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DRAFT

Chapter 4: TMC Business Models
Chapter Purpose and Objectives:

Prior to developing specific elements of a TMC Business Plan, it is important to identify the different types of TMCs (and how they’re structured) in order to provide a context for the different elements of the Business Plan. How a TMC is organized, such as a single agency or multiple collocated agencies, and how a TMC operates, will directly affect how the Business Plan is developed and what it includes. 

This chapter identifies the different TMC business model options an agency (or agencies) can select in developing a TMC business model. There are several different types of organizational and functional options for a TMC that factor in to the business model. The Business model is developed around a combination of:
· Geographic area covered;
· Number and types of agencies involved; and

· Operating mechanism.
These business models discuss, at a high level, basic organizational, functional and institutional relationships that comprise various options for structuring a TMC. There are no clear-cut, strictly defined formulas for a TMC business model - within each of the models presented in this chapter, there will be slight variations based on local and regional conditions, needs, institutional arrangements, system capability and maturity and a host of other factors. This chapter presents some typical TMC organizational models, and illustrates those with examples of TMCs from around the country. 
Note: Relevant examples will be provided in the next draft as they are obtained through interviews.

Key Messages/Themes: 

The key message for this chapter is that any combination of the identified options (geographic area, number and types of agencies, and operating mechanism) could provide a successful TMC business model. How well each combination of options meets the specific needs of the agency(ies) is a function of a needs assessment for the agency(ies) that should be established as part of the system engineering process.
Relationship to Other Chapters: 

Chapter 4 follows the description of how TMC business plans fits into the overall planning process and builds off the information in Chapter 3 to set the stage for the chapters that follow which describe the business planning process. This chapter focuses on describing different types of TMC business models that cover different geographic areas, that involve different types of agencies, that involve different number of agencies, and that are operated by different staffing and organization arrangements. This chapter provides examples that others may learn from as new business plans are prepared.
Chapter Sections:

4.1 Geographic area covered
4.2 Number and type of agencies involved
4.3 Operating mechanism

4.4 Examples of where each model has been developed and deployed

Definitions:

In describing the various business models below, the following terminology (with examples) is used:
· Jurisdiction – a city, county, or state;
· Agency – a transportation department, public safety department, or emergency management department; and
· Discipline – within a transportation agency, you might find a traffic engineering discipline, maintenance discipline, etc.

4.1
Geographic Area Covered
Traffic management centers may serve single jurisdictions, multiple jurisdictions within a metropolitan area, a large region, or even an entire state. The range and scope of the geographic service area of a traffic management center is dependent upon institutional, political, and economic considerations, and the transportation management needs of the area.
Functional responsibilities of early traffic management centers (circa 1960’s and 1970’s) were typically limited to a centralized traffic signal control system for the traffic signals within one agency’s city limits. These traffic systems sometimes involved an entire county, resulting in an expanded geographic service area of the traffic management center. As ITS came into its own, traffic management centers began to be developed for regional freeway management systems. Consequently, the geographic service areas of these freeway traffic management centers typically spanned across multiple city and county jurisdictions. As traffic congestion increased in large metropolitan areas, and as agencies developed more sophisticated and integrated systems to manage the congestion, many of the freeway systems evolved to manage both urban traffic signal systems and freeway management systems. Subsequently the geographical service area covered by a TMC expanded even further. To some degree, the geographic area included within one TMC’s area of influence could be a function of the maturity and sophistication of the transportation management in an area.
As the benefits of ITS spread beyond urban areas, and systems were developed for rural and statewide applications, the geographic service areas of many urban-area freeway traffic management systems expanded to a regional or statewide level. The advent of traveler information systems and the need for a central depository point for information from multiple statewide data sources has, in many states, further expanded the geographic scope of the urban-area traffic management center.
As intelligent transportation systems have evolved to meet the growing demands of travelers, cities, counties, and states have developed numerous unique business models that serve vastly different geographic areas. This section describes four of these models:  single jurisdiction; large metropolitan area with multiple jurisdictions; regional or district area, and statewide.

