generaly oriented toward the protection of individua
structures or campuses by the implementation of standoff zones and access control
procedures. A comprehensive policy would identify an outer perimeter surrounding
sengtive fadilities within which specid truck control measures are implemented
routinely or during times of heightened threet.
Truck security requires coordination among agencies concerned with highways and
roads, public safety, and emergency management in the Didrict and its two neighboring
dates Within the Didrict, the Federa Government fields 32 distinct law enforcement
agencies.
Security stakeholder organizations experience tension between sharing security
information with, and withholding it from security partners. Thisis epecidly true for
the many Federd agencies having security respongbilities within the Digtrict.
Security technology and physica barriers notwithstanding, security is only as effective
as the people and procedures surrounding the technology and enforcing the barriers.
Training, Smulations, and continua testing are expengve and necessary.

Countermeasures againg terrorist acts do not only include defending againgt an attack in
progress, but dso forestdling an attack before it begins and mitigating terrorism’ s tragic
and costly effects afterwards. Table 10 indicates the complete range of countermeasures
needed to protect sensitive facilities and urban infrastructure againgt truck-borne threats. In



the table the countermeasures are arrayed againgt the timeline of events before, during, and
after aterrorist attack.

This study givesthe outlines of atruck security policy focused on large trucks (weighing
over 10,000 pounds) and buses. The measures discussed in this section will emphasize
deterrence and detection with some attention to prevention and defense. There are two key
issues that overarch the discussion in the balance of this chapter concerning the
implementation of a systematic solution to truck- borne threats focused on large trucks in the

Didrict:

The Didrict government, in generd, and DDQOT, in particular, controls only a part of the
system. The Federal Government exerts enormous power and, depending on the agency,

may or may not consult with the District regarding truck security.

Clearly, the threat from VBIEDs is not confined to, or even projected to principdly arise
from, the large trucks and buses that are the subject of this study. However, these
vehidles—especidly hazardous materias tankers—are not only highly visbleto the
public, but offer the opportunity to leverage safety, credentiaing, and operationd
technology being ingdled in large trucks for multiple purposes, including security.

Table 10. Security Countermeasuresand Their Relevanceto DDOT

apprehension or lowering the
probability of success

Timing Countermeasure Description DDOT Truck Security
Category Relevance
Measures such as personnel
training, creation of policies Interact with other city,
(%Z%r?)dn% and procedures, design of regi or_lal, and Federd
streetscapes, truck routes, agencies
truck ingpection stations
Prevention Use oversight of motor
Pre (Intelligence, Activities to prevent the vehicle traffic to uncover
Survelllance, and launching of aterrorist attack pre-attack terrorist
attack - . o
Interdiction) planning activities
Countermeasures which are
visible to potentid attackers Use oversight of
and which deter an attack by commercia motor
Deterrence raising therisk of vehide traffic to hdp

deter potentid attackers




Timing Coug;teregno??/wre Description DDOTRLr;vi(ngscurlty
Use oversght of
commercid motor
vehicletraffic to help

o detect attackers; use
Detection ﬁ‘g'?’s'tlﬁim;&t an attack specid purpose
equipment to detect
explosives and weapons
of mass destruction
(WMD)
Interact with agencies
During protecting facilities-at-
attack risk, agencies planning
Activitiesto delay or prevent for hardened streetscape
Defense an attack in progress, and to features, and law
(Protection) protect and harden facilities enforcement agencies
againg attack having truck-interdiction
capability; direct truck
traffic flow away from
fadilities-at-risk
Activities to reduce the
Mitigation deleterious effects of an N/A
actuated attack
. e Invoke exigting
All actions by authoritiesin
Response response to aterrorist act gn:sgmcy menegement

Post- All activities needed to return

attack the affected area to normal -

Recovery after an event; may aso Lln;?ske existing recovery
indude activities for
investigation and attribution

6.2 THE TRUCK-BORNE THREAT IN THE DISTRICT

6.2.1 Characterization of the Threat
The extent of the terrorigt threst to the Didtrict is obvious. The threet is clearly not confined
to trucks, but security experts regard trucks as a highly likely means of delivering

destruction in an attack. Potentid targets could include:

Federa agencies

Federd monuments and landmarks

Embassies
Military fadilities

Didtrict critical infrastructure
Financid, rdigious, culturd, and patrictic icons
Venues of gathered crowds




Terrorigt scenarios involving large trucks and buses may involve a vehicle operated by

ether atrusted driver (where the terrorist device has been surreptitioudy |oaded onto or
attached to the vehicle) or by aterrorist (where the vehicle has been obtained through
legitimete or illegitimate means). The vehicleitsdf, such as a hazardous materids tanker,

may be the means of destruction, or aVVBIED may be present. In addition, the VBIED could
be a means of disperang chemical, radiologica, or biologica agents.

In one sensg, the threat from large trucks in the Digtrict may be more managesble than in
other large metropolitan areas. Because of its role as the nation’s Capita, the Didtrict has
proportionately fewer workersinvolved in industries related to the movement of goods than
the United States as awhole. In addition, there are areported 19 routes suitable for large
trucks to enter or leave the city. Rock Creek, and the Potomac and Anacostia Rivers,
surround the core area of the city on three sdes. The fourth Side, however, is connected by
numerous sreets to townsin Maryland. The overdl threat from terrorism in the Didtrict is
large and the probability of attackers using large trucks cannot be discounted.

6.2.2 HazardousMaterials Trucking
One source of public concern is hazardous materials trangportation. Because of the risk
hazardous materia's trangport presents, Vol pe queried District agencies that monitor or
otherwise oversee this traffic or its shippers. Under Federal hazardous materias
trangportation law, '° hazardous materials trangport in the United States is governed by
regulations that define the requirements for:
. hazardous materias carrier registration*

placards and packaging'?

restrictions on unnecessary trangport through tunndls, over bridges, or through

heavily populated aress™

redtrictions on the trangport of highly dangerous materias, such as explosves and

fissonable nuclear materials*

detailed and dringent limits on the ability of state and locd governments to restrict

hazardous materiass transport routing without Federal preemption'

In the aftermath of September 11", the U.S. DOT promulgated new and proposed
regulations to increase the control and oversight of hazardous materids shipments. These
measures include:

security plans to be written by hazardous materials carriers (new)™®

background checks required for a CDL hazardous materials endorsement (new)*’

hazardous materias carrier safety permit to be issued by the FMCSA (proposed)*®

10 49 USC §§ 5101-5127

11 49 CFR Parts 171-180

12 ipid.

13 49 CFR Part 397.67

1410 CFR Part 71.5; 49 CFR Part 173
15 49 CFR Part 397

16 49 CFR Part 172 Subpart |

17 49 CFR Parts 383 and 384



hazardous materias on-the-road telephone check-in by driversto be required
(proposed)*®

hazardous materias carrier technology demonstrations funded to track and protect
shipments (ongoing)

Beyond participating in Federally funded programs to perform safety and hazardous
materias ingpections and in accordance with Federd regulations, Washington, DC area
date and loca government agencies do not monitor or regulate most hazardous materials
transport trips. Therefore, it is difficult to quantify the volume of total hazardous materias
traffic in the Didtrict.

Potential sources of threet in the Didrict include termindl locations for hazardous materias.
The most prevaent destinations for hazardous cargo in the Didtrict are gas stations. The
Department of Hedth (DOH) Underground Storage Tank Divison maintains up-to-date
records on the location of underground tanks storing petroleum products used for energy
production (except for resdentid storage of smal quantities of home heeting ail). The
relative sparseness of gas sations within the core of the Didtrict suggests thet fue deliveries
to those stations might be restricted and monitored.

Although there are no mgjor hazardous materias shippersin the Didtrict, the Didtrict isthe
principa place of business for 52 hazardous materials motor carriers registered as such with
the U.S. DOT Research and Specia Programs Administration (RSPA) and reported in
FMCSA data. Companies having hazardous materia's storage or transshipment sites tend to
beinthefud ail industry.

Figure 18 indicates the current designated hazardous cargo routes in the Didtrict. These
routes include Interstate 395 (excluding the 3rd Street tunndl), Interstate 295, the Southeast
Freeway, and DC-295 (the Anacostia Freeway and Kenilworth Avenue).

The DOH notes that there are no true trangporters of hazardous waste in the Didtrict.
Officids downplayed the volume of the materials they regulate and questioned whether a
legitimate shipment diverted for terrorist purposes would be of sufficient Sze to cause mass
casudties. Hazardous materias shipped within the District are often lead-tinged hazardous
waste being disposed of by amgor utility company, or radioactive materids used in
medical procedures.

Hospitals are dso the source and destination of radiologica materiads. The DOH has
determined that the quantities and types of radioactive materiadsinvolved are not likely to
pose amgor public hedth threat. Facilities shipping and storing fissionable materids must
register with the U.S. Nuclear Regulatory Commission. All shipments of radioactive
materids are closely regulated and monitored. More dangerous fissonable materids are not
usudly shipped by truck.

18 FR Doc. 03-49737
19 67 FR 46622; 68 FR 13250
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The Digrict’'s DCRA and the Fire and Emergency Medica Services (FEMS) Department
issue permits for shipments of explosives and for thelr detonation. The MPD escorts high-

risk explosives shipments. The overwhelming mgority of these shipments are related to
congruction activity, fireworks digplays, and movie productions. The number of explosives
shipments (and detonations) islow and tends to be correlated with congtruction activity.
However, the MPD expressed concern about the not-so-rare incidence of unplacarded trucks
carrying hazardous materidsin the Didrict.

Continuing andlysis of the geo-locationd relationships of sendtive facilities and the likely
routes of truck-borne thregts, including the location of terminals for hazardous materials,
will be necessary to reconcile truck security countermeasures with the changing cityscape.
The ability of the andlysis (and the countermeasures) to accommodate change rapidly is
advisable even in an urban areathat is asinditutiondly stable as the Didtrict.

6.3 TRUCK SECURITY STAKEHOLDERSIN THE CAPITAL REGION
Creating a series of policies, countermeasures, and responses oriented toward increased
security againg truck-borne threats requires the participation and leadership of agencies
concerned with:

truck traffic management and truck safety

hazardous materias storage and trangport monitoring

security and law enforcement.

Multiple Digrict agencies having respongibility for multiple policy areas must be brought
together to address truck security, policies, and countermeasures. At the sametime,
responses need to bridge jurisdictional boundaries across the Washington, DC metropolitan
areaaswell. The dementsfor aterrorist attack will be assembled from resources imported
into the Didrict. If these eements can be interdicted before entering the Didtrict, the
chances of preventing an attack will be increased.

The number of stakeholdersinvolved in truck security islarge and diffuse ranging from
Federd security agenciesto rdatively smdl units of the DOH. In addition, the impact of
any policiesimplemented will fal on the private sector. Therefore, Volpe has sought input
from private sector organizations, Digtrict agencies outsde of DDOT, neighboring state
agencies, the Federa agency concerned with truck and bus safety, and Federa law
enforcement and security agencies. Many of these agencies were contacted as part of the
larger comprehensive truck management agenda, but security concerns were discussed in
many of the “best practices’ interviews.

The overdl picture that emergesis one of divided responghilities, even among Federd
agencies. Thetasks before al of these agencies are large and their resources are limited.
With the creation of the DHS, the organizationa home of key Federd security agencies has
changed. Because of the security concerns, many agencies were not willing to divulge the
details of their strategies, however, the generd outlines of their concerns will be
summarized while maintaining anonymity .



6.3.1 District Agencies

There are anumber of Didtrict agencies that have incidenta or tangentid concernswith

truck security. These agencies collect data that can be used in planning countermeasures and
responses to truck-borne terrorigt atacks. In addition, these agencies implement procedures
that may be integrated with security-related measures that DDOT might consider. Aside
from DDOT, the most sdlient Didtrict agencies for truck security are the MPD, the
Emergency Management Agency, and the set of agencies (discussed above) that monitor
hazardous materias.

The MPD isthe agency that “owns’ the Didtrict government’ s security concerns with its
Domestic Security Office asthe focd point. In addition, the Department’ s Specia Services
Unit Motor Carrier Unit is responsible for motor carrier safety and works with the Didtrict
of Columbia Divison of the FMCSA to perform safety ingpections on commercid vehicles.
The Department is the only Digtrict government agency outside of DDOT that receives U.S.
DOT funds. As previoudy described, the Department also monitors and escorts dangerous
cargoes. The MPD aready encompasses both trucking regulation and security inits
organizetion.

During the period of heightened aert following September 11, the Department increased the
volume of its random stops of commercid vehicles. To be able to use the information on
trucking patterns accumulated from these stops, the MPD created a motor carrier database
for the information collected in these stops. The database contains over 27,000 records and
has been shared with neighboring jurisdictions to determine if there have been any patterns
of suspicious activities. Additiond resources for the Motor Carrier Unit would enhance the
ability of the Didrict to notice anomaous truck operations that might indicate terrorist
activity.

The MPD has built a Joint Operations Command Center, which is used during emergencies
to coordinate and exchange information between the MPD and agents of the FBI and the
U.S. Secret Service. Video images from MPD cameras, aswell as DDOT traffic cameras
are displayed in the command center.

The EMA isthe lead agency for coordinating the Digtrict’ s response to al types of
emergencies. In addition, the agency has the mandate to reduce the hazards, including
terrorigt threats, which the Didtrict faces. Although the agency has focused on cresting
emergency response plans defining the activities and respongbilities of Digtrict government
departments during an emergency, as a key agency that performs liaison duties with the
DHS, the EMA musgt be included in the planning for deterrence and prevention, aswell as
for response.

The agencies within the Digtrict that have some responsibility for monitoring hazardous
materids provide a resource for locating the source and destination of hazardous materias
from their records. These locations can be mapped to andyze possible threats and
vulnerahilities. As noted earlier, the agencies with oversight for various aspects of
hazardous materids are:



DCRA
DOH Environmental Health Adminigtration, Bureau of Hazardous Materids and
Toxic Substances
= Underground Storage Tank Divison
= Hazardous Waste Divison
DOH Environmenta Health Adminigtration, Bureau of Food, Drug and Radiation
Protection, Radiation Protection Divison
FEMS
MPD

6.3.2 Federal Law Enforcement Agencies
The Federd Government is the mgjor player on security issuesin the Didtrict, with some
agencies having wide authority to affect policy decisions normally reserved to loca
authorities, such as street closures around sensitive facilities. A mgor characterigtic of
Federa security-related policies within the Didtrict is that thereis not just one agency with
responsihilities for protecting Federd facilities in Washington, DC. The Didtrict must forge
coordinating security policies with 32 independent Federd law enforcement agencies.
Among the mogt Sgnificant are:
U.S. Capitol Police
DHS
» Federa Protective Service
= Office of Nationa Capitol Regon Coordination
= Trangportation Security Administration
»  U.S. Secret Service
U.S. Department of the Interior, NPS, and NPS Police
U.S. Department of State, Bureau of Diplomatic Security, Domestic Facilities
Protection

Each of these agencies formulates security policies for the facilitiesit protects. The key to
facility protection is the standoff zone within which only inspected, trusted vehicles are
dlowed. For the highest profile locations, state- of-the-art technology and techniques, such
asthe Itemizer™ detector for trace explosives, and stout physical barriers (some retractable)
are used to establish a perimeter, demarcate a standoff zone, check trucks and cargo, and
verify the identity of drivers.

At the same time, the architecturd design of many sengtive Federd office buildingsin the
Didtrict does not permit separation of these facilities from the streetscape. Security officids
a onefadility recognized that closing off dl sreets surrounding the facility was infeasble
given the needs of District traffic circulation, dthough from afacility protection sandpoint
such ashutdown is desirable. Even without street closure, parking adjacent to sensitive
fadilitiesislikely to be banned. Federd officids cited officid coordination and working
relationships with the MPD, DPW, and DDOT.

The U.S. Capital Police has ingtituted among the most far-reaching policies for truck
security. These include a no-truck security zone around the Capitol, a program to pre-



qudify drivers and carriers dlowed to be screened for entry into the security zone, and an
off-gte screening facility where cargo is off-loaded, inspected, reloaded, and tagged. The
screened trucks are given atime window within which the ddivery must be completed.

Under a priority voiced by the Chief of the MPD, the Digtrict Council has passed a
resolution alowing the MPD to enter into cooperative agreements with Federd law
enforcement agencies. These agreements alow Federd law enforcement personnd to
enforce Didtrict law on Didtrict streets and sdewalks surrounding Federd buildings and
land. Each agreement is tailored to the needs of the signatory agencies. These agreements
have the potentia of forming the basis of more coordinated policies between the Didtrict
and the Federa Government for the purposes of security againg truck-borne threats.

6.3.3 Federal Trangportation Safety Agencies
The agencies within the U.S. Department of Transportation that are charged with improving
the safety of commercia vehicle operationsin the U.S. include the:
Federd Motor Carrier Safety Adminigtration (FMCSA)
Research and Specia Programs Adminigtration (RSPA), Office of Hazardous
Materids Safety (OHMS)

The FMCSA operates the Motor Carrier Safety Assistance Program (MCSAP), which
provides funds to the states for driver/vehicle roadside ingpections, traffic enforcement,
compliance reviews, public education and awvareness, and data collection. The ingpections
and reviews identify unsafe motor carrier operations and are governed by the Federal Motor
Carrier Safety Regulations (FMCSRs). Under MCSAP the FMCSA provides funds to the
Digtrict for the MPD’s Motor Carrier Unit.

The FMCSA has aso underwritten a multi-agency effort led by DDOT to explore the
goplication of Intdligent Trangportation Systems (ITS) technology to trucking safety and
operationsin the Didtrict. The portion of ITS concerned with trucksis named Commercia
Vehicle Operations (CVO). Under thisinitiative the Science Applications Internationdl
Corporation (SAIC) is preparing the District of Columbia ITS'CVO Business Plan
(currently in draft), subtitled “Using Technology to Maximize Highway Safety and Improve
Government and Industry Productivity.”

ITS refers to the gpplication of digital and tddecommunications technology to highways and
vehicles so that red-time information delivered by the system helps improve traffic
conditions, congestion, safety, and driver comfort. Increasingly common gpplications are
dynamic message signs and dectronic toll collection. CV O focuses on technologies such as
eectronic credentias, and the tracking of commercia vehicles with globa postioning
systems (GPS). FMCSA recognizes the potentid for ITS/CVO to serve security purposes
concomitantly with its primary safety misson.

OHMS issues the Hazardous Materids Regulations (HMRs) as well as procedura and
registration regulations concerning hazardous materials. Many of the regulations concerning
hazardous materids have been outlined earlier in this section in the discusson on hazardous
materidstrucking in the Didrict. The FMCSA has the responsibility for enforcing the



HMRs in addition to the FMCSRs. The FMCSA aso regulates the highway routing of
hazardous materias.

6.3.4 Regional Agencies
Regiond planning agencies are a the forefront of preparing andyses and are beginning to
implement policies to improve the security posture of the Capital region. Relevant agencies
include:

NCPC

MWCOG

Capita Wireless Integrated Network (CapWIN)

The NCPC has prepared a plan that outlines the elements of security-aware streetscape
design that does not detract from the esthetic essentias of Washington’singtitutional and
monumental character.2® The Commission has established design guidelines and principles
to ensure a uniform approach to physica security festures that might be proposed by the
Federal Government.?! Examples of these features might include the placement of security
barriers, such as hardened lampposts, benches, and tree enclosures to form barriers between
fadlities-at-risk and vehicle threats. The plan delineates design zones that have been
reproduced in Figure 19. While the NCPC zones were designated based on design
characteristics within the zone rather than explicit security or congestion considerations, the
st of zones defined by the NCPC is roughly equivaent to the “redtricted zone’ discussed in
Section 7 of this report since the zones encompass the most congested area of the city and
its mogt attractive terrorists targets.

The MWCOG Truck Safety Task Force published atruck safety technology analysisin
October 2003. The report recommends the ingtallation of severa technologies, some of
which are directly relevant to security concerns. These technologies will be discussed later
in this section.