4.1.1 
Single Jurisdiction Traffic Management Center
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A single jurisdiction Traffic Management Center represents the least sophisticated business model arrangement. These traffic management centers - serving a single city or single county, typically are located in an office area of an existing facility such as a city hall or at the county department of transportation offices. In most cases these TMC's involve only one city or county department or agency – typically the department of transportation. The geographic service area of a single-jurisdiction TMC is limited to the political boundaries of the owning jurisdiction. However, in metropolitan areas with multiple jurisdictions, TMCs may coordinate their operations with other TMCs through telephone, email, or through dedicated communications lines and networks. 
Advantages:  An advantage of single-jurisdiction TMCs is that they can typically be deployed within existing office facilities. Since the geographic area also is limited, operators usually possess more first-hand knowledge of the limited number of field devices that are managed from the TMC.
Other advantages, in some respects, include the limited number of stakeholders with whom TMC activities must be coordinated. Single-jurisdiction TMCs do not require extensive funding, project management, staffing, or maintenance agreements with other municipalities or agencies, as they work within the existing departmental structures (1, page 2).
Disadvantages: More often than not, transportation issues are regional in nature 
(1, page 3). Traffic congestion, air quality, and other issues can not be solved through isolated actions by individual jurisdictions (1, page 3). Unfortunately, in a single jurisdiction arrangement, particularly in a large metropolitan area with multiple adjacent jurisdictions, the single-jurisdiction TMC may be focused on the individual jurisdiction’s mission, and not on the collective mission of the region. Furthermore, in large metropolitan areas where multiple, single-jurisdiction TMCs each manage a limited geographic area, coordination between jurisdictions may not exist or at least becomes more difficult to accomplish.
4.1.2 
Multiple Jurisdictions Traffic Management Center
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In large metropolitan areas with multiple cities or counties, jurisdictions have coordinated and participated in the construction, operations and maintenance of a common TMC facility. The multi-jurisdictional TMC controls ITS field elements in multiple jurisdictions, irrespective of political boundaries. Consequently, the number of miles of roadway, number of ITS elements, and the number of stakeholders is significantly larger than would be found in a single jurisdiction TMC arrangement.  
Advantages: Multi-jurisdictional TMCs yield significant benefits to the customer – the tax paying, traveling public. The traveling public expects transportation systems to be seamless across jurisdictional boundaries, irrespective of political and jurisdictional responsibilities. Multi-jurisdictional TMCs are no longer focused on improving transportation operations within a single jurisdiction, but on improving operations across the entire metropolitan area (1, page 6). 
Significant institutional and system benefits are realized when multiple jurisdictions cooperate in the implementation, management and operations of a TMC. These include (1, page 6):
· Efficiency and Cost Savings – Multi-jurisdictional TMCs eliminate duplication and overlap in procurement, installation, and integration of technical systems that would be required of individual jurisdictions when operating on their own. Furthermore, compatible systems (such as traffic signal systems, detection or traveler information technologies) allow agencies to share costs for new purchases and upgrades, as well as streamline maintenance requirements and resources.
· Resource Utilization and Availability – A multi-jurisdictional TMC covering a large geographic area is more cost efficient since only one facility must be staffed and operated. Multi-jurisdictional TMCs are in a position to share and draw upon the technical expertise, strengths and resources of partner agencies.
· Improved Working Relationships – The collocation of staff of multiple jurisdictions into a common facility facilitates information exchange, elevates trust and understanding, and strengthens partnerships, thus facilitating enhanced collaboration and coordination of operations.
· Systems Coordination – The collocation of staff from multiple jurisdictions into a common facility, and management emanating from one physical location facilitates and encourages coordinated traffic management across jurisdictional boundaries.
· Hours of Operation – The pooled resources of multiple agencies can enable extended hours of service that might be unfeasible for a single-jurisdiction TMC. The extended hours provides an improved level of service to the traveling public. The TMC is prepared to respond to incidents, construction activities (many of which occur at night), and planned special events.
As an example, the Tucson Regional Transportation Control Center (TRTCC) was identified as one of the solutions to address the metropolitan area’s increasing traffic congestion.   The TRCCC combines the transportation management resources of the City of Tucson, Pima County, the State of Arizona, surrounding jurisdictions, and private industry into a single, integrated operation.
The TRTCC emanated from area Traffic Engineers’ desire for a more coordinated approach to traffic management – the first step towards which was the procurement of a common traffic signal system.  The common system enables engineers from each jurisdiction to more easily coordinate their signal operations across jurisdictional boundaries.
The TRTCC provides a central depository and processing center for traveler information.  Real time traffic-monitoring equipment continuously feeds video and data to the Center.  TRTCC operators, who are actually staff of a private-sector traveler information services company, constantly monitor events, update Internet, radio and television advisories, and are able to visually confirm reported events by video or by air to determine the actual traffic impacts. The report is then broadcast over commercial radio and television, giving commuters reliable information.
Disadvantages: Implementation of a multi-jurisdictional TMC carries with it a significant, sometimes cumbersome, process of garnering buy-in on operational parameters and processes and formalizing intergovernmental agreements with each of the participant agencies. Agreements are necessary to define the overall operation of the transportation system, as well as operational, resource sharing, personnel, systems, and institutional integration arrangements of the partner agencies. Documenting and formalizing agreements may require compromise, on the part of each agency, in terms of how facilities are operated. 
4.1.3
 Regional or District Traffic Management Center
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The regional or district TMC business model expands upon the multi-jurisdictional model in that it encompasses additional non-metropolitan areas such as rural county or state facilities outside the metropolitan area, in addition to the multiple jurisdictions within the metropolitan area. The mission of a Regional or District TMC may include not only urban arterial traffic management, but also the operations and management of suburban, urban freeway, and rural highway and interstate facilities. The geographic area of a Regional or District Area may coincide with Department of Transportation Districts, Metropolitan Planning Areas, or other logical geographic boundaries.
Advantages: Many of the advantages of the Multiple Jurisdictions TMC model are seen in the Regional or District TMC model. Again, a primary advantage of this business model is that there is an efficiency of cost when a single TMC can serve a large geographic area, and combine resources for capital, staffing, and operations expenses. Without the resources of the large Region or District TMC, it may be impractical to dedicate human resources to the exclusive monitoring and operating of rural ITS field elements. Other advantages include:
· Regional traffic management can occur more easily, thus benefiting the traveling public when the entire network is managed in a comprehensive and integrated manner as opposed to having each agency being responsible for just their facilities. As an example, information regarding route conditions in rural areas can be disseminated to travelers in the urban area where they can more easily make alternate route choices.
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Integrated control of multiple ITS systems are more easily achieved when one TMC is managing a regional or district operation. 
· A Regional or District TMC may utilize staff from different jurisdictions that have responsibilities within the region or district geographic area, drawing upon the technical expertise and strengths of partner agencies.
· Projects supported by a Regional or District TMC, and inherently by multiple jurisdictions throughout the region are more likely to receive federal approval and funding because of the multi-lateral, regional support of the project (1, page 8). 