Led by the State of Maryland, the CapWIN project provides integrated wireless
communications links among public safety agency personnd responding to emergencies.
CapWIN integrates data and messaging systems among multistate, inter-jurisdictiona
trangportation and public safety agencies. CapWIN, “provides a‘ communication bridge
alowing mobile access to multiple crimind judtice, trangportation, and hazardous materia
data sources.”*?

6.3.5 Neighboring State Agencies
The neighboring states of Maryland and Virginia were contacted to determine their
initigtives with respect to truck security, any regiona coordination activitiesin which they

20 National Capital Planning Commission. The National Capital Urban Design and Security Plan. October
2002
L NCPC, ibid

22 See www.capwin.org
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participated, and their policies regarding hazardous materias transport. Vol pe interviewed
date police and environmenta agencies from each date.

The Maryland State Police reported that they ingtituted special measures for trucking
enforcement in the period immediately following September 11 Personnel were diverted
to the Washington and Baltimore aress. In the metropolitan areas, weigh stations were
opened 24 hours a day and roadsi de inspections were staggered, so that truckers would not
be able to discern atime pattern for enforcement. Additiondly, the Maryland State Police
changed the proportions of the types of inspections. By reducing the number of Level 1
ingpections, which require an ingpector to go under the truck, the Maryland State Police
were able to increase the number of trucks scrutinized. These measures will be implemented
at any time the threet level israised to orange.

The Virginia State Police dso posted extra patrols in their critical metropolitan aress:
Washington, DC, and Hampton Roads. Their units were particularly attentive to hazardous
materias shipments. When asked about coordinating efforts, aside from the Washington,
DC, regiond activities reported above, the Virginia respondent mentioned a multistate
committee of motor vehicle enforcement and DMV'sincluding Maryland, Virginia, North
Caralina, and West Virginia The Didtrict does not participate in this committee.

The Maryland Department of the Environment and the Virginia Department of
Environmenta Quality were asked about their stance on hazardous materids trangport. Both
dtates, as required by law, implement Federa regulations with respect to hazardous
materias trangport. Virginia has no state- specific regulation. Maryland restricts hazardous
materids traffic in the state and thus requires some additionad monitoring beyond that
required by the Federd Government.

6.3.6 Private Sector Companies

Trucking, bus, and package ddivery companies and their respective trade organizations are
aware of the potentid for terrorist misuse of their vehicles. Thisis especidly true for
hazardous materias carriers. Motor carrier trade organizations and trade journds are
dissaminating voluntary policies thet industry managers may follow to reduce the likelihood
of an incident, and indeed, reduce the incidence of everyday crimina activity such as
hijackings.

Hazardous materids carriers are cooperating with the FMCSA in a series of demongtrations
of technologica gpplications that enhance the safety and security of these sengtive
shipments. Another public/private initiative is Operation Respond, which provides
emergency responders with real-time motor carrier shipment datain the event of incidents
invaving hazardous materias through the Operation Respond Emergency Information
Sysem.

Package ddivery companies are affected by the heightened awareness of security by their
customers and they are, of course, concerned with safeguarding their drivers. While their
delivery trucks are usudly smdler than the large trucks under consideration in this
document, their omnipresence and access to dl parts of the city mean that policies



concerning these operations should be not be ignored. There is a significant threat posed by
the potentid for the timely ddivery of coordinated shipments of improvised explosive
devices. In addition, the cargo that the delivery trucks carry is delivered to staging facilities
with heavy trucks. These companies have implemented national package screening
programs and have cooperated with customers who request that drivers serving highly
secure facilities undergo Federal Bureau of Investigation (FBI) background checks. All
delivery trucks are subject to the search and inspection procedures required by secure
facilities, such as the White House or the Department of State, with the time for the
ingpection added to the guaranteed delivery time.

In summary, stakeholder concerns include the following:
Didtrict Government

= Determining the priority of technology-based truck security given limited
resources.

» Deveoping practica prevention and preparedness policies for the DHS levels of
threat when there are only two thresat levels that the DHS has used short of an
actua attack in progress.

Motor Carrier Enforcement

= Additiond training in the interaction between motor carrier safety enforcement
and security concerns.

= Additional motor carrier enforcement resources are needed to implement security
measures.

= Difficulty in recruiting and retaining police with expertise in motor carrier issues.

Private Industry

= Added time and expense for deliveries due to security-related closures.

= Security plans seemingly devised without input from loca business community.

= Dedreof industry to understand how they would be notified of evacuation routes
in the case of amgor attack or other disagter, so that they can inform their drivers.

Federa Government

= Coordination and cooperation with the Digtrict concerning street closures around
Federd facilities.

» Adherence to the FMCSRs and HMRs regarding state and loca restrictions on and
monitoring of truck traffic

6.4 COMMERCIAL VEHICLE SECURITY PRACTICESOUTSIDE OF THE
DISTRICT
Many vauable lessons can be learned in the area of truck security by the procedures the
DHS uses at U.S. land border ports of entry. The Bureau of Customs and Border Protection
(BCBP) uses various methods to try to ensure that dangerous conveyances are not alowed
to enter the United States. The BCBP combines intelligence to try to target high-risk
vehicles aswell as random checks to ensure that low-risk categories of vehiclesremain low
risk. They aso use technologies such as Vehicle and Cargo Inspection System (VACIS™)
X-ray equipment and dogs to try to detect contraband. Figure 20 is an illustration of amobile
implementation of this technology.



Figure20. Mobile VACIS™ Deployment at the U.S. Border

For decades, the U.S. Customs Service was tasked with ensuring that illegal contraband was
not permitted to enter the United States. Their approach to this problem was smple: Limit
the number of entry points into the United States, then target the highest risk vehiclesfor
ingpection. This gpproach was acceptable for narcotics and other illegal substances, where it
was sufficient that a certain percentage was interdicted. However, when the WMD threat
emerged, it was no longer acceptable that any of these weapons pass through without
detection. Additiona technologies have been employed to help with this effort, and more
resources have been gpplied toward improving the intelligence that will lead to suspect
shipments. Now that the Customs Service has moved to the DHS, interdicting WMD isthis
agency’s primary focus.

Of course, the land borders of the United States are very different environments from mgor
metropolitan areas such as Washington, DC. For instance, land borders have alimited
number of well-identified entry points. Vehicles wishing to enter the United States must
cross the border at one of these points and then be inspected by a DHS officer. However,
there are many different roads leading into the Didtrict. To establish an effective perimeter
around part or the entire city, it would be necessary to prohibit commercia vehicles from
using most secondary roads and then apply the resources necessary to enforce these
regtrictions. While there is technology that can support such an effort, it would probably be
necessary to close some roadsto dl traffic in order to make this scenario vigble. The U.S.
Capitol Police seffortsto limit vehicular traffic on Capitol Hill to only authorized and
ingpected vehicles illugtrates the difficulty in implementing a secure perimeter. Should other
aress of the Didtrict be identified as high risk for atruck bomb attack, smilar procedures
would need to be put in place to secure them aswell.



Assuming a secure perimeter can be established around parts or the entire Didtrict,
techniques used by BCBP could then be gpplied. Commercid vehicles would need to be
screened at selected entry points and a process for inspection would be established.
Depending on the leve of threet, a certain percentage of vehicle ingpections would be
conducted at a particular degree of thoroughness. Factors such as weight, motor carrier, and
manifest anomalies would be considered in targeting which vehicles would be inspected.

BCBP uses other techniques to ensure that the screening process is effective. Periodicdly,
they will perform what is known as a“block blitz,” which involves performing a thorough
inspection of dl vehiclesin the queue a arandom point in time. This provides protection
againg smugglers who, while monitoring the ingpection process, may have identified an
inspector who is not being as thorough as the others. Smugglers often target certain
ingpectors when they fed they have the best chance of evading detection and will purposaly
wait in thisline. For this reason, ingpectors are often rotated to different locations
throughout the day.

At the land border, there is a constant need to balance security with throughput. The only
way the areaindde the perimeter could be 100 percent secure would be to prohibit all traffic
from entering. Since thisis not possble in large areas, a certain degree of risk will need to

be accepted. Effortsto lower this risk through more thorough and compl ete ingpections will
result in more ddays for those in trangit.

The BCBP has used other techniques to make the inspection process more efficient. For
example, aprogram of trusted carriers could be established, whereby trucking companies
take it upon themselves to ensure the security of their cargo, bypassing the perimeter
ingpection processin most cases. The Customs Service launched a pilot program as part of
the North American Free Trade Agreement that tried the trusted carrier modd, and the
Cugtoms-Trade Partnership Againg Terrorism uses aSmilar mode for cargo container
shipments. Since the carriers have a vested interest in being able to pass through ingpection
quickly and to have their facilities and vehicles secured, they are usudly willing to adhere
to aseries of security requirements that are ultimately aimed a ensuring the safe
transportation of freight from end to end.

6.4.1 Security Practicesin Other Cities

All mgor citiesface terrorit threets. The 1995 bombing in Oklahoma City shows that
attacks are not limited to large cities. Examples of truck security measuresin U.S. and
foreign citiesilludrate the extent to which security concerns are weighed in conjunction
with traffic management issues. The overdl truck management “best practices’ interviews
produced some information on truck security srategies.

London, England

The premier example is the central core of London, England. After aseries of Irish
Republican Army terrorist attacksin 1992 and 1993, the city of London installed a security
cordon conssting of survelllance cameras and heightened police patrols. This cordon came
to be known as the Ring of Stedl, where the license plates of dl vehicles entering the ring
were vetted againgt awatch list of plates related to known or suspected terrorists. 1n 2003,



London indtituted a congestion pricing strategy where al cars within the centra core are
charged afee. Compliance with the charges is enforced by cameras Smilar to those used in
arports or ports, which interface with software that autometicaly identifies and records the
license plates of dl vehiclesin the core with a 90 percent rate of accuracy. Even with the
wide acceptance by the public of the use of surveillance camerasin Greet Britain for crime
prevention, a controversy has arisen over the use of the congestion pricing cameras for
generd anti- crime, anti-terrorist surveillance purposes.

Baltimore, Maryland

The Port of Baltimore sponsors an interagency task force, which hes created security
measures. When the city is on the highest level of security dert, the State of Maryland
requires truck inspections a the mgjor southwest gateway into the city aong Interstate 95.
At such times, truck traffic is not allowed to leave the highway to enter the city after

ingpection.

New York, New York

In the immediate aftermath of September 11, Al traffic into lower Manhattan was restricted.
Once these redtrictions were |oosened, truck traffic was subject to ingpection before entering
Manhattan. The MPO noted that each transportation and law enforcement agency in the tri-
state area had its own plans and policies for security. The MPO, in a post- September- 11"
safety and security report, determined that the mgjor vulnerabilities involved the region’s
bridges and tunnds. Theindividud jurisdictions are sengtive to having the MPO teke alead
rolein coordinating security Strategiesin the region.

San Francisco, California

The DHS identified the Golden Gate Bridge as one of Americals most vulnerable
landmarks. It dso serves as acritical element of trangportation infrastructure for the Bay
Area, connecting San Francisco with Marin County. Despite the fact that the bridge is
considered to be a potentia target for terrorism, no formal process of ingpecting or
screening cars or trucks has been indtituted. Additiona police officers have been hired to
provide ashow of force, and the Coast Guard monitors vessd activity beneath it, but it is
acknowledged that the costs and traffic impacts associated with attempting to prevent a
truck-borne wegpon from being driven onto the bridge are Smply too grest.

6.5 TRUCK MANAGEMENT TECHNOLOGY AND SECURITY

The many technologies available to increase trucking safety, increase trucking operationa
efficency, enhance highway traffic operations, and increase highway safety are being

tested, deployed, and improved constantly. With increases in processing speed and
decreases in the cost of data storage, technological functiondity (e.g., cdll phone Internet
capabilities) that was not possible five years ago is now nearly universdly available.

Devices that may be used to increase security againg truck-borne threats are now under
deveopment, and will be available within ardatively short time frame. The events of
September 11 accelerated efforts to leverage these technologies for improved security of the
transgportation infrastructure and againg vehicle-borne thrests.



The broad classes of technology that are gpplicable to truck management and security

include:
- Sensors, such as explosives detection

Wireless communications

Video survelllance and imaging

Data mining and advanced data processing

GIS and geo-locationd andyss

GPS

Electronic driver, vehicle, and cargo identification

The FMCSA is conducting a Hazardous Materid's Safety and Security Field Operational
Test to measure the effectiveness of I TS safety and security technologies for safeguarding
hazardous materias being transported by trucks. The test will include 100 trucks equipped
with avariety of existing technologies. The technologies will be packaged in severa
different cost tiers, and will be tested across four different transportation scenarios. The
prOJect will test the cagpabilities of technologies such as:

Driver verification using password logins, fingerprint biometrics, and smart cards

Vehicle and load tracking using satellites and other wireless systems

Off-route and stolen vehicle derts usng geo-fendng

Cargo tampering derts usng dectronic seds

Driver distress derts usng driver panic buttons

Remote vehide-disabling in ingtances of known terrorist attacks

As Federd agencies indtitute demongiration programs among motor carriers and
jurisdictions, the Digtrict should consider participating in these programs as away to receive
additional fundsto test the application of advanced technologies. For example, the Didtrict
could work with RSPA, FMCSA, and DHS to investigate whether options exist for applying
some of the technologies listed above to hazardous materiads carriers operating in the
Digrict. In addition, the Digtrict should monitor these demongtration projects and provide
input into any resulting Federd regulations on the types of technologies that should be
required when hazardous materiads motor carriers operate in aress like the Didtrict.

Thefollowing MWCOG Truck Safety Task Force Didtrict technology recommendations
have adirect gpplication to security:

Geo-fendng

Panic and/or vehicdle disabling systems

Virtud weigh gations

Infrared cameras

X-Ray devices

Commercid vehicle radiologica systems

Trangportation worker identification cards (biometric identification)

Anintegrated technological strategy for truck security is based on wireless communications
technologies and digita data processing. When implementing these systems, intense
attention must be paid to issues of cyber security, lest digita or communications tampering



A Sample of Applicable Technologies
Automated Vehicle Location (AVL) and Geo-Fencing
Geo-fencing refers to the use of AVL technology based on GPS. Signds reporting the
location of the vehicle are received a a base operations center. The center has
software that compares the location of the vehicle againgt demarcated aress. If the
vehicle crosses into a prohibited area, an darm may be generated a the base or
another location. The efficacy of GPS can be reduced if line-of-aght communications
canot be maintained with three of the satdlites that determine location. However,
GPS can be combined with cdlular or other wirdess technology to provide geo-
locationa information in urban canyons or other problematic locations. Geo-fencing
technology is useful for identifying trusted vehicles and tracking sendtive cargoes,
however, the technology B likdy to be absent from or disabled on a vehicle seeking to
evade controls.
Mobile and Relocatable Systems for Cargo Imaging or Explosives Detection
Severd manufacturers use diverse technologies to detect the presence of contraband
in truck tralers and other vehicles by cregting images of the vehicle's contents. These
technologies no longer need to be ingdled in fixed locations, but can be inddled in a
vehicle that can operate from changing locations or while in motion. One such system
is Mobile VACIS™, which uses gamma rays to examine vehicle content. The system
does not require the use of specidized protective enclosures and can scan a moving
vehicle in 10 seconds. Ancther system is the Mobile Vehicle Explosve Detection
Sysem, which can automatically detect explosives in stopped vehicles. In the urban
environment, such equipment represents a relatively unobtrusve means of detecting
threats. The MPD and Federd law enforcement agencies in the Didtrict are seeking to
acquire or have acquired such equipment for operationd tedts.
Video Surveillance, including infrared detection
Video aurvelllance, including infrared detection and imaging, is a means of
identifying and tracking vehicles. No additiona equipment needs to be indaled on
board the vehicle. Video survellance is no longer dependent on humans to monitor
video images for anomdous or suspicious activity, but is increasngly linked to
software that provides automated intelligence to monitor the images. The smplest
goplicaions are widdy deployed license plate readers that can automatically check
regigraion numbers agang a watch lis. Other sysems include facid recognition,
motion detection, and detection of more complex anomaous events. Not dl of these
products are ready for mass deployment in an urban area, but many systems are
avalable for testing and demondration purposes. Automated software video
monitoring would provide the ability to track vehicles that are attempting to evade
officia countermeasures on marked truck and hazardous cargo routes.
ITSCVO Automatic Vehicle Identification (AVI)
AVI, combined with a wirdess communications mechanism like dedicated short-
range communications, can dso be used to track and identify trusted vehicles in an
urban area. As larger numbers of trucking companies equip their trucks with this
technology for interacting with the FMCSA, Didrict officids would be able to
identify mogt large trucks crossing the Didtrict line using the mgjor truck routes.




render the system ineffective. The following text box provides descriptions of a sample of
goplicable technologies.

6.6 CHALLENGESTO IMPLEMENTING A TRUCK SECURITY STRATEGY
The palicies, countermeasures, and responses needed to address truck- borne threats touch
upon the respongbilities of multiple agenciesin multiple jurisdictions. The effectiveness of
these measures will have a direct bearing on the safety of the Didtrict’s resdents and |abor
force, including the highest officias of the nation. There are severd chdlengesto
implementing a comprehendve truck security strategy that addresses the entirety of the
Digtrict’s urban space.
Who isin charge of implementing a truck security strategy for the District?
More specificdly, is DDOT the gppropriate agency? Security is afunction of police
agencies. However, with respect to trangportation, public safety officias, including
the police, focus on the resources that are required for emergency preparedness and
response—evacuation routes, maintenance of infrastructure functiondity in case of
widespread power failure, and deployment of resources in the event of an attack.
The MPD is underfunded for their present responsibilities, even without asking the
department for increased attention to truck-based terrorism. Given that the MPD has
other priorities, DDOT can provide the leadership in bringing the relevant agencies
together to forge atruck security strategy that isintegrated with overal truck
monitoring and controls. However, as the programs are developed, the MPD will be
the lead agency for implementing these efforts and for working with Federd law
enforcement agencies.

What is the relationship of Federal law enforcement agencies to the District with

respect to a truck security strategy?
Federa law enforcement agencies, most notably the U.S. Secret Service, have the
authority to close streets and redtrict traffic (and have exercised it) without prior
consultation with the Didrict government. Overarching security concerns will
necessarily limit the extent that the Federal agencies communicate their plans for the
most serious emergencies. However, from the slandpoint of planning for
preparedness, prevention, deterrence and detection during what has come to be the
“norma” date of dert, these agencies can coordinate with the Ditrict government
to ensure that commerce within the Didtrict remains viable and to enable Didtrict
government resources to be afirg line of defense outside of the core area containing
key Federd facilities. Different Federd law enforcement agencies have practiced
varying levels of coordination with the Didrict concerning the effects of their
security policies on traffic.

The MPD Joint Operations Command Center isamodel for cooperation between
Federd and Didtrict law enforcement agencies. Implementation of a comprehensive
truck security strategy will require asmilar level of coordination.

What is the role of technology in truck security and do its benefits justify the resources
necessary for implementation, operation, and maintenance?



The continued incorporation and increasing ubiquity of what is broadly cdled
technology in dl areas of economic activity is an expected festure of modern life.
Compstitive pressures, cheaper devices, and Federd regulatory incentives are
leading trucking companiesto increasingly ingdl technology to improve their
operationd efficiency in serving their customers and in interacting with government
agencies. Some of these technologies can be leveraged to serve the purposes of truck
security, especialy as they become more widespread.

6.7 THE AVAILABLE RANGE OF STRATEGIES

The strategles avalableto DDOT fal in the following generd aress:
Integrate truck security measures with truck tracking and control mechanismsfor
other purposes, especidly ITSCVO.
Aggressvdy pursue dl opportunities to coordinate security measures with other
Didtrict, Federd, regiona, and neighboring state agencies.
Become the lead agency for demongtrations and tests of advanced technology
related to truck security in the Didtrict.
Indtitute truck screening and ingpection, especidly for hazardous materias
shipments.
Implement a systemic, layered series of countermeasures.

6.7.1 Integrate Security with ITS/CVO and Crime Prevention

Many security messures can be integrated with other ITSCVO and crime prevention
measures. Any new projects or implementation enhancementsin these areas should be
evauated againgt security requirements. A smdl increment of resources may endblethe ITS
or crime prevention ingtalation to serve the needs of security.

Theuse of ITSisragpidly spreading. While the experience of the British shows that the
redirection of ITS resources for security purposesislikely to be controversd, ITS planners
arerapidly increasing the cagpabilities of ITS ingdlations to be ussful for security purposes.

A draft ITSCVO Business Plan has been produced by SAIC and is being reviewed by the
sponsoring agencies. The plan recognizes that CV O and security are complementary. It
proposes severd projects that are directly relevant to security concerns. Although later
versions of this document may present a different set of specific projects, proposalsin the
current draft include a hazardous materid vehicle monitoring system and an ectronic
fencing project.

With respect to anti-crime measures, the Didtrict has dready ingtalled closed-circuit
televisons for the prevention of crimina and terrorist acts. Extensons of this sysem may
be useful in identifying commercid motor vehicles, particularly those that are being
operated in a suspicious way. Research is continuing in linking video survelllance with
facia recognition software, but recent tests have been unsuccessful.



6.7.2 Coordinatewith Intra- and Extra-Jurisdictional Agencies

Didtrict officids noted that an effective response to issues of truck-borne threats would need
to dart a the Capitd Beltway in Maryland and Virginia. Thiswill necessitate coordination
with law enforcement and transportation agencies in the affected areas of these dates.

6.7.3 Lead Technology Demonstrations

Asthe Nation's capitad, the Didrict isin a unigque position to be on the cutting edge of using
technology and stringent truck control policies to implement a security strategy. In addition
to the FMCSA program, the DHS is beginning to implement port security demongtrations.
Although not a port, the District might seek to design a demonstration project that shows
how smilar technologies can be used in the urban setting. The Didtrict can work with
Federd agencies to become atest bed for policy and technological applications for security.

6.7.4 Screen Trucks, Especially Hazardous Materials Haulers

If adecision were made to restrict commercid vehicle traffic from an area of Washington,
DC, a“trusted carrier” concept could be established for those wishing to provide
trangportation insde a secure perimeter. Carriers would need to screen their own cargo and
maintain a secure sorage/trander facility outsde the perimeter.

There are two ways to implement a secure perimeter. Oneis Smilar to the method the U.S.
Capitol Police employs and involves establishing a pre-screening areafor dl non-trusted
commercid vehides and monitoring them as they move from the screening facility to the
perimeter. The other method involves dlowing only trusted or government-owned vehicles
insde the perimeter, and off-loading dl deliverable materia from other carriers at an
externd trandfer facility. Obvioudy, both of these dterndtives have sgnificant negetive
impactsin terms of cost and on the economic vitdity of the businesses insde the secure
perimeter. Just-in-time ddivery of production materias, perishable goods, and generd
inventory has become a requirement for businesses wishing to remain on aleve playing
field in a competitive environment. The likelihood of aterrorist atack using a truck-borne
wegpon would have to be extremey high to warrant establishing alarge secure perimeter.

In the current threat environment, it is more practica to consider smdler, more managegble
perimeters such as those established around the White House and U.S. Capitol. Locations
that also rank high on the list of potentia terrorist targets might need to be amilarly

isolated, especidly if the threst level were to increase. Precisely how these perimeters

should be set up and operated needs to be outlined in a security plan that considers the areas
of responghility for the Federd and Digtrict governments, various safety and law
enforcement officids, and employees of the businesses and agencies ingde the perimeter.

DDOT should develop atruck security plan that describes actions that are to be taken during
periods of high terrorist threat. This plan should identify key areas that need to be protected,
and the actions needed to establish a secure perimeter. The DHS can provide a prioritized
list of facilities and structures as guidance, but in generd, these would be placesthat are
icons of the Federal Government, key pieces of transportation infrastructure, and locations
where large numbers of civilians may be located. The security plan should focus on waysto



make these areas more difficult to attack, and concepts for efficiently maintaining this
security posture long term, should a high threat of terrorism become more protracted.

Routes approved for the conveyance of hazardous materials should be reconsidered given
their potentia for use as terrorist weapons. These routes should ensure safe standoff
distance from areas that are high on the prioritized list of critical assets, and signs should be
erected 0 that the routes are clearly marked.

Asdiscussed in Section, Federd regulations place strict requirements on state and local
governments with respect to restrictions on interstate truck traffic. Any screening of
hazardous materias haulers could only be implemented with the agreement of the U.S.
DOT.

6.7.5 Define Truck Security Zones

The kinds of measures suggested above, including creating a perimeter and indituting
screening procedures, require the ddlinegtion of areas in the Washington, DC, region where
arange of such measures can be applied. The zones, when first designated, can be used as a
framework around which specific plans for truck security are drawn.

In coordination with Federa authorities and nelghboring states, the Ditrict government can
creste a series of roughly concentric security zones surrounding the Nationa Mall, the
White House, and the Capitol Building. Over time, layered countermeasures and responses
can be structured, with restrictions and other countermeasures based on the vulnerability
and importance of potentid targets within the zone. Zones closer to the Nationd Mall area
would have the gtrictest security measures and would require the closest coordination with
Federd security agencies, while those farther out could have progressively more lenient
measuresin times of lesser threat, but at the same time would be the location of a series of
detection (and possible interdiction) capabilities that could intercept a threat before it
reached the inner zones.

Figure 21 shows the proposed zones, centered on the most secure red zone (actudly two
noncontiguous areas—one centered on the White House and the other on the U.S. Capital),
and continuing outward with the yelow, purple, and gray zones. The zones could be used to
design agradient of security measures as a truck moved from the Beltway toward the core
of the Didrict.

Starting from the Capitd Beltway, the gray zone extends to the Didtrict line and is, of
course, under the jurisdictions of Maryland and Virginia. Effective coordination, including
policies of information sharing, and complementary procedures during periods of especidly
heightened threat are needed, as well as additional resources devoted to increased routine
monitoring of truck traffic within the Beltway. The purple zone is bounded by the Didtrict
line and the truck regtriction zone defined in this study. Digtrict authorities can implement
automated monitoring and geo-fencing measures close to the Didtrict line dong the
principa truck routes defined in this study. The yellow zoneis equivaent to the restricted
truck zone defined earlier in this document. Truck traffic would be permitted in this zone
during daytime hours only under permit. The red zone comprises two areas. one includes
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the White House, and key agencies such asthe FBI and the State Department; the other

roughly coincides with the U.S. Capitol no-truck zone.

Table 11 outlines the characteristics of the truck security zones. The attributes described are
meant to be suggestive of the kinds of countermeasures to be indituted in each zone given
the security threat level and the degree to which Federa, Maryland, Virginia, and Didtrict
officids have contral, particularly during times of heightened threat. Technology isakey to
the countermeasuresin dl but the gray zone. The idea of technology portasin the purple
zoneis briefly described below. Even in the gray zone, technology is likely to be important,

but the deployment of resources will be prioritized by the Maryland and Virginia state

governments. The ERP refers to the emergency response plan that would be activated in the
case of attack.

Table 11. Draft Characteristics of District Truck Security Zones

Threat Level
Law District Fuel
Enforcer_nent Tech_nol ogy Deliver i_esto Yellow Orange Red
Agencies | Applicable? | Gas Stations
A Screening; Screening; Traffic ban
zoe | MPD | Y | conddeed | DEon | Detion | ERP
Identification | Identification
Truck Truck Traffic ban
Ydlow Federal, Yes Restricted restrictions restrictions; ERP
Zone MPD ddivery Detection
Identification
Focused Focused Screening
Purple MPD Yes No inspections; inspections, ERP
Zone restrictions Technology | Technology
portals portals
Normal Focused ERP
Gray MD, VA No . X . i
Zone police No restrictions ingpections ingpections

6.7.6 Evaluate and Implement Counter measures by Attack Phase
Broadly spesking, if al countermeasures were implemented, trusted trucks and buses
operated by trusted drivers carrying verified cargo would be (1) continuoudy inspected for

surreptitious improvised explosive devices, and (2) only trave at times and along routes

known to the authorities. Alternate routes would be equipped with survelllance camerasto
monitor the streets for unauthorized trucks and buses. In addition, al such vehicleswould
be equipped with fool proof remote engine kill switches with other means available to law
enforcement agencies avallable to stop a suspicious vehide.

Short of awar on U.S. shores, no municipality—not even Washington, DC—islikey to

implement the full range of countermeasures for dl trucks and buses. However, it is
necessary to evauate the efficacy of implementing subsets of these measures depending on




the type of commercia vehicle and the leve of threat declared by the DHS. A
comprehensive DDOT truck security plan will consder countermeasures applicable to all
pre-attack phases attack timeline.

Preparedness.

To improve preparedness, agencies can use geogpatid data to determine and refine truck
security policy by andyzing exidting truck routes, existing truck volume (by size and type

of truck), hazardous materids terminds, facilities-at-risk, and facility sandoff zones. This
andysswill ad in defining the truck security measures to be taken in each security zone.

Prevention.

To prevent terrorist activities, commercid vehicle drivers and the public should be educated
to recognize suspicious activity. One example of such aprogram isthe American Trucking
Asociations (ATA) Highway Watch program, which is a state-by-date effort where truck
drivers report incidents of dl typesto a single-purpose telephone line. Drivers are trained to
recognize the kinds of suspicious activity that might indicate a security threst. Additiondly,
the ATA runsthe Trucking Information and Anaysis Center to be an interface with the
Federd Government, principally the DHS Nationd Infrastructure Protection Center.

Further, hazardous materials and other commercia motor vehicle drivers should be trained
to ingpect vehicles for explosive devices. The ATA and bus trade groups have ingtituted
voluntary programs to raise driver awareness of the need to thoroughly inspect their
vehides and safeguard their loads. Although beyond the scope of an urban areawith alower
level of goods production and movement than most urban aress, technologies exist to assst
the driver in safeguarding his or her load. This countermeasure isrelated to the FMCSA
demongtration program. Once the technology is shown to be feasible and cost- effective, the
Didtrict should consider entering into a demongtration where dl trucks bearing hazardous
meaterials would be required to have some of the technologies being tested. The Didtrict
could also congder requiring tour bus and long distance bus operators in the Didtrict to
adhereto aminima set of andards for training drivers and implementing anti-terrorism
palicies, such as bag matching for intercity trips.

Deterrence and detection.

For deterrence and detection, perimeter(s) within which truck traffic is restricted and/or
monitored can be established. This countermeasure is included here as part of systematic
range of optionsthat are available to the Didtrict. New Y ork City, London, and the closing
of Pennsylvania Avenue provide examples of the implementation of perimeters. Questions
ill remain on to how to best integrate the measuresingtdled as part of the perimeter and
how to apply the principles of facilities protection to the establishment of a perimeter
around the core area of acity.

Within the perimeter, arange of strategiesis available to define its characteridtics,
induding:

Conduct security-aware truck safety ingpections

Redtrict truck access by route, permitted times, Sze of vehicle

Identify vehicle, driver, contents



Screen truck, driver, contents

Detect explosve, nuclear, chemicd, biologica materids
Detect unauthorized intruder vehicles

Intercept and penalize unauthorized intruder vehicles

Again, technology exigts to implement these countermeasures. Last year an unnamed
European anti-terrorism police agency purchased a high-tech mobile vehicle explosve
detection system, where vehicles equipped with detectors can unobtrusively scan suspicious
vehides for the presence of explosivesingde another vehicle. Cdifornia s DOT
implemented a $20 million wirdess surveillance system to transmit data from seven bridges
and three tunnelsin the San Francisco Bay area to a command center in Oakland. These
examples suggest that truck security applications could congst of the following dements:

Use of smart cameras to detect trucks in locations where they should be absent

Use of mobile explosive detection equipment to scan trucks

Use of wirdess technology

Defense.

Any security areamust be able to defend itself againgt unauthorized intruder vehicles that
continue operating despite restrictions or orders to stop. Defense countermeasures are likely
to be in the province of law enforcement; however, communications between transportation
agencies are critica to mitigate any casudties or damages as aresult of the incident.

6.8 Recommendations

1. Appoint alead official within DDOT to coordinate the District’ s integration of large
truck security with the District’ s truck management initiative, in general, and its
ITS/ICVO program, in particular. The lead may be within the proposed Motor Carrier
Office. This officid will work closdly with the MPD (and other agencies) to implement
aseries of layered countermeasures. The Security Officer should have sufficient
seniority to interact and influence senior officids throughout the Didtrict government
and within Federa agencies.

2. Create a technology portal demonstration, similar to the port and borders
demonstrations, using resources from FMCSA, I TS Joint Program Office, and
Transportation Security Administration. Aninitia focus can beto creste avirtua
technology portal where trucks entering the Digtrict on the Georgia Avenue NW,
Pennsylvania Avenue SE, New Y ork Avenue NE corridors could be screened for proper
credentids and for explosives or radioactive materids. The kinds of technologies
included could be those being proposed in the Didtrict’ s ITS'CVO Business Plan. Figure
23 shows the gpproximate location of the technology portas. Some scanning for
radioactive materias occurs at present; however, this effort would be andlogousto the
kinds of scanning currently being implemented a U.S. ports. Technology offers the
opportunity to scan traffic without necessarily stopping it. Thiswould only be afirst
step in cregting a comprehensive strategy, as methods would need to be put in place to
identify and intercept evaders.



3. Establish truck security zones to aid planning and to define the layers of
countermeasures and responses to be deployed. As discussed above, the establishment
of truck security zoneswill be an aid to defining the roles of the many security
stakeholders, the policies to be implemented given distance from the Didtrict core and
the threat level, and the kinds of technologies that are appropriate for deployment (or
testing) depending on location within the Didtrict. The messures ingituted for the truck
security zones (especidly the red and yellow zones) may include security inspection
gites, increased random security ingpections, and trusted driver/carrier programs. Any
such efforts would need to fall within the requirements of Federal requirements for
interstate trucking.

4. Explorerestricting the transport of gasoline tankersinto the yellow and red zones.
There are asmall number of gas sations located within the core security area of the
yellow zone. Because of the sengitive nature of the targets in this ares, the Didtrict
should consider prohibiting gas tankers from entering the area. Alternatively, a strictly
enforced policy of nighttime-only deliveries can be ingtituted. Federal hazardous
materias regulaions gtrictly define the process sate and loca governments must follow
to place any limits on hazardous materids trucking. Any regtriction of gasoline tankers
by the District would require agreement by the Federal Government, which has ruled
againgt such restrictionsin the past.>

5. Consider countermeasures, such as a unified truck inspection facility or a “trusted”
carrier program, as part of a comprehensive truck security strategy within thered or
yellow zones. Trucking, package ddivery, congruction and service ddivery firmsface a
patchwork of security requirements depending on the customer being served. While it
will not likely be possible for DDOT, Federa security agencies, and private property
managers to inditute blanket truck security procedures for an extensive portion of the
red and yellow zones, DDOT should begin to explore with its Federal and private
security partners the feasibility of unifying and sharing countermeasures for some subset
of facilities within these zones.

6. Consult with Federal hazardous materials transport regulators on the feasibility of
further restricting through-truck-traffic carrying hazardous materials within the
District. Asin Recommendation 4, any locd redtrictions on hazardous materias
movement are governed by Federal regulations®* The volume of hazardous materias
through-truck traffic in the Didtrict is smal by most observations, an argument that can
be used both for and againgt pursuing atota restriction. The sngular nature of the
Didrict asthe Nation's Capitd is an argument for consultation with Federa officidson
feasble actions for further restricting hazardous materials transport in the Didtrict.

7. Enhance District regulations regarding the transport of hazardous materials. At
present, only afew specific types of hazardous materias require permitsto be
transported within the city. Further, the procedures that carriers must undergo to obtain
the permits are not well publicized. The Digtrict government should implement a

23 49 CFR Part 397 Subpart C
2 ipid.



program for more closdy permitting and monitoring hazardous materid transport.

Again, any such programs must follow Federd hazardous materias regulations
governing date and local action in this area, in particular, any permitting and fee
program must be “fair and used for a purpose related to transporting hazardous materid,
induding enforcement and planning, developing and maintaining a capability for
emergency response.”?

8. Prepare a comprehensive truck security plan. DDOT will assemble data, deliberate
with Federa agencies, coordinate its efforts with other Digtrict and neighboring state
agenciesin order to determine the feasibility of and execute the recommendations
above. The results of these ddliberations should be compiled into a comprehensive truck
Security plan that integrates individua projects into awhole. The plan should evolve
over time as specific projects, such as the technology portas, are implemented and
eva uated.

25 49 CFR 107.202
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7. TRUCK ROUTE RECOMMENDATIONS

Consgder some of the most important concerns about truck traffic in the Digtrict: noise and
vibration complaints from residents; security concerns around high-risk facilities;

congestion; and the need for better information and services for truck operators and their
customers. The creation of designated truck routes in the Digtrict can address these concerns
smultaneoudy, abet to varying degrees. This section makes recommendations about how

to design atruck route network. A summary of the important traffic issuesis presented
below, followed by recommendations for a designated truck route system for the Didtrict.

7.1 SUMMARY OF EXISTING TRUCK TRAFFIC CONDITIONS

Trucks condtitute approximately 5 percent of the traffic in the Didtrict; however, truck
traffic is not digtributed uniformly throughout. For example, on Georgia Avenue about 14
percent of traffic istrucks. Most truck traffic is destined for locations within the Didtrict
(rather than passing through the Didtrict) and congds primarily of 2-axle, 4- and 6-tire
vehicles, with asmal percentage of larger and combination-type trucks on the mgjor truck
corridors.

Based on an andysis of data related to truck traffic and restrictionsin the Digtrict and on
interviews with various stakeholders, severd important issues arise:
The Didrict does not have designated or recommended truck routes.
There are severa roads that have restrictions on one side of the Didtrict border
with Maryland or Virginiathat are not consstent with truck restrictions on the
other side of the border.
Neghborhood residents object to truck traffic cutting through residential streets.
Double- parked vehicles cause traffic tie-ups on many arterids, especidly in
Georgetown, Downtown, and the Golden Triangle.
Trucks pose potentia security risks because of their ability to carry large amounts
of hazardous materiass, both as a necessary part of conducting businessin such
facilitiesasthe U.S. Mint, and by terrorigts.

To better manage truck travel, improve mobility, and enhance the level of safety and
Security, the Digtrict government can implement a series of preferred truck routes, azonein
the heavily congested and security-sengtive downtown area, from which large trucks would
be prohibited during the business day; and truck prohibitions on al other roads unless travel
on the street is necessary for the truck to reach its destination. There would be a streamlined
permitting process through which truck operators could receive permission to travel on
otherwise restricted or prohibited roadways. Figure 23 shows the recommended preferred
truck routes and restricted zone.

The preferred, restricted, and prohibited routes presented here would encourage trucks to
use mgor arteriads for traversing the Didtrict, thereby largely diminating them from side
streets and other roadway's with inadequate geometry or pavement qudity for large trucks.
Thiswould be beneficid to both truckers and resdents. Truck operators would get reliable
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truck routes with roadway geometry and pavement condition adequate to accommodate
large trucks. The ease in maneuverability on these larger roads could result in fewer trucks
crashes. At the same time, residentia neighborhoods would be isolated from large truck
traffic. The creation of the restricted zone would permit smoother traffic movement in the
magor busness didrict by diminated large trucks from this area during the business day,

thus dleviaing congestion.

7.2 PREFERRED TRUCK ROUTES

The preferred truck routes are the corridors essentia to freight movement in the District and
currently carry the bulk of truck traffic. Furthermore, they have design characterigtics that
meake them conducive to the movement of large trucks, thus encouraging trucks to use them
and avoiding cut-throughs on resdentid Streets.

The followmg isalig of preferred truck routes, which are mapped in Figure 23.
Anacostia Freeway (US 295, dl)
Benning Road from East Capitol Street to Florida Avenue
Bladensburg Road (dl)
Branch Avenue SE from the Didtrict border to Pennsylvania Avenue SE
Brentwood Road (al)
Canad Road NW from Macarthur Boulevard to M Street NW
Connecticut Avenue from Didtrict border to Massachusetts Avenue
Dalecarlia Parkway from Loughboro Road to Massachusetts Avenue NW
East Capitol Street from Benning Road to the District border
Florida Avenue from Bladensburg Road to U Street
Florida Avenue NW from Massachusetts Avenue NW to Vernon Street NW
Georgia Avenue (dl)
H Street NW/NE from Massachusetts Avenue to Benning Road
Interstate 395 (dl)
Interstate 295 (all)
K Street NW/NE from Mount Vernon Place to Florida Avenue NE
Kenilworth Avenue NE (dl)
Loughboro Road from Macarthur Boulevard to Da ecarlia Parkway
M Street NW from US 29 (Francis Scott Key Bridge) to Pennsylvania Avenue NW
M Street NW from North Capitol Street east to New Y ork Avenue NW
Macarthur Boulevard from Loughboro Road to Canal Road NW
Massachusetts Avenue from District border to 3" Street NE
Military Road from Nebraska Avenue NW to Missouri Avenue NW
Missouri Avenue NW from Military Road to Riggs Road NE
Nebraska Avenue NW from Massachusetts Avenue to Military Road
New Hampshire Avenue NE/NW from Didtrict border to Georgia Avenue
New Y ork Avenue NE/NW from Digtrict border to Massachusetts Avenue NW
North Capitol Street from New Hampshire Avenue to Massachusetts Avenue
Pennsylvania Ave SE from District border to 3" Street SE



Rhode Idand Avenue (al)

Riggs Road NE from Missouri Avenue to Didtrict border

River Road NW from Digtrict border to Wisconsin Avenue NW

South Capitol Street from the Southeast Freeway to Interstate 295

South Dakota Avenue NE from Riggs Road to Bladensburg Road
Southern Avenue SE from East Capitol Street to 63 Street NE

U Street NW from 9" Street NW to 18" St NW

Wisconsin Avenue NW from Didtrict border to M Street NW

3'4 Street NE/SE from the Southeast Freeway to Massachusetts Avenue
7" Street from Massachusetts Avenue NW to Rhode |sand Avenue NW
9" Street NW from 1-395 to Rhode Island Avenue NW

12" Street NW from Independence Avenue SW to Massachusetts Avenue NW
14™ Street NW from Maine Avenue SW to U Strest NW

16" Street NW from Massachusetts Avenue to District border

23" Street NW from M Street NW to Massachusetts Avenue NW

63" Street NE from Southern Avenue to District border

The above roadways offer linkages to the Beltway and provide for good connectivity
throughout the Didtrict. Further, they condtitute a major part of the de facto truck routes
used by truck drivers. The recommendation of Military Road as a preferred truck routeis
sure to be controversid sinceit isaresdential street. Residents voiced concerns about
safety (duein large part to trucks exceeding the speed limit), noise, vibrations, and air
pollution on thisroad. However, it is the only east-west arterid in the northern part of the
Didrict and is therefore important for truck movement in the city. Some of the resdents
concerns can be ameliorated by better enforcement of traffic laws, especially speeding and
welght redtrictions.

7.3 RESTRICTED ZONE
To address concerns about congestion and security, this report recommends the
implementation of arestricted zone in the downtown area. This zone, which isshaded in
ydlow in Figure 23, would have the following regulations
It is bounded by:
= 23" Street NE/NW from Ohio Drive SW to Massachusetts Avenue NW
= Massachusetts Avenue NW from 23" Street NW to 3" Street NE
= 3" Street NE/SE from Massachusetts Avenue NW to the Southeast Freeway
= The Southeast Freeway from 3" Street SE to Interstate 395
» Interstate 395 from the Southeast Freeway to the Potomac River
Trucks with 2 axles, 6 tires and smdler would be permitted at al times on the preferred
truck routes located within the zone (9", 12", and 14" Streets).
Trucks with more than 2 axles or 6 tireswould be prohibited from the zone from 7 AM
to 6 PM Monday through Friday.
Trucks with more than 2 axles and 6 tires would be permitted from 6 PM to 7 AM
Monday through Friday and 6 PM Friday to 7 AM Monday.



All trucks would be required to use the preferred truck routes unless deviation from the
routes is necessary to reach the vehicle sfind destination.

Interstate 395 would be exempt from the above restrictions, permitting al trucks et all
times (except those otherwise redtricted by the height and hazardous cargo restrictions
for the 3" Street Tunnel).

There would be a streamlined permitting process that would alow large trucksto travel
within the restricted zone outside of the above rules.

Existing Federd restrictions around the Capitol would remain in place.

At present most large trucks operating in this area during the daytime hours are food and
beverage ddiveries, trash haulers, construction trucks, office movers, and gasoline trucks.
As part of theimplementation of these recommendations, DDOT will have to work with
truck operators and their cusomersto find asolution that is suitable for dl stakeholders. It
might be possible to shift some of these trips to nighttime hours. Alternatively, it may be
possible for operators to make the same deliveries with smdler vehicles, which are dlowed
in the restricted zone during the workday. If necessary, operators can receive short-term or
long-term permits to operate large trucks within the restricted zone during the workday.

7.4 OTHER ROADWAYS

Trucks of dl sizeswould be prohibited from using streets that are not designated preferred
truck routes unless travel on the street is necessary for the vehicle to reach itsfind
destination. Emergency vehicles would, of course, be exempt from truck route restrictions.
Congtruction vehicles, which may have to travel off the preferred truck routes over an
extended period of time, would be issued a permit exempting them from the truck route
regulations and dlowing them to travel to and from the condruction Ste using routes
gpproved during the permitting process. Other vehicles and operators may require smilar
gpecid exemptions, such astrash trucks using the Fort Totten transfer Sation. These
gtuations will be handled on a case-by-case basis. Trucks owned or operated by the District
government will be required to comply with al truck route regulations, and will be ableto
obtain permits for exemptions when necessary.

7.5 OTHER CONSIDERATIONS

Enforcement

The implementation of truck routes will decrease truck-related problems only if truck
operators obey the routes and restrictions. Clear, congstent signing of truck routes and
restrictionsis one way to encourage trucks to stay on designated routes. However, DDOT
must aso work closdy with the MPD to enforce the new redtrictions. Over time, DDOT and
MPD must continue to coordinate enforcement activities on streets that are known to have a
large number of truck regtriction violations.

Truck Restrictions by Size Rather than Weight
While truck redrictions are usudly mandated based on vehicle weight, this truck route
scheme redtricts based on vehicle Sze. Thisis because:

Redtrictions based on vehicle sze (which is eadly observed) are easier to enforce

than restrictions based on vehicle weight, which must be measured.



Currently, there is not enough weight information available on trucks traveling

within the Didtrict to make informed choices about how to restrict truck traffic

based on vehicle weight.

The truck-related problemsin the Digtrict are generdly not afunction of truck
weight. Rather, they are about truck movement: where trucks travel and where they
sop for loading/unloading.

As more information on weights of trucks operating in the District becomes available and as
weigh-in-motion facilities are congtructed for the Didtrict, aweight restriction may be
considered for the truck routes.

Induced Small Truck Travel

With trucks larger than 2-axle, 6-tire vehicles prohibited from the restricted zone during the
business day, truck operators might subgtitute severd trips with smaler vehiclesfor asingle
trip now made with alarger vehide This could result in an increase in the totd number of
truck trips within the restricted zone. In the absence of more comprehensive traffic and
vehicle classfication counts, there is no appropriate way to predict the number of new
gmdl-truck-trips that would be generated by the restrictions. Thisissue may haveto be
addressed in the future when better datais available.



8. PILOT PARKING STUDY

There are amyriad of truck parking problemsin the Didrict’s central business areas:
insufficient loading zone space ot and off-street; loading spaces that are too smdl for large
trucks to use; incongstent enforcement of parking regulations, especialy double-parking;
low turnover of metered passenger-vehicle spaces; and time-of-day loading zone
designations that do not coincide with heavy courier and truck ddliveries. Whileit is outsde
the scope of this study to address specific problem spots, to gain a better understanding of
parking and loading issues, Volpe did acareful andyss of truck parking conditions on K
Street between 16th and 21st Streets NW.

This areawas chosen because of itsimportance as one of the main commercid and office
digtricts of the city. The Golden Triangle area south of Dupont Circle has over 8,000
businesses, more than 600 nationa and international company headquarters, and more than
800 retail establishments. With the information from the sudy of this area, Volpe was able
to learn important characterigtics of truck parking in one of Washington's busiest
commercia areas, and to come up with alist of recommendations for a parking plan for the
area, and perhaps for other parts of the city aswell.

8.1 STUDY AREA CHARACTERISTICS

K Street between 16th and 21st Streets NW (heresfter referred to asthe study area) is
located directly northwest of the White House. It contains a FedEx World Service Center,
severa prominent banks, and many restaurants. Trangt accessis available from the
Farrugut North Metro Station on the corner of K Street and Connecticut Avenue. Parking
garages are available throughout the area and many blocks have dleyways for off-street
loading and unloading.

Mogt of the blocks in the study area have amix of office and retall businesses, with the
retail on thefirgt floor and offices above. Figure 24 shows the street configuration, parking
regulations, and commercia properties on K Street between Connecticut Avenue and 18th
Street, atypica block in the study area.

8.2 EXISTING PARKING INFRASTRUCTURE
The signs on the curbsides provide two types of on-street spaces available for loading and
unloading in the commercid area
Typel. No standing except commercial vehiclesfrom 7:00 to 9:30 AM and 4:30 to 6
PM.
Type2. Inaddition to above, No parking except loading and unloading 9:30 AM to
4:30 PM. The combination of these two restrictions results in parking spaces
reserved exclusvely for commercid vehicles between 7 AM and 6 PM.
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Type 1 spaces become metered parking spaces for passenger vehicles in off-peak hours.
Each block has 15-20 passenger-car-szed metered spaces, resulting in about 150 Type |
spacesin the study area. Type 2 spaces are governed by two different Sgns that prohibit
parking by passenger vehicles during the peak periods (one sign) and in between the peak
periods (another sign), resulting in an exclusive loading zone from 7 AM to 6 PM. Thereis
approximately one Type 2 space per block and eight for the entire sudy area.

8.3 TRUCK BEHAVIOR OBSERVATIONS

The parking and loading/unloading behavior of trucks was observed during a 12-hour

period between 7 AM and 7 PM on aweekday. A total of 144 trucks entered and exited the
study area during the observation period, for an average of about 12 trucks per hour. Figure
25 shows the number of trucks entering the study period for each 30-minute interval during
the observation time.

Figure 25. Trucksper 30 Minutes
K Street between Connecticut Avenue and 18th Street NW
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The 12-hour observation period shows three distinct peaks:
Morning pesk around 10 AM
Noontime peak around 12:30 PM
Afternoon peak around 5 PM

Three kinds of truck trips were made to the study area: food and beverage deliveries, mall
and courier service ddiveries, and other services such as devator repair vehicles. Table 12



contains the details of the truck trips: the number of trucks in each trip category, the average

parked time for each truck, and the range of parking times observed.

Table 12. Delivery Statisticsfor the Study Area

Number Average Range
Typeof Trip of Parked Time (minu?es)
Trucks (minutes)
Food and beverage 22 12 2-74
Courier (USPS, FedEx, UPS) 42 20 1-105
Other 80 31 1-360
Overall 144 28 1-360

Courier vehicles and trucks delivering food and beverages were primarily 2-axle, 4- and 6-
tire vehicles, with afew larger 3-axle trucks. The “other” category had a sgnificant number
of commercid and service vans.

Approximately 14 ingtances of parking violations were observed during the 12-hour
observation period. These included parking on the main thoroughfare of K Street rather than
on the service dreet, parking on the median between the main thoroughfare and the service
street, and double-parking such that traffic flow was severdly affected.

More trucks entered the study period during the hour just after the morning peak period
loading zone restrictions expired and during the lunch hour between noon and 1 PM than
during any other hours of the day. Loading spaces were generadly available for trucks during
the morning pesk because most metered spaces are reserved for loading zones during this
time. However, after the morning pesk period, significant congestion resulted from trucks
that lacked parking spaces. There is amismatch between the hours that trucks need parking
gpaces and exigting parking restrictions.

Note that the commercid vehicle designation on the curbside signs alows spaces reserved
for loading zones to be occupied by al vehides with commercid license plates, regardiess
of whether they are loading and unloading goods. On-Site observations reveded that many
vanswith commercid license plates blocked loading areas dl day long. Whilethisis
technicdly legd, these vehicles did not contain goods that needed to be loaded or unloaded,
thus reducing the number of spaces available for ddlivery vehidles Thereislittle turnover of
these loading spaces for courier and other trucks needing spaces for short periods of time.

While each block in the study area had at |east one Type 2 space, this seemed to be
insufficient for the requirements of the area. Additionally, there appeared to be inadequate
turnover of these spaces, with commercid vehicles occupying them for long periods of time
without actively loading or unloading goods.



Observations reveded that larger trucks (single unit, 3- or 4-axle trucks) were unable (or
found it too difficult) to park in Sde lanes and dleyways, thus forcing them to block a
traffic lane to make ddliveries. This was one of the main problems during the afternoon off-

peak hours.

84 STAKEHOLDER PERSPECTIVES

To ensure that the needs of businesses and freight operators are not adversely affected by
the recommendations resulting from this pilot parking study, mgor stakeholders were
interviewed. With assstance from the Golden Triangle BID, Volpeinvited property
managers, retail shop owners, and representatives from courier services to participate in this
study by providing their perspective on truck traffic in the Sudy area.

Each of the groups said that the lack of adequate parking enforcement was one of the main
problemsin the office digtrict. Too often, they find spaces reserved for loading and
unloading occupied by passenger vehicles. Property managers further noted that most
deliveriesto their buildings take place in the dleyways. While the aleyways with an outlet
are convenient for this purpose, other dleyways are extremely inconvenient because they
require trucks to back out of the aleyway. Property managers mentioned plans for
consolidated |oading/unloading centers for each office block to aleviate truck parking
problem and address security issues. Representatives from courier companies expressed a
willingness to meet with building managers about thisissue.

Additionally, property managers noted that Digtrict regulations generaly prohibit trash
haulers from picking up trash before 7 AM. This causes large trash trucks to come in during
the peak hour to clear garbage in the morning. This results in increased congestion during
morning peek hours.

The stakeholders noted thet there is very little short-term parking in the sudy areallargely
because employees who work in the area occupy the spaces dl day, feeding the meter every
two hours. Interviewees fdt that this defeated the purpose of the meter, which isintended to
create short-term parking for shoppers and visitors.

Courier services mentioned that the morning peak was extremely important to them as most
deliveries are made during this time period. While they fdt that their quick delivery stops
resulted in high turnover of parking spaces, they dso fdlt that there smply are not enough
parking spaces available to them, forcing driversto park illegaly. In some cases, drivers
who want to park legaly are forced to park up to two blocks away from their delivery
destination. Representatives from courier companies said that they would be willing to pay
apremium to ensure that short-term parking spaces were available for their vehicles.

Retail stakeholderswere concerned primarily with parking enforcement to ensure turnover
in parking spaces so that their customers can find a convenient spot. They aso noted that
the morning pesk was an important delivery time for them becauise most ddliveries are made
before noon. Theretail representatives said that the delivery schedule waslargdly in the
hands of the truck operators and felt they had little say in the matter. They aso expressed
concern that trucks sometimes tie up an dleyway for hours while making ddiveries,



waiting, or parking. Thisloading and unloading space is then not available for other
deliveries.

85 RECOMMENDATIONS
The following are recommendetions for a parking plan based on conditions in the study
area

Short-term:
Increase the number of dedicated |oading/unloading spaces per block, both on- and
off-street. Oneideaisto follow Chicago’slead in requiring that one loading space
be provided for every 100,000 square feet of commercid space.
Expand morning parking restrictionsto 11 AM to accommodate couriers and
deliveries of perishable goods.
Modify curbside sgns so that |oading zones are reserved for vehiclesthat are
actively loading or unloading goods. Thiswill increase turnover of parking spaces.
Implement amaximum time that vehicles can occupy |oading zones. The dlowed
time can be based on the average time needed for the various kinds of |oading and
unloading activities.
Encourage building owners to reserve off-street parking spaces for commercid
vehicles that are expected to be parked for severa hours, such as vans used by
companies doing repairs in the building.
Step up enforcement of parking regulations, especialy those that gpply to vehicles
that are blocking atraffic lane or that areillegdly parked in acommercid vehicle
zone.
Eliminate multiple and confusing sgnsto darify parking regulations.
Publicize the DPW tow-away hatline, which accepts complaints about illegaly
parked vehicles and may tow them away.

Long-term:
- Congder redtricting parking of trucks larger than 2-axle, 6-tire vehidesto off-

peak.

Ingtdl parking meters for commercid vehicles in restricted spaces to encourage

turnover.

Increase fines for parking offenses.

Congder the implementation of afee system whereby couriers pay a premium to

have parking spaces reserved soldy for their vehicles during their pegk delivery

times.

Implement a permit system for commerciad vehicles that occasionaly need space

al day for doing maintenance and other work in area buildings. These vehicles

would be alowed to occupy on-street |oading/unloading spaces with the permit

even if they are not actively loading or unloading goods. Building owners would

be adlowed alimited number of permits for such vehicles.



87 ENFORCEMENT

Enforcement of parking regulations is an important component of any strategy to ameliorate
on-direet parking problems. DDOT should work with the DPW—uwhich is currently
responsible for parking enforcement—to ensure that parking reguleations are regularly
enforced. Thisis particularly important in areas where double-parking is a pervasve
problem. Parking officials should concentrate enforcement activities on passenger vehicles
that areillegdly parked in loading zones and on any vehicles—commercid or private—that
are double-parked and blocking travel lanes.

To better coordinate parking policy, enforcement, and traffic operations, parking
enforcement responsbilities should be housed in the same agency as traffic operations and
parking policy. Further, the Didrict government may want to consder increesing parking
finesto increase ther deterrent effect.



9. MOTOR CARRIER OFFICE

One of the key recommendations of this study isthe cregtion of a Sngle office within

DDOQOT to coordinate all motor carrier-related issues (trucks and motor coaches). At present,
regulation and enforcement of motor carrier activitiesis handled by severd different

agencies within the Federad and Didtrict governments. While this allows each agency to

apply its own specidized expertise, it d o creates a confusing and digointed regulatory
environment. Representatives from trucking firms and Didrict government agencies who
were interviewed for this sudy dl stated that they had at best an incomplete knowledge of
who does what with respect to motor carrier operations. Didtrict agencies must better
coordinate, cooperate, and communicate amnong themsaves to improve the regulatory
Sructure of motor carrier management.

For a more complete understanding of the overal regulatory picture, Figures 26-32 show
flow charts mapping the current processes for the following activities:

Commercid driver licenang

Commercid vehidelicensng

Washington, DC lawmaking

Traffic and parking regulation and enforcement

Size, weight and safety enforcement

Review of loading zones in development plans

Review of congruction truck traffic control plans

While these diagrams smplify some processes to highlight the important steps, a glance at
them shows how complicated some of these processes are. During interviews conducted for
this sudy, many commercid vehicle operators expressed frustration that they did not know
how to navigate the maze of regulaions and offices to, for example, get permisson to
temporarily close alane of traffic to work on overhead utilities. In some processes, there
seem to be extraneous steps, such asthe DCRA issuing permits for oversize and overweight
vehicles. Expertise on roadway geometry and condition restsin DDOT; it seems that
permitting oversize and overweight vehicles should be its responsibility. Other processes

are Joread across different agencies, making coordination difficult. For example, parking
policy is created in DDOT while parking enforcement is done by DPW. Careful
coordination between policy and enforcement isimportant to get good policies and effective
enforcement.

Some degree of complexity isinevitable and is not necessarily undesirable, snceit alows
each of the agenciesto apply its specidized resources to specific motor carrier issues.
Nonetheless, improvements could be made. There are opportunities for sreamlining
adminigiration without sacrificing expertise. Moreover, the diagrams show that the severa
different motor carrier processes operate in isolation from one another. Thereisno single
office or agency with a comprehensive understanding of al motor carrier issues; further,
thereis no angle agency or office to hep the freight industry navigate the adminigrative
labyrinth to comply with dl of the relevant regulations. The following recommendations are
designed to address these i ssues.



9.1 RECOMMENDATIONSFOR A MOTOR CARRIER OFFICE
DDOT should establish aMotor Carrier Office (the exact name to be determined later, but
abbreviated MCO here) with the following of respongibilities:

Serve as the single point of contact for motor carrier-related inquiries.

The MCO would promote motor carrier safety and regulatory compliance by serving as
a“one-gtop shop” for freight and bus industry inquiries. Thiswould include questions
about driver licensure, vehicle registration, routes and restrictions, Sze and weight
limits, noise redtrictions, and hazardous materias trangport. The MCO would provide
information and outreach materids through a combination of walk-in office hours,
telephone lines, and awebsite portd. In most cases, the MCO would provide inquirers
with an overview of the relevant regulatory process and refer them to the gppropriate
agency. The MCO would aso receive complaints and suggestions from residents and
the business community on issues such as noise, parking, and routing. These would
ether be referred to the relevant agency or acted on directly, as appropriate.

Staff the proposed multi-stakeholder Motor Carrier Committee.

The Motor Carrier Committee would bring representatives from the public and private
sector s and residents together to discuss issues related to motor carriers and develop
mutualy beneficid solutions. The MCO isthe logica choice to be the city’s principa
daff-leve representative to this committee.

Act asthelead office in designating preferred motor carrier routes and motor carrier

restrictions.

This function would be transferred from DDOT TSA and the Infrastructure Project
Management Adminigtration (IPMA), and would include the formulation of restrictions
related to routing, weight, time of day, and other factors. As part of thisrole, the MCO
would aso be responsible for commissioning and overseeing the engineering studies,
stakeholder consultation, and other research necessary to develop and implement these
policies.

| ssue special permits

Currently, overweight and oversize vehicle permitting is done by the DDOT Public
Space Management Adminigtration (PSMA) and the DCRA.. The implementation of the
recommendations of this study would require and additiona permitting process for
waivers from truck redtrictions. The MCO would be charged with developing, in
consultation with appropriate agencies, gppropriate criteriafor evauating applications
and issuing permits. This function might aso entail coordination with the DMV, o thet
vehicle regigration information could be reviewed a the time of permit processng.

Work with the DDOT Chief Information Officer on motor carrier technologies.
The MCO would oversee the research and devel opment efforts on ITSCVO and other
technologies related to truck and bus traffic.

Work with DDOT TSA, |PMA, and other DDOT administrations on various issues

relating to motor carrier traffic, including construction trucks.



Thiswould include curbside management policies, parking enforcement, review of
roadway congtruction plans, and other traffic management issues as gppropriate. As part
of this duty, the MCO would coordinate with other agenciesto develop aplanto
monitor and mitigate the effects of congtruction-related vehicles, given that congtruction
trafficisinherently short-term and that construction vehicles do not establish regular,
long-term travel patterns. Also, the MCO would review congtruction-related traffic
control plans, issue any necessary permits for truck routing, and coordinate
congtruction-vehide routing among the different congtruction projects ongoing a any
giventime,

Coordinate with, and provide input to other government agencies on motor carrier-
related issues.
Specifically, the MCO could:
= Work closely with the MPD on noise regulations and particularly on size,
weight, and safety enforcement. For example, the MCO could provide
suggestions to the MPD on priority enforcement locations.
= Work with planning and zoning authorities to review development plans
and ensure that proposed devel opments include adequate of f-Street loading
arees.
=  Coordinate with the DMV on commercid driver licensang, vehicle
regidration, oversize vehicles, annud safety and emissons testing, and the
adjudication of parking tickets. The DMV would retain responghility for
these functions.
=  Coordinate with the Emergency Management Adminigration, FEMS, the
DOH, the MPD, and Federal authorities such asthe FBI, the Secret Service
and the Capitol Police on issues rdlating to the transport of hazardous waste
and materids, explosives, radioactive materias, and on emergency
management and evacuation procedures.

Coordinate with other local, regional, and Federal public-sector bodies as
appropriate.

This could include asssting the Capitol Police, DHS, and other agencies on security
matters. Regiona coordination on motor carrier issues could aso be established with the
MWCOG, and with representatives from Maryland, Virginia, and nearby cities and
counties. The MCO would aso work with agencies of the U.S. DOT, including the
FMCSA and the Research and Specia Programs Adminigtration Office of Hazardous
Materids Safety.

| dentify and manage motor carrier-related funding sources.

This would include establishing fees for motor carrier licensing, regidration, and
permits, as well as pendties and fines for motor carrier program violations. Funds
generated by the MCO could be retained to pay the cost of implementing and enforcing
the program.

Mogt Didrict agencies would retain their current motor carrier functions. Specificaly, the
DMV would continue to handle operator licensing, vehicle regigtration, annua safety and



emissons ingpections, and the adjudication of parking tickets, including the fleet program
that dlows owners of commercia vehicle fleets to pay their parking tickets once a month.
Panning and zoning authorities would continue to operate as before, except for their new
coordination with the MCO on off-greet loading areas. The MPD would retain al of its
enforcement powers but would aso coordinate with the MCO on motor carrier enforcement
and on noise complaints related to motor carrier operations. Likewise, the Department of
Emergency Management and other public safety agencieswould retain dl of their
respongbilities, dthough, again, the MCO would assst them as appropriate.

One recommended change to the status quo isthe transfer of respongbility for the
enforcement of parking regulations from the DPW to DDOT TSA.. Placing policy and
enforcement within the same agency would smplify administration, alow parking policy to
be adjusted more nimbly in response to observed changes on the streets, and reduce errors
caused by miscommunication between agencies.



o) uopeg) | ddy

ad

Jojessdg
lauien 1010y

RouBpesal _...n_
4 | jojooud 58 g g
i PR puE uslum | 2
b
w
=
=
4EjuaLuasnbay uoenEsl 5
[EdIpaL S8ap BuBISALL &
5ok

_\...\-.-|l..1./.
-
4 (B%-L¥ ' LBE U0 =
Gedas e ) suswannbay &
[etpaly |esapad ﬁ

§S320.1J SUISUIINT JIALI(] [BIIIWWO)) "9 3INS1Y




S

{1000
10 [ uo)
[PEIE |00 5] pUR
piLiad @i

-

SIRYY
fuoeinfay pue

ABUIRSUOD

jo e

sap|yen uBey

spn0 IEUB|aAD
YyEsaauBal
10 R

UoMSsIAI sordg

Jand 10aa

FL=CTA TR
PAnSIAD

Qo
=
4 =
SINE|
B5EIRE |0 juBwded
uonensibed PUE SAUEINSL)| EHIE - - wgacL] aIaN
SENLEA (=) dusieumo uingaadau) Aapes &
J0 yooed Sjuag,

F
=
(]
=1
BEEEH] AN -
FRIBLALCD 0
10} uoENddy m
2
®

$§920.J SUISUIII| APIYI A [EIDIDWWO)) *L7 ANSL]

nse



(9]

i EMELARL m
el h ssauliunn ﬂ
@

C @

=

i)

" S ,m_.

110 i [ | =esodosd pue [V w

10 uig amaia J0kagy Imr

LB s Lt

esaubuog o
0} |8 sessed 1l WO GEE0A d |I1q Sesndoud ~
uosiadieLys SEILLLET mm“”“_E Gupeay [ PR SM3AE mu
Ay D Hang pesiadiauno ) m
ry =

Q

1181 _.M.

B U] pRISpEuca __.W.

) o [

efueys asodoly ._m.___

a2

w0
g 0
|| & u pauspsuos =

g o) m

abuey ssodon i

$8300.14 SunjRA-MB (] ‘U0)SUIYSBAN "QT 21nT1q

rt



g

ﬂ___ ok L PalEEILIDD Slasan & m
d L I1E: Snihary m g
-
e

h 4 | W

o
o I»
‘|mm__m BUOREDW |y weibioiyg 2L
sxasad o podes Ayiogpy [ LT
ek i I o $EE [BUBLILIOT) g5
w0y
£
\/ 3
” paISsLCo < FTEIITLTL T R E— o
€ ucyejam Bumagpy =)
pswanous | ﬂ
Bumed 7 =

Y

2
)
AL m
apisounyBunEd —
)
0
(05 B Q
apoD 30 c
3
g,

§§320.1 JUSWAII0JUY pue uone N3y Sunpied pue dNpjed | ‘67 2y




-

=
__m.mﬂhv_m LRI p
A i) oveon 3
. seucpn
SPEnpUOg :
&
w
SRR NI
40 SuOEISdsL suapadsw o
faapeg piepuelg-sousy fayes aponsn (¢ BujEise0)] SH3eA =
AL RS S e, (B0 IR EE (R o sopIotes =
o
uniEEEn

g Wb | SO ) m
Wl Bz afleszaw | CEUCIEIUISA) S 3
il #suby " PLE -

DDDEE e
‘aBauBig WGai pUe JubiEH m.w

SuonspEEU| ¢
Apjeg apiEpacy
SR JO)oL ]
o4 UDIENS) sak LEUDERDN <
IV 5
HIBLIAIJUE
B
_w:n__ﬁ_.nwE aynoy

=
=1
=
T A o 2
sajEledo Jaaug m
3

§§330.1J JUdWAIOJUT AIDJRQ puUR ‘JYSIDAN “IZIS *(f 2an3i



sanss Aumdnson 4————— s
10 SIEHpUBD pUE
imusic Bugimg

guaisasnbsas
Ay Buipeas) peaegs-Ho
‘22 WaydeyD ‘sucienbey
(e 0 8L el

pH T
Auew g 1aafoud
xejdwos 'alie)

sue el asnsD
P Mgy

z
yuwed Buipng =
S0} Legeaddy o
o
=
o
SRLESELNE W m
rEneds = )
L ity 40 LBEnEAS (= = &
gsasnd Eaddy m. I m_
x S8
=5
w» L= ]
230
Fad ou AR faalnug w W M
4 aa
48P0 ?/u = 0
Ui SRR =+
8 g
9
N
h 4 W wm..
e
=

sudoaAd(] MAN Ul SBITY SUIPROT J0J SSII0LJ MIIAFY | € 4N




suoijeiodo poyejad
-UDfIanEunD

[y

Jaruen) Jojop

¢ 39
—  dapmepay = m
=3
j=}
3
I_
3]
I=

w2
29
: P (a01) verd onuos g .|
A £BEADIddE d ajyed Buipnjsu =
UBIEngEess AIRESaNE (v 4 ‘uopeydde po =T
MEAE) BR]EU| PA00S) _.M mﬂ
% i

F|_

o | punad wogongeuca =
40y voneddy m
=]

§393[0.14 uoNINISUO)) UI SUBL] [01JUO0)) IJFBA], INIL, JO MIIAFY “Z€ Iy




10. RECOMMENDATIONS MATRICES

This recommendations matrices (Tables 13-16) presents a concise summary of mgor
options for the creation of atruck management program. The matrices are designed to aid
planning and policy-making by identifying the truck- management strategies that are
gpplicable in the short, medium, and long terms. Each recommendation is aso rated on its
likely impact on Didrict resdents and businesses, the freight indusiry, the environment, and
safety and security. This evauation is subjective, and many of the recommendations have
the potentid for arange of both pogtive and negative effects. Prior to implementing the
recommendations listed in the accompanying matrices, DDOT should conduct cost- benefit
gudies to determine which recommendations will result in the highest overdl net benefitsto
residents, truck operators, businesses, and other stakeholders.

Severd of the recommendations, such as building atour bus layover facility or formulating
an aggressive region-wide strategy to fight traffic congestion, would require significant
additiond study and public consultation before implementation. Furthermore, the Didtrict
government will have to determine which of the recommendations can be implemented as
regulations, and which must go through the City Council law-making process. AsDDOT
moves into the implementation phase of truck management efforts, it will continue to
consult with residents, truck operators, businesses, and other government agencies to
develop the best possible palicies for dl involved.

The following recommendation matrices eval uate each recommendation for itsimpact on
the fallowing:

Residents
- Reduction in the presence of trucks on residentia streets, including areduction in

the air and noise pallution and vibration caused by some types of trucks.

Reduction in truck-generated congestion on residentia sreets, including illegdl

parking by trucks.

Improvement in compliance with new and existing regulaions.

Enhanced safety by decreasing speeding, red light running, and other traffic

violations.

Businesses
Improvement in loading and unloading facilities available for trucks serving loca
businesses.
Improvement of truck-oriented roadways, including designated truck routes.
Rationdization of the regulatory structure within which businesses must operatein
order to receive or use trucking services.
Reduction in congestion, including ingppropriate and illegd parking by trucks.
Encouragement of economic development through improvement of the business
climate.
Improvement in compliance with new and existing regulaions.

1
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Freight Industry
- Improvement in the loading and unloading facilities available for trucks

Creation or improvement of truck-oriented facilities, including digtribution
facilities and truck stops.
Improvement of truck-oriented roadways, including designated truck routes.
Rationdization of the regulatory structure within which trucking companies
operate.
Reduction in congestion, including ingppropriate and illegd parking by trucks.
Improvement in compliance with new and exigting regulations.

Environment
- Reduction in truck-generated impacts on the human and naturd environments,
including congestion, idling, and ingppropriate or illegdl parking, noise, and
vibration.
Improvement in compliance with new and existing regulations.

Safety and Security
Reduction in the potentid for trucks or truck-borne weapons to cause damage or

injury.
Improvement in compliance with new and existing regulaions.

The categories used in the matrix are as follows:

I mpact
-+ podtive
- negative
+  ambiguous
N  neutrd
Timing
- Short-term 1-6 morths
Medium-term 6-18 months
Long-term 18-36 months

2
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Table 13. Institutional Transparency, Coordination, and L eader ship Recommendations Matrix

Likely Impact on

Safety
Environment and
Security

Recommended Action Freight Timeframe

Residents | Businesses Industry

1. Egtablish asingle office within DDOT to be
the point of contact for motor carrier issues.
Make a handbook of motor carrier + ++ ++ ++ + Short-term
management policies available to the public
and to truck and bus operators.

2. Create aweb Ste containing information on
motor-carrier operations in the Didtrict,
including amap of designated truck routes, Medium-
ingtructions for obtaining licenses and term
permits, and aform for stakeholdersto
express truck-related concerns.

3. Form a multi-stakeholder advisory

Institutional Transparency, Coordination, and L eader ship

committee dedicated to freight issues. * o o o * Short-term
4. Create an ongoing program of data
collection to document trucking activitiesin Medium:
the Didtrict, including vehicle types and + + + + ++ term
classfications, routes, hours, and patterns of
operations.
5. Invedtigate the costs and benefits of joining Medium-
the International Fuel Tax Agreement.?® N N * * N term
6. Conduct a comprehensive campaign of Medium:
education and outreach including updated + ++ ++ ++ + tam

and new truck rules and regulations.

28 The District already has statutory authority join IFTA. See DC ST (2001 Edition) §47-2302, §47-2351, and §47-2352

3
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Table 13. Institutional Transparency, Coordination, and L eader ship Recommendations Matrix

Likely Impact on

, . Safety :
ecetlliterleciatilo Residents | Businesses AL Environment and Uit uls
Industry Securi
urity

7. Devedlop amadter plan for the long-term, i

regional needs of freight movement. * i i i " Long-term
8. Trandfer parking enforcement respongibility Mediunm-

from DPW to DDOT to unite enforcement + + + + N term

and palicy.

4
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Table 14. Routes, Restriction, and Enfor cement Recommendations M atrix

Routes, Restriction, and Enfor cement

Likely Impact on

. . Safety :
Recommended Action Residents | Busin Freight Environment and Timeframe
Industry ;
Security

1. Increase enforcement of overweight trucks. + + + + Short-term

2. Ensu_re.that signing of routes and + i + N + Short-term
resrictionsis clear.

3. Work with Maryland and Virginia on cross- + + + + + Medium-
border mismatches. term

4. Increase fines for overweight trucks and Medium-

: o N N + + +
parking violations term

5. Identify and implement preferred routes, Medium-
prohibited routes, and restricted zone for * + + + + term
truck traffic.

6. Improv_e roadway's designated as truck N + t + + Long-term
routes if necessary.

7. Perform additiond research in resdentid
nei ghborhoods and downtown locations + + + + + Long-term
with identified truck problems.

8. Create a permitting processto allow
exceptions to truck route designations and + + ++ N - Long-term
restrictions as needed.

9. Create incentives for truck operators to Medium
increase compliance with regtrictions and + N ++ N + term
prohibition, e.g., free technology, tax credits

10. Perform cosF- benefit anayses of N 4 t N N Medium-
recommendations term

5
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Table 14. Routes, Restriction, and Enfor cement Recommendations M atrix

Likely Impact on

Safety

Recommended Action Residents | Businesses IFre|ght Environment and Timeframe
ndustry Securi
urity
11. Conduct outreach and education to truck
operators to be sure they are aware of + N + N + Short-term
preferred truck routes and restrictions.
12. Develop a system through which the MPD
and DDOT can be more proactive about Megiun-
derting truck operators to mgor traffic + + + + + term
disruptions such as demonstrations and
congtruction-related road closures.
13. Require the development and enforcement Medium-
of atruck management plan for al mgor ++ + + + + term

congtruction Stes

6
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Table 15. Curbside Management Recommendations Matrix

Likely Impact on

Safety
Environment and
Security

Recommended Action Freight Timeframe

Residents | Businesses Industry

1. Improve enforcement of “no
sopping” and *no parking”
regulations, especidly in ++ ++ ++ ++ + Short-term
areas reserved for loading
zones and in aleyways.

2. Increase fines for parking

violations. Medium-term

I+
+
I+
+
Z

3. Filot an extension of peak
period no-parking retrictions
to 11 AM in some areas and
asess impact.

I+
I+

++ N N Medium-term

4. Improve signing of curbside

restrictions. + N + N N Medium-term

Curbside Management

5. Ingal metersin loading
zones to encourage
expeditious use and to dlow
for peak-period pricing.

N + + + N Medium-term

6. Facilitate the parking of
vehidesfrom utility
companies on resdentia
Sreets when sarvicing
residences or equipment
located on that Street.

Medium-term

I+
+
+
pd
I+

7
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Table 15. Curbside Management Recommendations Matrix

Likely Impact on

Safety
Environment and
Security

Recommended Action Freight Timeframe

Residents | Businesses Industry

7. Relocate loading zones to the
corners so that trucks do not N + ++ N + Long-term
have to parald park.?’

8. Promote nighttime deliveries

) ) X + + + + -
in non-residentia areas N Long-term

9. Work with the owners and
operators of facilities that
generate Sgnificant truck
traffic—warehouses,
factories, digtribution centers,
and mgjor retallers—to
develop plans for improving
the efficiency of ther
individud truck activities.
Encourage the coordination
of ddivery times at large
complexes, and ensure that
big events have atruck
management plan.

+ + + ++ + Long-term

27 Already underway in Georgetown as part of the M Street NW Streetscape project.

8
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Table 15. Curbside Management Recommendations Matrix

Likely Impact on

: . Safety :
FEEITITIENLED SEDET Residents | Businesses Ilr:]:jisgt?; Environment and Ul

Security

10. Review curbside restrictions
block-by-block and ensure
that thereis at least one
usable loading zone per block
in the downtown and Dupont
Circle areas and the
commercia section of
Georgetown.

N ++ ++ + + Medium-term

11. Requirethat adl new
commercid construction
indude sufficent off-street
loading areasto
accommodate present and
future truck traffic.

++ ++ ++ ++ + Long-term

12. Re-examine the city’ s solid
wadte collection policy with
an eye toward reducing the
number of garbage trucks on
the streets each day,
especidly during the morning
peak period. Also review
policies dlowing garbage
trucksin dleyways during
peak periods.

I+
+
I+
+
+

Long-term

9
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Table 15. Curbside Management Recommendations Matrix

Likely Impact on

Safety
Environment and
Security

Recommended Action Freight Timeframe

Residents | Businesses Industry

13. Re-examinethe city policy
on dleyways, with the god N
of semming the losses of off-
street |oading spaces.

I+

++ + + Long-term

14. Encourage building owners
to provide off-street parking
gpaces for vehicles associated
with building services

+ + ++ + N Medium-term

15. Develop financid incentives
to encourage truck operators
and businessesto voluntarily
comply with
recommendations.

16. Consider creating a program
for courier servicesto
purchase exclusiverightsto N + + N N Long-term
certain parking spots during
their peak demand hours.
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Table 16. Security Recommendations Matrix

Likely Impact on

Freight
Industry

Safety
Environment and
Security

Recommended Action Timeframe

Residents | Businesses

1. Educate truck and bus drivers
and the public to recognize + + + N ++ Short-term
suspicious activity.

2. Continuoudy update
identification of dl assets
within the city that need + + N N ++ Medium-term
protection from truck-borne
threats.

Security

3. Improve and publicize
procedures for permitting the
trangport of hazardous
materias.

+ + + ++ ++ Medium-term

4. Consult with Federd officids
on further restriction of
vehicles carrying hazardous
materidsin the Didrict if
they do not have a destination
inthe aty.

+ + - + ++ Medium-term
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Table 16. Security Recommendations Matrix

Likely Impact on

Safety
Environment and
Security

Recommended Action Freight Timeframe

Residents | Businesses Industry

5. Create an on-going program
of security-oriented data
collection to document
trucking activitiesin the
Didtrict, induding vehicle N N
routes, hours, and patterns of
operations, hazardous
materias terminas, and
fadlities-at-risk.

I+
Z

++ Medium-term

6. Investigate participation in
demongtration projects and
tests of advanced technology
related to truck security.

N + + N ++ Medium-term

7. Eqtablish paliciesfor
coordination with Federa
and neighboring state law
enforcement and
transportation agencies to
address truck-borne threets.

+ + + N ++ Medium-term

8. Integrate truck security
measures with truck control + + + N ++ Long-term
strategies for other purposes.
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Recommended Action

Table 16. Security Recommendations Matrix

Likely Impact on

Residents

Freight

Industry Environment

Businesses

Safety
and
Security

Timeframe

9. Condder establishing zones
with security precautions
commensurate with the level
of security required within
the zone.

I+

++

Medium-term

10. Prohibit gasoline tankers
from entering sengitive aress,
especidly around important
government or symbolic Stes
after following Federd
regulationsfor loca action
and seeking and obtaining
Federd Government
agreement.

++

Long-term

11. Cooperate with Federal
agencies and other
indtitutions to sandardize
and coordinate their security
procedures.

I+

Long-term

12. Explore with its Federd and
private sector partners the
feasbility of a unified
“trusted driver” program

Medium-term

13

Prepared by the VVolpe National Transportation Systems Center




Recommended Action

Table 16. Security Recommendations Matrix

Likely Impact on

Residents

Businesses

Freight
Industry

Environment

Safety
and
Security

Timeframe

13. Explore with Federa
partners the creation of a
centralized truck inspection
facility for trucks entering
high- security areas such as
the grounds of the Capitol or
the White House.

I+

Long-term

14. Increase the number of
safety ingpections, and train
officersto look for evidence
of VBIED

++

Medium-term
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A. WARD-LEVEL ISSUES

This information was developed during severa days of observationa studies conducted

in each of the eight wards of the Didtrict of Columbia during the month of August 2003.
The DDOT planners responsible for transportation issues in each ward supported VVolpe
in thisward-leve effort. The study team aso received input from citizen representatives

of the ANCs. Asthe methodology used here is based on the observations and perceptions
of individuas, the inventory of information provided is not comprehensve. Rether, it is
intended to beillugrative of macro-level issues.

These notes are meant to be used in conjunction with the annotated ward-level maps
included in Appendix C of thisreport.

WARD 1
- Thetruck problemsin Ward 1 are primarily limited to loading, unloading, and

double-parking problems. Ward 1 has no indudtrid facilities and no highway

access.

Georgia Avenue experiences high volumes of truck traffic but little

congestion—the road works well as a corridor for trucks.

Mount Pleasant Street experiences high volumes of truck traffic, particularly

with ondreet loading and unloading.

18th Street isamgor commercid corridor that experiences high volumes of

truck traffic, particularly with on-street loading and unloading.

Some trucks use 11th Street—a residentia street that runs paralel to Georgia

Avenue—as a shortcut.

Sgnificant commercid/retail development is currently underway on 14th Street

and the neighbors are concerned about the truck traffic that will be generated by

the new stores and offices. In particular, a new development at 14th Street and

Irving Street will include a Target and a supermarket, which may generate

sgnificant truck traffic on the residentid roadsin the immediate neighborhood.

Truck ddiveriesto the hotelsin Ward 1 generate significant traffic.

WARD 2
- Condtitution Avenue experiences heavy truck traffic in the early morning hours

314, 33rd, and 34th Streets NW in Georgetown, require increased enforcement

of exigting truck regtrictions.

The Foggy Bottom area has shuttle bus traffic.

11th Street NW experiences problems with double-parked trucks.

H, I, K, L and M Streets NW dl experience problems with double-parked trucks

and loading zone abuse.

The area between Pennsylvania and New York Avenues NW has problems with

gpeeding trucks.

Connecticut Avenue experiences problems with double-parked trucks and

loading zone abuse.

Speeding on 8th Street.



The area around Church, P, and Q Streets NW lack loading zones and have
resultant problems with double-parking.
Thereis much congtruction in Ward 2, generating congtruction-related traffic.

WARD 3
- There are Sze and weight restrictions currently posted for Reno Road, but not

al trucks obey them.

Connecticut Avenue experiences high numbers of landscaping trucks, going to

and from jobs on commercid and residentid propertiesin the area.

Trucks sarving both the residential and commerad buildings in the immediate

area heavily use the network of aleys off Connecticut Avenue a Van Ness

Street. Some of the dleysinclude officia loading zones, but there are problems

with trucks blocking the dleys and generating noise.

Some of the stores and restaurants a ong Connecticut Avenue do not have off-

street loading zones, so trucks double-park on Connecticut Avenue in order to

load and unload.

Some loading zonesin Ward 3 are too small to accommodate contemporary

trucks.

Yuma Street is used as aroute for trucks to travel between Connecticut and

Wisconsin Avenues.

The Univergty of the Digrict of Columbia (at Connecticut Avenue and Van

Ness) is agenerator of truck traffic.

Some trucks travel on 36th Street, aresidential street.

River Road experiences high volumes of truck treffic.

Military Road experiences high volumes of truck and ambulance traffic.

Western Avenue experiences high volumes of truck traffic.

Cleveland Avenue experiences high volumes of truck traffic.

The intersection of Military Road, Western Avenue, and Wisconsn Avenue—a

commercia area—has high truck volumes and problems with insufficient

loading zones.

Thereis extensve new congruction throughout Ward 3, generating

congtruction-related truck traffic and concerns about future truck activity at the

Stes of the new development.

The Wisconsn Avenue shopping area at Chevy Chase Circle has problems with

the loading and unloading of large trucks on the street.

Supermarkets are a source of significant truck traffic throughout Ward 3.

Nebraska Avenue offersalogical truck route through Ward 3.

Have previoudy tried to work with DC government on these issues through

Military Road summits and Ward 3 Mayord Traffic Summits,

WARD 4
Military Road, which experiences high volumes of truck and ambulance traffic,
is the most appropriate route for east-west trucks in Ward 4.
Fatdity involving truck crash & Military Road and Nevada Avenue



Sheridan Streest—aresdentid street—is currently being made into a one-way
street, to shift truck traffic from Sheridan Street to Kansas Avenue.

The Ward 4 neighborhood of Lamond Riggsis both acommercid and a
resdential neighborhood, and the residents are concerned about truck traffic on
their sreets. A pogtd facility in the neighborhood generates significant truck
traffic, and DDOT has worked with the USPS to improve the timing of
deliveries.

Theintersection of Missouri Avenue and Military Road experiences high
volumes of truck traffic.

The intersection of 14th Street and Military Road experiences high volumes of
truck traffic.

For security reasons, the Nationa Capital Planning Commission has devel oped
an agreement for trucking activity at Walter Reed Medical Center. Trucks
bound for Walter Reed are no longer alowed to access the Medica Center
through Georgia Avenue, instead, they use Alaska Avenue to access a separate
entrance from 16th Street.

“Accident Waiting to Happen”—report written by ANCs from Wards 3 and 4,
outlines mgjor truck-related nuisance and safety problemsin the area.

WARD 5
- Ward 5 has sgnificant indudtrid facilities, which generate truck traffic. These

facilities include amagjor beer digtributor (at Queen’s Chapd Terrace) and a

garbage transfer facility (at John McCormack Road).

Rhode Idand Avenue experiences high volumes of truck traffic but little

congestion—the road works well as a corridor for trucks.

North Capitol Street experiences high volumes of truck traffic.

Florida Avenue experiences high volumes of truck treffic.

Bladensburg Road experiences high volumes of truck traffic coming and going

from the Beltway.

Theintersection of Bladensburg Road and New Y ork Avenue experiences high

volumes of truck traffic.

Eastern Avenue and Randolph Street—at the border between the Didtrict and

Maryland—is supposed to be restricted to trucks, but some trucks till useiit.

The Horida Avenue Wholesde Market a 4th Street, NE isamgor hub for

truck traffic, with resdential neighborhoods dl around it.

Trucks are encouraged to use Taylor Street, but local residents are unhappy

about it.

1t Street NE offersalogica truck route through Ward 5.

Mount Olivet Road, offersalogica truck route through Ward 5, particularly as

thereisapodd facility nearby.

WARD 6
There is ggnificant congtruction-related truck traffic around Union Station.

Thereis sgnificant congructionrelated truck traffic around the U.S. Capitol
campus.



WARD

For security reasons, truck restrictions have been introduced in the area of the
U.S. Capital.

Thereis sgnificant truck traffic coming off the Frederick Douglass Memorid
Bridge onto South Capitol Street and into the dense residentiad neighborhoods
around C Street SW and SE.

C Street isthe most truck-impacted street in Ward 6.

8th Street SE experiences high volumes of truck traffic.

14th Street SW experiences high volumes of truck traffic.

11th Street SE experiences high volumes of truck traffic.

H Street NE—a commercia corridor, scheduled for revitdization - has
loading/unloading problems.

The intersection of FHorida Avenue and New Y ork Avenue is aways congested
with trucks and other vehicles.

Florida Avenue between 4th Street and 6th Street NE is an industrid area, with
commensurate truck activity.

RFK Stadium islocated in Ward 6, but there are dedicated access roads for
trucks heading to and from the stadium.

The Southeast/Southwest Freeway (Interstate 395) offers alogical truck route
through Ward 6.

East Capitol Street offersalogica truck route through Ward 6.

Maryland Avenue offersalogica truck route through Ward 6.

7
Ward 7 is primarily residentid, with some pockets of industrid and commercid
activity.
PEPCO (electricity provider) hasamgjor facility in Ward 7, a which it Soresa
fleet of amdl utility trucks. Thereis dso a garbage trandfer facility in Ward 7.
East Capitol Street experiences high volumes of truck traffic but little
congestion—the road works well as a corridor for trucks.
Sheriff Road experiences high volumes of truck traffic, dthough portions of it
may be signed to prohibit trucks from traveling through.
Minnesota Avenue experiences high volumes of truck traffic.
Minnesota Avenue between Benning Road and East Capitol Street isaretall
area. Mogt of the deliveries to stores in the area are done through loading zones
in the back of the stores; double-parking is not amagjor problem.
The 2900 block of Minnesota Avenueis aretall area, and most unloading is
done from the Street.
Pennsylvania Avenue through Ward 7 isamgor route into downtown
Washington. Trucks useit to travel to and from Maryland.
Theintersection of Pennsylvania Avenue and Branch Avenue experiences high
volumes of truck traffic.

WARD 8

Poor road conditionsin Ward 8 lead to problems with truck vibration.



Thereis ggnificant truck traffic coming from Intersate 295 to Martin Luther
King, J. Avenue to avoid the truck restriction on the Suitland Parkway.

Good Hope Road is amagor commercia corridor in Ward 8 and trucks use a
series of resdentia roads to get to it, including Porter Street, Pomeroy Stret,
Hunter Street, Erie Street, Morris Street, and 16th Street.

Truck traffic originating at the Beltway uses South Capitol Street to connect to
the Frederick Douglass Memorid Bridge and on into downtown Washington.
Minnesota Avenue offersalogica truck route through Ward 8.

Alabama Avenue offersalogicd truck route through Ward 8.



B. ADVISORY NEIGHBORHOOD COMMISSIONS
QUESTIONNAIRE RESPONSES*

Quedtionnaire Questions:

1. Inyour neighborhood, what mgor establishments (e.g., grocery stores, post offices)
depend on having reliable access for trucks? Where are they located?

2. What are theissues of concern to your neighborhood regarding motor carrier
operations (i.e., traffic congestion, noise pollution, air pollution, road vibration, safety
concerns, security concerns, other)? Please describe.

3. What suggestions or dternatives would you propose to address the issue(s) identified
in question #2 above? Please describe.

4. What specific streets or properties in your neighborhood are problematic in relation to
motor carrier operations? Please describe.

5. What dternative truck routes and/or truck restrictions do you propose to address the
specific streets identified as problematic in question #4 above? Please describe.

6. What motor carrier-related issues or locations do you anticipate to be probleméaticin
the future (e.g., due to new development, etc.)? Please describe the issue(s) and
location(s).

7. Do you have any other questions, concerns or suggestions related to motor carrier
operations for your neighborhood specificdly, or Washington, DC, as awhole?
Please describe.

WARD 1

Question 1
Numerous markets, restaurants, and retail stores, dl located dong Mount Pleasant Street.

Question 2

Primary concerns are traffic congestion caused by double- parked trucks, and loss of
curbside parking to loading zones. A secondary concern istruck noise, especidly dong
Irving Street.

Question 3
Limit delivery hours so that the problem islimited to a few specific periods of the day.

Concerning truck noise, limit truck use of Irving Street to certain hours, presumably
corresponding to the alowed delivery times.

Quedtion 4
Mount Pleasant Street, from Irving Street on the south to Park Road on the north, is

plagued with congestion due to trucks making ddiveries. Irving Street also has a minor
congestion problem, due to trucks parked on Irving for delivery to arestaurant at the
corner of Irving Street and Mount Pleasant Street.

24 No responses were received for Wards 5 and 8.



Irving Street, from the Kenyon Street intersection to Mount Pleasant Street, is troubled by
truck noise, exacerbated by the grade. Park Road, Klingie Road, Walbridge Place, and
Adams Mill Road aso have truck noise problems, but not as savere as Irving Street.

Quedtion 5
East-west routes through this part of the Didtrict are scarce, so there are few rerouting

dternativesto Irving Street.

Question 6
Imminent development in Columbia Heights (mainly 14th Street, Irving Street to Park
Road) islikely to lead to substantidly increased truck traffic on Irving Street.

Quedtion 7
Parking and ddlivery rules need to be enforced, and there needs to be better signage.

Thereisasngle market in the resdential area north of Mount Pleasant Street, namdly the
Brown Street market at the corner of Brown (of course) and Newton Streets. On all sdes
thisis surrounded by residences, and the residentid dreetsleading to this smal market

are especialy cramped, even for our very compact neighborhood.

Trucks making ddliveries to Mount Pleasant Street first go to the markets on Mount
Pleasant Street, then proceed north on 17th Street (Mount Pleasant Street becomes 17th
Street at Park Road), and turn right on Newton Street to reach the market. The larger
trucks smply cannot make the turns, and cause significant damage to sdewalks, catch
basn covers, sdewalk furniture, and resdential walls and fences.

The solution to the problem isto prohibit larger trucks (anything with more than two
axles) from entering the 17th Street extenson of Mount Pleasant Street. Thereisa
preferred route: the market can be accessed via Newton Street from 16th Street, without
encountering sharp turns. Truck exit can be via a continuation along Newton Street,
ether turning left on 18th Street, space permitting, or taking aright onto Ingleside
Terrace, which loops around and becomes 19th Street, leading to Park Road and exit
from Mount Pleasant Street. The truck drivers are, so far, unwilling to consider this
dterndtive.

WARD 2

Question 1

Fourteenth and P Streets form the commercid didtrict of my neighborhood. There are
many smal businesses dong Fourteenth Street, including restaurants, furniture and home
accessory stores, convenience stores, and other retail, aswell as two post offices that
depend on reliable access for trucks. Fourteenth Street also provides a direct route to the
downtown area. P Street includes some larger businesses, such as Whole Foods Market,
CVSS, and Duron (soon to be relocating) that aso depend on truck deliveries.
Connecticut Avenue, Massachusetts Avenue, 22nd & 23rd Streets, and P Street NW are
maor business'transportation arteries with multiple needs for deivery access, both on the



thoroughfares and adjacent dley systems. Horida Avenue is dso amgjor traffic artery
with delivery needs for nearby museums and ingtitutions.

Severa restaurants and bars on 17th Street between S and Q Streets NW (Food Bar,
Dupont Itdian Kitchen, Anni€'s, Chaos, etc.).

Post office (1000 block of 14th Street), CV'S (1100 block of 14th St. near Thomas
Circle), Firehouse (1018 13th Street NW).

My single member didtrict is composed chiefly of resdentia housing, with afew minor
exceptions.

The Giant at 9th and O. And, of course, the Convention Center.

Mogt notably, there are some restaurants and various shops (such as cleaners) in this area.

Quedtion 2

Q Street has had atruck traffic ban for severa years. The combination of limited Sgnage
and sporadic enforcement has made this ban somewhat ineffective. Trucks ignore the
sgns with impunity and bang down this purely resdentid dredt, literdly shaking the
foundations of the homes. Just last month, | witnessed alarge truck make an illegd right
turn from 15th Street onto Q Street. It couldn’t fit and actualy pushed up against and
damaged the traffic light, which remains bent today. R Street residents have sought a
smilar ban on truck traffic for yearsto no avail; the District Department of

Transportation has been unresponsive to ANC 2F requests for such aban. Like Q Strest,
R Street isaso purely resdentid. Both Q and R are one-way streets with parking on both
sdesfor the many residents of those blocks. They were not meant as trangportation
arteries. With the new Washington Convention Center opening on our eastern boundary
(Sth Street), residents are anxious as to the increased (legal and illegal) truck traffic on
these residentia blocks. Steps must be taken to ensure that trucks use mgjor commercia
routes, not residential streets.

MAINTAINING THE BAN ON NON-LOCAL TRUCKS AND BUSESON Q STREET,
O STREET, AND 21" STREET! Theselocd streets are dmost entirely residential. The
ANC and neighbors have fought long and hard to ban truck on these streets. It'sa “third

rall” issue for the neighborhood. In other aress, truck ddiveries after 7 AM in the

morning is acomplaint often cited by resdents. On P Street, trucks may park for

extended periods of time when it’s obvious ddiveries are not being made. The P Street
Bridge recongtruction has complicated traffic patterns.

Illega trucks on Q Street. These trucks serve a variety of businesses throughout the
Didtrict, not just in my neighborhood.

Thomas House 1330 Massachusetts Ave NW across from Thomas Circle Underpass has
trucks and buses passing dl day. Thomas House needs free access to our facility (a
nursng home, aresdence for the elderly, and an assorted living facility). We have our



own 2 buses ddlivering patients and residents in whedlchairs on an average of twice
weekly. Trucks are (UNREADABLE) handle medica emergencies.

Should motor carriers be permitted to use smaller dtreets, i.e., M and N Streets, etc., it
would be of great concern to the residents of 2F05. When there are parked cars on either
Sde of these streets, and there is also two-way traffic, there is no room for amotor carrier
to safely make the passage when there are oncoming cars with which they must share the
road. | have seen this happen, and when it does, someone has to back out. Other concerns
are the hazards of the large turning radius required by such vehicles, particularly when
turning onto smaller streets. There are concerns about damage to parked cars resulting
from falling debris and potentia side scrapes. Pedestrian safety issues. When motor
carriers back up, the driver is blind to what is behind the vehicle. Motor carrier trafficin
neighborhoods where there are children a play could be a constant source of anxiety for
resdents who are parents, aswell asredtrictive, if not dangerous, to the children
themselves. There are dso noise and vibration concerns for resdents. While in traffic,
motor carriers pose vighility problems, hence safety issues.

It's al Convention Center, dl thetime. The arriva of agreat number of trucksin avery
limited amount of time and the effect that will have on ardatively quiet neighborhood.
Also, the enforcement of the prohibition of trucks from certain Streets, the enforcement of
mandatory truck routes and the monitoring of the flow of trucks via the proposed
marshdling area

Noise and traffic congestion (especialy dong 18th Street) are significant concerns of
some resdents.

Quedtion 3
Truck traffic should be directed to mgjor commercid streets, such as Massachusetts
Avenue, Fourteenth Street, and Florida Avenue,

Enforcement is key to addressing these concerns.

Heavy finesfor repeet offenders. Consideration of other, dternative pendties. Re-route
Convention Certer traffic (traffic and tour buses) to L Street or underpass (now closed for

repair).

Confine motor carrier movement to large commercia corridors, and make the routes as
linear as possble to minimize turns and pedestrian safety hazards. Encourage rail use by
merchants and provide monetary incentives for such. Avoid aress with high pedestrian
traffic. Avoid rush hour.

These issues have been studied in excruciating detall by dozens of experts continuoudy
over aperiod of years.

Traffic flow patterns for large trucks should direct as much traffic as possible through
commercid areas and away from resdentid aress.



Quedtion 4
See response to question 2.

Please refer to number #2 for issues related to the non-local truck ban.
Q Street and R Street. Trucks aready areillega on Q Street.
M assachusetts Ave NW near Thomeas Circle.

All, with the possible exception of Massachusetts Avenue— reasons outlined in answer
number 2.

When you take the motor carrier issues and overlay the closdly associated parking
problems, the short answer is. All of the streets will be impacted. The mgor ones, of
course, will bethosein closest proximity.

Noteworthy: Heavy traffic from North 18th Street, which isavery busy area, crosses
through a confusing intersection a Florida Avenue, 18th and U Streets and flowsinto a
residentia area (cars and trucks).

Quedtion 5
See response to question 3.

Enforcement will go far to address our concerns.

Consder extending truck ban to R Street. Enhanced enforcement of Q Street truck banis
criticd.

L Street NW is a possible dternate to Massachusetts Avenue NW at Thomeas Circle.

Ninth Stret, and to alesser extent 11th Street. Massachusetts Aveis certainly awide
enough avenue. Regtricting the hours when trucks can move about to between the hours
of 1-5 AM might aso dleviate some of the traffic burden.

Same.

Unless atruck’ s detination is in the immediate area, perhgps direct it to use mgjor
thoroughfares north of U Street and Florida Avenue in this areain order to avoid theloca
resdential areas when possible. Isthere “mass trangt” for business deliveries?

Question 6

Asdiscussed in my response to question 2, the opening of the new Washington
Convention Center is expected to exacerbate existing problems with truck traffic on Q
and R Streets.



The Dupont Circle areais dmost fully developed. However, as development continues to
the east and north of Dupont, the thoroughfares that connect to Rock Creek Parkway and
the mgor thoroughfares will continue to become more congested.

Increasing truck use due to Convention Center.

The following are presumably under congtruction and are sure to increase congestion and
need for parking: 1224 Massachusetts Avenue NW, 1221 M Street Claridge House, 1225
13th Street NW, 14th and N St NW- Condo

East-west dtreets going under the Convention Center (namely L and M Streets), and
Massachusetts Avenue and N Streets, as potentid trucking lanes for the center’ s motor
carier vehicles,

A new and very red st of issueswill present themsdves with the development of 7th

and 9th Streets and the numbers of additiona trucks that development will bring. With
the Convention Center and the associated development in itsinfancy and more awork in
progress than a Situation to be monitored, | expect there to be mgor problems and issues
before us for many yearsto come.

Continued development may lead to more traffic in my area.

Quedtion 7
Truck traffic from the new Washington Convention Center needs to be controlled and

routed appropriately. No-truck-bans need better enforcement. The DDOT needs to
respond to ANC inquiries and requests in a prompt manner and give their
recommendations the “great weight” they must be accorded by law.

| see gridlock. | wonder if people will view this area as a good place to live.

When isM Street going to be open again between 7th and 9th Streets? | was told it would
be reopened last April.

WARD 3

Quedtion 1
All mgjor establishments are on commercid routes that are mgor arteries. Connecticut

Avenue and Wisconsin Avenue. They are not on residentia streets such as Macomb or
Porter Streets. Please note the distinction of residentia versus commercia (and indugtria
and inditutiond) that is based on zoning of most of the property adong the street. That
differsfrom functiona classfications that seem to be based on traffic volume instead of
road structure and property use. Functiond classifications of roads may be useful in other
contexts, but when talking about use of roads and safety, the use of classfication is much
better. In my Cleveland/Woodley Park neighborhood only Connecticut Avenue and
Wisconsin Avenue are commercid. Parts of Van Ness Street (near the University of the
Didtrict of Columbia, parts of Garfield Street (near the Cathedral), and parts of Cavert
Street (near the hotels) are indtitutiond.



American University—Tenley Campus Y uma Street NW
Safeway—Ellicott St NW/42nd Street NW at junction with Wisconsin Avenue.

| am the Presdent of the Homeowners Association of the Courts of Chevy Chase, a 29-
unit townhome development on the 5300 Block of 43rd Street NW (between Military
Road and Jenifer Street). We are located on the same block with the Chevy Chase
Pavilion Shopping Center, the Friendship Center (where thereis Maggiano's, Border’s
Books, etc.), and the Embassy Suites Hotel. 43" St connects south to Jenifer Street and
then intersects with Wisconsin Avenue. All of these businesses have access for trucks
through an dley specificaly created for that purpose, which is Stuated between the
aforementioned buildings and our townhome development. The dley is one-way,
beginning on Military Road (right next to the Embassy Suites Hotel) and exiting on
Jenifer Street.

However, many of the trucks instead drive through our residential street and then enter
the aley from the exit from Jenifer Street, or when they leave the exit turn left into our
resdentid street. Thisisamgor nuisance and problem.

In addition, Since our dreet is pardld to Wisconsan Avenue, it is afavorite cut-through
for trucks that wish to avoid the intersection of Wisconsin Avenue and Military Road,
because one cannot turn left there. Thus, they take 43rd Street to Jenifer Street to
Wisconsin Avenue. What's more, cars and trucks go through our Street at very high
Speeds.

| believe that alot of trucks are making ddiveriesto American University’s Tenley
Campus on 42nd Street. They are supposed to enter from Tenley Circle a Y uma Street,
but the street there is so torn up from the heavy use that they are using 42nd Street.
Primarily road vibration (severe) and noise (at times gartling).

Safeway, CV'S, Pogt Office, restaurants, other commercia establishments—all located on
MacArthur Boulevard.

UDC, 4200 Connecticut Avenue NW

Giant Foods, 4303 Connecticut Avenue NW

US Post Office, 4005 Wisconsin Avenue NW

CV S Drugstore, 4309 Connecticut Avenue NW
Cavert-Woodley Liquors, 4339 Connecticut Avenue NW

Intd sat, 3400 Internationd Drive



Office Building and businesses between 4201 Connecticut Avenue and 4225 Connecticut
Avenue (Passport Restaurant, Spicy Noodle, Bombay Café, KFC/Taco Bell, Van Ness
Auto Care)

Rodman’s Drug Store—corner of Wisconsn Avenue NW and Garrison Street NW
Safeway—Ellicot &, just west of Wisconsin Avenue NW.

We have experienced increased motor carrier traffic on River Rd both entering and
exiting Tenleytown via River Road and Brandywine Street respectively. And the trucks
appear to be getting bigger, heavier, louder, dirtier (air pollution) and faster. Thereisdso
increased traffic on 42nd Street. This has long been a problem for residents. Now we are
especialy concerned about the DC Office of Planning’s vision to develop as much of the
Tenleytown area as possible. Thiswill certainly trandate into more truck traffic on River
Road, Brandywine Street, 42nd Street and other streets as well. We do not believe this
conforms to the DC Comprehensive Plan that attempts to protect Ward 3's low-density
environment. We are indeed concerned about traffic congestion, noise pollution, air
pollution, road vibration, safety, and security. With the current traffic study occurring on
Military Road, we are afraid the Didtrict will re-route traffic so that it makes River Road
more dtractive to ingress and egressinto the Didtrict. This would not be solving the
problem, jugt shifting it to another part of town.

Noise and traffic safety. Noise with ddivery trucks, mostly to Maggianod Traffic safety
with any delivery trucks on 43rd Street, Military Street, Jenifer Street.

Quedtion 2
Heavy trucks making deliveries or collecting garbage from American University’s Tenley

Campus and possibly trucks going to Safeway or River Road cut through 42nd St
between Van Ness Street and Albermarle Street creating road vibration, noise pollution,
ar pollution, and safety concerns. Forty-second Street has become aracetrack! This
morning a 6 AM | found atruck doing a 360° turn outside my house at 4205 Warren
Street (see map). It belonged to “ Cloverland, Green Spring Milk.” | did not havetimeto
note the license plate unfortunately.

Ddivery hours and truck parking for the noise. NO trucks on 43rd Street. Enforced.

Why can’t Wisconsin and Connecticut Avenues be the mgjor thoroughfares for truck
traffic? They are both big enough to accommodate this traffic and with the exception of
some apartments and condos, there is an adequate buffer zone between the avenues and
resdentia areas. Another recommendation would be to redtrict the Size of certain trucks
to the mgor avenues. In other words, let smdler trucks use River and Military Roads and
the larger ones use Wisconsin and Connecticut Avenues. But this may ultimately proveto
be ineffective snce the Didtrict has alackluster record in enforcing its own regulations.



Road vibrations, irregular surfacing, traffic congestion during day, excessive speeding
(especidly at night, but whenever traffic is rdaively light), and noise (especidly
unnecessary use of horns).

Weight limits and redtrictions on times that trucks can travel dong roads with residentia
houses.

Macarthur Boulevard Runs between Maryland and the Didtrict and is easly accessible
from Virginia, hence agood route for dl trucks, be they commercid, ddivery, or dump
trucks hauling dirt. As aresult, the roadway needs congtant attention. MacArthur
Boulevard isdso aresdentid corridor.

Limit truck access on secondary streets.

5100 block and 5200 block of Nebraska Avenue NW: Cars and trucks speed on aroutine
bas's, incredible amount of noise from trucks going uphill towards Connecticut Avenue;
houses dong this block have considerable problems with vibration from trucks.

In aley between Van Ness Street and Veazey Terrace, behind 4201 Connecticut Avenue,
delivery, refrigeration trucks, and trash trucks come between 2 AM and 6 AM waking
residents of Van Ness Street South and large ddlivery trucks cause vibration to buildings.

Trucks, buses, and cars drive twice the speed limit night and day and drivers crossing

37th Street going east on Van Ness Street speed up to warp speed to catch the green light
on the corner of Van Ness Street and Reno Road, causing safety hazards for residents and
pedestrians.

Ddlivery trucks usng residentia streets before 7 AM and in the middle of the night,
waking residents.

Ddivery trucksfor Giant, Cdvert-Woodley, and CV'S double- park on Connecticut
Avenue because they cannot get into Windom Place NW, blocking Connecticut Avenue
traffic and causing traffic jams.

Trucks that deliver merchandise dong Connecticut Avenue during the day block one
lane, sometimes two.

Ever since part of Nebraska Avenue was redone (from Connecticut Avenue to Fessendon,
trucks make more noise than ever. The trangtion is not smooth and when trucks hit that
point, aloud “bang” is heard which is especidly disurbing at night and it happens at

least once every two hours and wakes up residents.

Since Friendship Heightsis one of the areas heavily affected by Maryland commuter
traffic, we have ongoing serious problems with cars and trucks. In our case, 43rd Street
between Military Road and Jenifer Street, the main problem is that large trucks and



autobuses use it as a cut-through in both directions (to avoid the aforementioned
intersection at Wisconsn Avenue/Military Road).

The worg problem with trucks in my neighborhood is the truck traffic going to and from
Rodman’s Drug Store. These trucks frequently travel dong Garrison Street NW, between
44th Street and Wisconsin Avenue NW. They are noisy. They cause cracksin the plaster
in the homes adong Garrison Street. They destroy tree limbs. The break up the pavement,
and they spew out air pollution. Despite numerous complaints to Rodman’ s these trucks
continue unabated. Also, these trucks violate posted Sgns warning them not to travel
aong Garrison Street, but to travel only between Wisconsn Avenue and the Rodman's
loading dock area. These signs are ignored.

My issues of concern are;

1) Traffic congestion—42nd Street was not made to bear dl of the traffic that it does. Itis
farly narrow, especially when there are parked cars on ether side. With the proposed
addition of another American Universty Tenley Campus dorm and the development of
the Marten’s Volvo and VW dites, the street will be unsafe.

2) Noise pollution and road vibration—when the trucks speed on 42nd Street, the noise
can be deafening and the weight and vibration can damage the street surface.

3) Safety concerns—thisis the mogt troubling...42nd Street consists mostly of families
with children and pets, and the question isn't if there will be a horrible accident with a
child, but rather when. The neighborhood children who attend the Janney School put
themsalves & risk every day by waking on 42nd Street.

Maor concerns involve safety. No matter what national standards may say, the laneson
resdentia dreetsin older cities like Washington are not wide enough to safely
accommodate trucks. Most of the east-west streets have two lanes of traffic with one or
two lanes of parking. Parking presents specia problems for trucks that cannot leave a
safety margin for opening of car doors due to the nerrow lanes. Most of these Streets are
on hillsand have curves. During the last year we have had severa accidents where trucks
have destroyed trees when they ran off the road and onto the sidewalks on streets with
only one lane of parking. Commercia truck drivers are on grict time schedules and tend
to speed on residentia streets. The turning circle of trucks is worse than cars and they
block traffic when turning off resdentia streets and onto the wider commercia streets.

We dso have a continuing problem with buses circulating around the National Cathedra
or double (or triple) parking in front. They have about 700,000 visitors ayear. The
Cathedral has taken steps to address this problem but we do not know if these steps have
worked or if things seem better because of the generd dowdown in tourism.

Quedtion 3
All trucks should use Wisconsin Avenue not 42nd Street NW. American Universty’s

Tenley campus should be approached from Tenley Circle. Safeway should be approached
from River Road of Ellicott Street NW.

All property near Maggiano's.



Some neighbors have been having problems with truck traffic making ddiveriesin
aleywaysthat are near resdences. For example, the aley between Brandywine Street
and Chesapeake Street is particularly problematic. The deliveries occur as early as4 AM
and are loud, disruptive, and sometimes damage private residences.

Upgrade Cand Road to permit heavier trucks. Change permitting process for trucks to
use Maryland and Virginia roads.

Clear conggtent policy accompanied by clear consstent signage.

Enforce speed limit of 25 MPH. The Didrict Government could make alot of money on
this street. Speed control devices, add stop sign and pedestrian crosswalk at Nebraska
Avenue at aley in 5200 block. Restrict trucks in the city—sze and weight.

Place stop signs halfway down block between Nevada and Connecticut Avenues. Have
police with speed guns.

Put in place hours for delivery in resdential neighborhoods bordering commercid aress
and enforce redtrictions.

Narrow Van Ness Street west of Connecticut Avenue, forcing driversto voluntarily dow
down.

Make Van Ness Street, west of Reno Road, aone-way street, or Van Ness Street could
return to its origina configuration as a non-through street by building a dead-end a Reno
Road and Van Ness Street, or have Van Ness Street one-way going east between
Connecticut Avenue and Reno Road, then west only from Reno Road to Massachusetts
Avenue.

Limit deliveriesto after 9 AM on weekdays. Prohibit ddliveries on weekends.

Prohibit trucks with more than 6 tiresin resdentia neighborhoods.

More enforcement of speed and weight limits.

Smadller ddlivery trucks should be used. Not interstate types.

Smooth and level the transition on Nebraska Avenue at Fessenden Strest.

| live on Nebraska Avenue near Connecticut Avenue. The vibrations are at times
unbearable—particularly at 4-6 AM when there is no other traffic to dow down big
cement mixers and other vehicles. Thisis despite living in anewly built section.

Resurface the intersection of Nebraska Avenue and Fessenden Street (again). The most
recent patching of the “joint” of the repaving job, near the intersection just made the



problem worse. Get competent professiona help to identify the exact problems and
gpecify their correction. Position a knowledgesable observer at night to see wherein the
intersection truck traffic makes the horrendous noise as traffic zooms by.

Do not exacerbate the problem by re-routing truck traffic from Military Road, or other
east-west roads in our area.

Ingtall cameras tripped by soeeding in the Reno Road to Connecticut Avenue stretch of
Nebraska Avenue. We saw this as avery effective tool in Brussds where we lived 25
years ago. This could be a pilot ingtalation to be replicated e sewhere in the Didrict,
perhaps on arandomly relocated basis.

Post signs prohibiting unnecessary use of horns. Have police issue tickets from time to
time.

| would recommend enforcing the speed limit on 42nd Street and making 42nd Street
one-way during rush hour to discourage people from using it as a cut-through.

43rd Street isaresdentia street with many children and a day-care center. The trucks are
aserious threat for the safety of our children. Thus, the intersection a Wisconsin Avenue
and Military Road should permit aleft turn for vehicles coming east from Military Road
to permit them to turn left only a Wisconsin Avenue. In addition, 43rd Street should
have traffic caming measures, such as.

speed humps/bumps to reduce the speed;

prohibit left turn from Military Road (east) into 43rd Strest;

elevated pedestrian crossings,

possbly making it one-way

The sgns need to be posted more visibly and there has to be an enforcement mechanism
put into place. At present, there is absolutely no enforcement and it is unclear that the
posted signs have any lega consequences.

Trucks should be kept off resdential streets unless they are making ddliveries on those
dreets. Thisisa particular problem in my neighborhood since there is a paucity of
adequate east-west roads. Thereis no road able to safely carry trucks between
Connecticut and Wisconsin Avenues from Cavert/Garfiedd Streets north to Western
Avenue. My understanding is that through-trucks are not permitted to use any of the
streets between Calvert Street and Western Avenue, but there are no signs posted. Such
Sgnage would definitdy help.

Thelong-term solution to Cathedra bus parking isfor the inditution to build a parking
garage for the buses to make room for them on the extensive grounds.

Quedion4
42nd St NW and Y uma St NW—aboth of which border American University’s Tenley

campus.



No left turn from commercid dley behind Maggiano's. All truck traffic through
commercid aley south from Military Road, left only to Wisconsan Avenue.

43rd Street made one way north toward Military Road.
No trucks entering Jenifer Street going east from Wisconsin Avenue.

| think that 42nd Street is the most problematic—as mentioned above, it was not made to
cary dl of thetraffic that it does. People use is as a cut-through from Wisconsn Avenue,
Nebraska Avenue, and River Road and call it the “42nd Street Raceway”. | am concerned
for the safety of the residents on 42nd Street and the children who walk to and from the
Janney School and risk getting hurt every day.

Tilden, Upton, Veazey, Warren, Windom, Y uma, Albemarle, and Brandywine Streets
between Reno Road and Wisconsin Avenue should redtrict the passage of through trucks.
Exidting policy Sgnageis not conggtent.

Veazey Terrace NW east of Connecticut Avenue is ano-parking, no-standing street but
the Sgns are not enforced.

Letter from the DC Fire Marshd|l states that double- parked trucks and moving vans on
Van Ness Street east of Connecticut Avenue prevent fire trucks and other emergency
vehides from gaining access to this dead-end street with other 3000 residents.

Van Ness Street has become an unpoliced speedway for cars, trucks, and buses with no
police traffic control.

Alton Place, between Reno Road and 36th Strest.

The stretch of Nebraska Avenue from Reno Road to Connecticut Avenue.

As dated previoudy, the biggest problem in terms of direct resdentia impact iswith
trucks using Garrison Street between 44th Street and Wisconsin Avenue NW. In addition,
generd truck traffic dong Wisconsn Avenue, while necessary, causes pollution and
severely degrades the streets.

43" Street NW between Military Road and Jenifer Street.

MacArthur Boulevard, Fachal Road (narrow, two-lane road with no shoulder and large
homes). Also, save educationd inditutions.

| don’t want to transfer my problems to other peopl€e s roads, and | hope you even
consider routing more traffic onto Nebraska Avenue.



Trucks tend to use Porter Street that is concrete surfaced and looks wide, but is entirely
resdentid, isnot wide at dl, and has a dangerous curve on a steep hill. Last year we lost
two large trees on Porter Street from trucks losing control and running into them.
Fortunately, no children or other pedestrians were hurt. Trucks also use Van Ness Street
that iswide near the Univerdty but the trucks suddenly find themsalves cutting through a
very resdentia areawith stop Sgns at every corner.

Tour buses tend to circle the National Cathedra because there is no bus parking.

Quedtion 5
All vehicular treffic using the Tenley Campus should approach and depart via Tenley

Circle and not enter the residentid neighborhood.

| think a“No Truck” rule on 42nd Street should be gtrictly enforced, unlessthey are
meaking resdentid deliveries.

Cana Road.
More and more of the same.

The intersection of Wisconsin Avenue and River Road is VERY DANGEROUS since
many cars and trucks do not stop before entering Wisconsin Avenue. The intersection of
Brandywine Street and River Road is another problem area. Even though thereis a stop
sgn here, few cars or trucks honor it. And, athough reported to the DC police and
ANCSF nothing has been done to correct the problem. And neighbors on River Road are
unable to get out of their driveways safly. Perhaps a cameralticketing device coud help
these problem locations. It's a miracle that someone has not been hurt or killed at these
two locations. Must we wait for someone to be hurt or killed before the Digtrict decides
to do something?

Trucks should use arterias for purposes of traveling to and from destinations. Use of
secondary streets by trucks should be restricted to ddliveries and service cdls.

Capitol Beltway and Connecticut Avenue—restrict trucks from using resdential streets
such as Nebraska Avenue and Military Road.

Where resdentiad or commercid buildings have loading zones or off-street areas for
ddiveries, trucks double-parking on streets or parking in no-parking areas during rush
hours should be ticketed.

Limit dl commercid to 36th Street and prohibit commercid traffic before 9 AM.

Trucks over a certain weight may not use Nebraska Avenue.



I’m not knowledgeable about aternate routes that should be considered, but changes
esawhere (e.g., Military Road), should not be alowed to divert east-west traffic to
Nebraska Avenue.

As mentioned above, change the Wisconan Avenueg/Military Road intersection so that
vehicles coming from the east can turn left (south) onto Wisconsin Avenue, or have a
sgn for atruck route continuing east beyond Wisconsin Avenue.

With respect to trucks making deliveries to Rodman's Drugstore, the solution issmple.
Trucks must be banned from traveling along Garrison Street between 44th Street and
Wisconsin Avenue, except as necessary to make residentia deliveriesto those houses on
that street (like moving companies). Trucks making deliveries to Rodman's should be
permitted to travel on Garrison Street ONLY between Wisconsin Avenue and Rodman's
loading dock area about 50 feet off Wisconsin Avenue NW.

The truck route of Calvert Street/Cleveland Avenue/Garfield Street should be promoted.
This corridor has wide lanes and good visbility. For some inexplicable reason, the very
wide Garfield Street section was recently posted with no truck signs. The problem with
this route is that the Cleveland Avenue section is resdential and prone to speeding.
Perhaps a fixed speed camera on the downhill side would reduce the speed toward the

legal limit.

If through trucks are currently permitted to use either Porter or Van Ness Streets, that
should be changed and they should be prohibited.

Question 6
The DC Government (zoning commission), againg strong advice from the ANC3E

Commissioners and neighbors approved project M on the Tenley campusin American
Universty’s 200-2010 Campus Plan. Project M entails a 75,000 square foot building
housing an additiona 200 students (bringing the student population a Tenley to 700) and
additiond parking for 225 cars.

Overnight truck parking (with engines running) in commercia dley at Maggiano's.

With increased development, use of secondary streets by trucks becomes a greater
problem.

New “Sunrise” development at Connecticut and Nebraska Avenues, additiond delivery
trucksto our streets.

Van Ness Street. New embassies have been built, and are being built, bringing more
traffic.

The welcome redevel opment of the old Seers/Hechinger building a Wisconsin Avenue
and Albemarle Street will aggravate Nebraska Avenue traffic, truck and auto.



| think that the proposed new dorm at American University’s Tenley Campus and the
proposed development of the Marten’s Volvo and VW stes will make abad Stuation
much worse.

The problem in our areawill increase with the re-development of the Site of the
“Washington Clinic” on Western Avenue (5400 block), as well as the development by the
Chevy Chase Land Company at the Site of the commercia strip nearby (Friendship
Heights Metro Entrance). Furthermore, large-scale re-development is planned for the Ste
of Hecht's on Wisconsin Avenue at the Friendship Heights Metro.

With many proposed new gpartment or condominium devel opments under consideration
in our area, the motor vehicle and truck traffic will only get worse. Upper Wisconsin
Avenue between Tenley Circle and Western Avenueis dready gridlocked during
morning and evening rush hours and on weekend afternoons. With additiona proposed
developments (both resdentiad and retail), | do not see how the motor vehicle traffic that
will accompany such development will be accommodated.

Trucks from Friendship Heights being diverted to Macarthur Boulevard.
Congtruction of the Mayor’s Residence on Fachal Road.

Y ou can't imagine how much time I’ ve invested in trying to get the Department of
Trangportation to fix this problem. It'sridiculous.

Motor carriers have presented problems during the congtruction of commercid/resdentia
propertiesin our area. For example, large trucks now queue up a 4 AM to make
deliveries/pickups at the ongoing development at the old Hechingers building on
Wisconsn Avenue. While waiting to make these ddliveries or pickups, they often leave
their engines running. Thisisanoise and pollution problem for the neighbors. Although
talking with the developer can result in aresolution of the problem, this very often is only
temporary. Thistype of problem also occurs with ddiveries to exising commercia
edablishmentsin the area, i.e. early morning ddliveries, idling engines, noise, pollution,
etc. Wewill eventudly be another Bethesda where private residences are vacated and
eventualy zoned commercia or sold to developers for large commerciad/resdentia
developments. Many of us dso believe that Wisconsin Avenue has dready reached
critical mass with traffic congestion. How much more will it and the resdents be able to
withstand?

Question 7
| have been unable to find the location of truck routes on the DC web site to see which
dreets dlow through trucks and which do nat. Isthisinformation available?

We have amost never seen motor carriers/trucks stopped for traffic violaions (e.g.,
speeding, illegd lane use). Traffic laws and regulations should be enforced uniformly.



Need more motor carrier ingpections around congtruction sites. Thiswas very effective
during initid phase of congruction of Georgetown University’s southwest quadrant off of
Cana Road. Many infractions were cited.

Congderable vibration problems in residences on the 5100 block of Nebraska Avenue.
Speeding issues heading towards Military Road from Connecticut Avenue aong 5100
block of Nebraska Avenue. Needed: Left turn signa from Connecticut Avenue (heading
south) onto Nebraska Avenue—Impossible to legdly make this turn.

All new buildings, commercid or residentia, should be required to be built with off-
sreet loading and unloading areas, and developers should not be alowed to get a specid
exception or variance from the Board of Zoning Adjustment not to provide facilities.

Parking a police car on Van Ness Street near Reno Road, or traffic cameraswhichisa
less desirable solution.

A treffic survey smilar to the survey being done for Friendship Heightsis urgently
required for Tenleytown, which is closer to DC than Friendship Heights but carries dl the
same through traffic from Maryland and dl the through treffic from Virginia that enters
Tenleytown from River Road, manly aong 42nd Street NW. The problems of 42nd
Street were highlighted at the Ward 3 Traffic Summit on Monday 14, 2001, which was
attended by Mayor Williams. See Attached Copy (No. 7 on Page 4).

WARD 4

Quedtion 1
Storesin the Jamel Shopping Center (e.g., Morris Miller Liquors, Granger Hardware,

etc.) depend on having rdliable access for trucks. However, they have aparking lot in the
rear of the shopping center. They are located on the 7800 block of Georgia Avenue.

Bordering 4 A 06:
Rite Aid on Georgia Avenue
Piney Branch Pogt Office
Safeway on Georgia Avenue
Cardlina Furniture

In4 A 06:
Missouri Avenue Market on the corner of Missouri and Georgia Avenues
CVSon GeorgiaAvenue

Quedtion 2
Motor carriage operation on Upper 16th Street NW. causes traffic congestion, safety
concerns (especidly for students crossng 16th Street to attend school), noise and air

pollution, and street vibrations, which result in cracking in some of the older houses.

All of the above, in particular:
Colorado Avenue is used as a speedway from Georgia Avenue to 16th Street—too
many seniors and children walking in the area.



Air pollution and safety concerns by the Brightwood Elementary School.
Traffic Congestion & Missouri and Georgia Avenues.

Quedtion 3
Sow the traffic down coming through Colorado Avenue around Longfellow and
Madison Streets.

Make the 1300 Block of Nicholson Street a one-way strest.

Insst trucks use Side streets.

Question 4

Georgia Avenue

Question 5

No clue.

Question 6
Congtruction on Brightwood Elementary for next two years.

Congtruction on Military Road School.

Question 7
No

WARD 6

Question 1

In ANC 6A, most of the establishments that require truck access are on H Street NE,
athough thereisasmal commercid areawith convenience stores just off of Maryland
Avenue NE at 8th Street NE.

Question 2
The complaints | hear most often relate to 1) the noise of the trucks (in particular, the

rumble and rattle over potholes, and the airbrakes), 2) the vibration caused by the truck
which damages plaster and causes other cracks in homes, 3) the health related concerns
associated with diesdl exhaust (particularly from poorly maintained tour buses and
delivery trucks), and 4) speed/safety concerns associated with trucks traveling on
resdentid Streetsthat serve as de facto feeders (like C Street and Condtitution Avenue
NE).

Quedtion 3
Trucks and tour buses should be preferentially routed through neighborhoods on the

widest streets with the largest setbacks between street and houses—for example, H Street
NE, Maryland Avenue NE, East Capitol Street NE, Massachusetts Avenue NE, and 8th
Street NE. They should be discouraged from using Streets that don't meet these criteria—
like C Street NE and Condtitution Avenue NE.



There needs to be a better emissions ingpection and enforcement regime for tour buses
and trucks. Parking enforcement and police should be empowered to issue tickets for
vishble smoking.

Encourage tour buses to park in the stadium lots, with smaller shuttle service or Metro
access into the city.

Quedtion4

As described above, C Street and Condtitution Avenue NE because they serve as feeders
despite being narrow with very little setback between street and houses. Other problem
aress are 14th and 15th Streets NE, which serve as north/south corridors for trucks
despite being ill-Situated to heavier traffic.

Quedtion 5
Make trucks use the wider dtreets, evenif it makesfor adightly longer route.

Question 6
Congtruction on Brightwood Elementary for next two years.

Congtruction on Military Road School.

Condgtruction traffic at Gallaudet University, the Lovegoy Lofts (13th and D Streets NE),
MedLINK (7th and C Streets NE).

Question 7
No

WARD 7

Question 1
Safeway a (UNREADABLE)

Ddli’s on Georgia Avenue and (UNREADABLE)
Minnesota Avenue stores located at the 2900 block of Nelson Place SE. O’ Connor

Liquors, 6 & 6, and possibly the fish market/carryout Todd' s Catering between Nelson
Place SE and M Street SE.

Quedtion 2
Parking in resdentia aress.

Trucks sometimes have been seen unloading ther products while parked on the sdewak

at O’ Connor Liquors. O’ Connor Liquors hastold the delivery people not to do this. It's
maostly right of way issues—parking on the sdewak and in the crosswalk.

Question 3



Increased enforcement.

Send aletter to the businessesin this corridor to cease and desist any vehiclesfrom
unloading productsin the right of way and from blocking ingress and egress from the
curbside where whedlchair ramps are apparent. No parking in crosswalks.

Question 4

Georgia Avenue

Minnesota Avenue at 2900 block of Nelson Place to 2900 block of M Street SE

Quedtion 5
Restrict dl motor carriers of food or beverage products to early daytime hours and to not

block the right of way or curbside in an intersection with wheel chair ramps apparent.

Quedtion 6

Georgiaand New Hampshire Avenues

We currently experience what was described in #5 and #2. However, I'd like to make
Nelson Place an eastbound street only—prohibiting vehicles from entering Nelson Place
from Minnesota Avenue. That way motor carriers can be closer to the store with driver’s
Sde door facing to the curb.

Quedtion 7
Increased parking enforcement of commercia vehiclesin resdentia aress.

I would like DCDOT to remind our merchants and businesses not to block right of way or at the
curbside where a wheelchair ramp in an intersection is apparent. Parking on asidewak and in
intersections is prohibited. Signs, clearly stating afine, need to be put in place. | would like a
letter emailed to me that was sent out to merchants.



C. WARD MAPS
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Teri Adams
Parking Enforcement

DC Department of Public Works

Yusef Aden
Traffic Safety
DDOT

Joe Alonzo
Department of Transportation
City of Chicago

Ron Barowski
Freight Facilitetor’s Office
City of Seeitle

Stephen Beachy
Wilbur Smith Associates

Peter D. Beaulieu
Freight Coordinator
Puget Sound Regiond Counail

Mark Berndt
Senior Freight Systems Planner
Wilbur Smith Associates

Don Blake
US State Department

Susan Bok
Department of Trangportation
City of LosAngdes

Richard Bradley
Executive Director

Downtown Business Improvement

Didrict

Ron Branch
Washington Convention Center
Authority

%> Some interviewees—primarily truck operators—requested or were offered anonymity and are not

included in this list.
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Cynthia Brock-Smith
VP of Externd Affairs
DC Chamber of Commerce

Heather Brophy
Ward 2 Planner
DDOT

Patty Brosmer
Didrict Executive Director
Capitol Hill Busness Improvement

R. Bryant
Metropolitan Police Department

Lt. Pat Burke
Traffic Safety Coordinator
Metropolitan Police Department

Jeff Carpenter
Community Redevelopment Agency
City of LosAngdes

Allison L. C. de Cerrefio, Ph.D.
Co-Director, Rudin Center for
Transportation Policy & Management
Wagner Graduate School of Public
Service, NYU

Barbara Childs-Pair
Deputy Head
DC Emergency Management Agency

Joyce Clark
Maryland Department of the
Environment

Ted Dahlburg
Delaware Vdley Regiond Planning
Commission



Joseph David

Bdtimore Department of Transportation

Peggy Drake
Panner

Bdtimore Planning Department

R. Ennis
Metropolitan Police Department

George Escobar
Latino Economic Development
Corporation

Lars Etzkorn
Public Space Maintenance
DDOT

Anne Ferro
Maryland Motor Truck Association
President

Tom Folks
Department of Parking & Traffic
City of San Francisco

Kevin Forrester
Bdtimore Police Intdligence Section

Joe Foster
Office of Freight Movement
Maryland DOT

Steve Gaffigan

Synchronized Operations Command
Center

Metropolitan Police Department

Petricia Gallagher
Executive Director
Nationa Capitd Planning Commission

Steve Gerber
Office of Trangportation
City of Portland

Andrew Gimberline
Utah Department of Transportation

KenW. Gray, J.
Didrict Executive Director
Georgetown Business Improvement

Bob Gredey
Physica Security
U.S. Capitol Police

Bob Grow
President/Transportation Issues
Metropolitan Washington Board of
Trade

Sharon Hamilton

Underground Tank Storage Management

Divison
Environmentd Hedth Adminidration
DC Department of Hedth

Tim Harpst
Department of Transportation
City of Sdt Lake City

Damon Harvey
Ward 4 Planner
DDOT

Gary Henderson
DC Divison Administrator
FHWA

Susan Hinton

Regiond Transportation Liaison
Nationa Capitd Region
Nationa Park Service

Roger Hoopengardner
SAIC
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Mark Hughes

Senior Environmentd Specidist
Bureau of Hazardous Materids and
Toxic Substances

Environmentd Hedth Administration
DC Department of Public Hedlth

Jocelyn Jones
Bdtimore Metropolitan Council

Natalie Jones
DC Emergency Preparedness

Margaret Kellems
Deputy Mayor for Public Safety
Washington, DC

Teft Kely
FMCSA
DC Dividon Administrator

CynthiaKurtz
City of Pasadena

Janice Lahsene
Transgportation Planning Manager
Port of Portland

BarbaraLang
President
DC Chamber of Commerce

Rachel MacCleery
Ward 6 Planner
DDOT

Adam Maer

Staff, Committee on Public Works and
Environment

Office of DC City Councilwoman Caradl
Schwartz

Howard J. Mann

Associate Trangportation Anayst

New Y ork Metropolitan Transportation
Council

Elchino Martin

Chief of Staff

DC Office of Deputy Mayor for
Panning and Economic Deve opment

William McGuirk
Chief of Traffic Services
Adminigration, DDOT

Elizabeth Miller
Nationa Cgpitd Planning Commission

Rondd Mitchdl
Ward 7 Planner
DDOT

Harold Monroe
Bureau of Food, Drugs, and Radiation
DC Department of Hedlth

Peter Moreland
Traffic Sarvice Administration
DDOT

Frank Murphy
Batimore Department of Trangportation

Cdlistus Nwadike
Ward 1 Planner
DDOT

John Parsons

Associate Director of Lands, Resources,
and Planning

Nationa Park Service

W. Shaun Pharr

Vice Presdent of Government Affars
Apartment and Office Building
Association of Metropolitan Washington

Charles Ramsey
Chief of Palice
Metropolitan Police Department
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Sharlene Reed
Ward 5 Planner
DDOT

Douglas Reeves

Office of Hazardous Materid Safety
Research and Specia Projects
Adminigration

USDOT

Jerry Robbins
Department of Parking & Traffic
City of San Francisco

David Robertson

Interim Director

Metropolitan Washington Council of
Governments

Marcia Rosenthall

Executive Director

Golden Triangle Business Improvement
Didrict

Patrick Ryan
City of Vancouver, British Columbia

Sergeant Jm Scheefer
Motor Carrier Enforcement Division
Metropolitan Police Department

Jason Schrieber
Department of Traffic & Parking
City of Cambridge

Carol Schwartz
Councilwoman
Council of the Didrict of Columbia

Chris Shaheen

Ward 2 Neighborhood Planning
Coordinator

DC Office of Planning

Cindy Shamban
Department of Parking & Traffic
City of San Francisco

Donadd Shanis

Deputy Director, Transportation
Panning Divison

Ddaware Vdley Regiond Planning
Commission

Abdul Rashid Seami
Traffic Safety Engineer
DDOT

Chip Smith
Maryland State Policy

Coalleen Smith
Ward 3 Planner
DDOT

David Stein
Department of Transportation
City of New York

Gregory Tdley

Environmenta Hedth Adminigtration
Bureau of Food, Drug, and Radiation
Protection

DC Department of Hedlth

Dan Tangherlini
Director
DDOT

Charles Thomas
Ward 8 Planner
DDOT

Jerryl Tramme
Chief Information Officer
DDOT

Ellen Vdentino
Maryland-DC-Deaware Soft Drink
Association
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ChrisVoss

DC Emergency Management Agency
Charles Whalen

Parking Operations Branch

Traffic Services Adminidration
DDOT

Nancy Wright
Department of Transportation
City of New York

Patrick Zilliacus

Department of Trangportation Planning
Metropolitan Washington Council of
Governments
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