· A Regional or District TMC is well-suited to serve as a central repository, synthesizer, and clearing house for work zone, maintenance, and construction information for dissemination to traveler information systems.
Disadvantages: Similar to the multi-jurisdictional TMC model, implementing a district or regional TMC carries with it a significant, sometimes cumbersome, process of garnering buy-in and formalizing intergovernmental agreements with each of the participating agencies.  

While the integrated control of multiple ITS systems are more easily achieved when one TMC is managing a regional or district operation, such an arrangement does require that intergovernmental agreements, memorandum of understanding, or a concept of operations, be worked out ahead of time defining how the different agencies within this larger region are to operate. Legal questions as to liability must also be addressed up front in these written agreements.
4.1.4 
Statewide Traffic Management Center
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Several states, typically initiated by the State Department of Transportation, have constructed TMCs whose geographic service area encompasses an entire state. Some of these TMCs are operated by a single agency, while others have received participation from other statewide agencies such as the State Highway Patrol. As an example, the Nebraska Emergency Management Agency, the Nebraska State Patrol and the Nebraska Army National Guard have actively participated with the Nebraska Department of Roads in the preliminary planning stages of a Statewide Traffic Management Center. 
While the majority of functions and activities of the Arizona Department of Transportation Traffic Operations Center (ADOT TOC) serve Phoenix metropolitan area freeways, the TOC does provides statewide control of centralized traveler information systems and rural ITS field elements.  The ADOT TOC also provides back-up control for field devices in the Tucson metropolitan area.
A Statewide TMC may be implemented in a number of ways. The primary differentiator between the various alternatives is the level and scale of central control of the statewide TMC. Possible configurations include:
· An existing regional or district TMC assumes statewide jurisdiction, controlling devices statewide including those in rural areas and those in other metropolitan areas that do not have a TMC of their own. The Statewide TMC serves as a centralized hub for the continuous (24 hour, 7 days) control and monitoring of ITS field devices statewide. In this centralized concept, information (such as that from weather sensors, detectors, etc) is collected at the Statewide TMC, processed, and distributed to the various statewide partners. All ‘smarts’ of the system reside at the Statewide TMC. This concept requires full-time staffing of the statewide TMC, and allows shorter staffing periods of the other district or regional TMCs.
· Statewide TMC assumes operational control for only the rural areas, while control within metropolitan areas is retained at separate facilities. 
· Statewide TMC is primary operator of statewide systems (e.g. travel information systems, statewide road conditions and maintenance reporting systems), and is a secondary operator of local field elements (e.g. CCTV surveillance cameras, variable message signs), serving as a back-up to regional or district TMCs. The Statewide TMC may assume primary control of local field devices during the evening and weekend hours. In such a scenario, the local district retains primary control of the ITS field elements during business hours, and then turns the operation of these outlying facilities over to the statewide TMC during the evening and weekend hours.
Advantages: Advantages of each of the above alternative arrangements include cost efficiencies, particularly in terms of staffing and central system software. A particular advantage to the central hub concept is that coordination along major corridors that pass through different regions can be more easily obtained.
Disadvantages: In either arrangement, a TMC that serves an entire state typically requires a very sophisticated, and perhaps costly, communications network to reach the numerous partner agencies around the state. Provisions for communications and data sharing among partner agencies and district or regional centers are required. The level of integration among partners needs to be defined based on the types of equipment to be monitored or managed, and the desired level of information sharing, control sharing, after hours monitoring, etc. 
4.2
Number and Type of Agencies Involved
The number and type of agencies (such as a department of transportation, public works, or public safety) involved in the TMC significantly affects the functions and activities of the TMC.  A number of different business models are available for TMCs as it relates to the number and types of agencies involved in the TMC planning and operation. Furthermore, multiple disciplines from a single agency may be participants in the TMC.  As an example, a public works agency may include traffic engineering, maintenance, or administrative personnel.  This section will describe the different business models as it relates to the number and type of agencies involved.

4.2.1 
Single Agency Traffic Management Center
The most common implementation of a TMC serves a single city, one county, or one state. The simplest of these single-jurisdiction TMCs, as previously described in section 4.1.1, will likely include only a single agency or discipline within that jurisdiction. Typically, this would be the traffic engineering agency with a given city of county. Many of the same benefits that apply to a single jurisdiction TMC, as described in section 4.1.1, are applicable to the single-agency TMC model.
Advantages: A primary advantage of the single agency arrangement is that all of the control resides within one organization. Decisions can be made without consulting other agencies or jurisdictions. 

Disadvantages: In a single agency model, the TMC focuses on the agency’s mission – to improve traffic management within the jurisdictional boundaries of the agency. Agencies may have a limited view of the regional approach to traffic management that is required to genuinely improve the transportation system in an area. A lack of cooperation, collaboration, and consensus building with adjacent jurisdictions can result in a less than optimum operation of the transportation network.
Economic, human resource, technical expertise limitations of single-agency TMCs may limit the breadth and scope of activities that they are able to undertake. As an example, a small, single-agency TMC is not able to dedicate staff to continually monitor CCTV cameras, and to make proactive changes to the traffic signal system as traffic conditions evolve. Furthermore, the implementation costs are typically higher when each agency develops their own TMC, versus having one TMC facility that is shared among multiple agencies. Significant efficiencies in software and system development can be realized when multiple agencies pool their resources.

4.2.2 
Multiple Transportation Agencies

A more sophisticated TMC model arises when transportation agencies from multiple jurisdictions come together to operate a single TMC. An example might be that the Departments of Transportation from two or more cities cooperatively join forces to sustain one TMC to handle both jurisdictions’ transportation management needs. Such an arrangement may not include the police or emergency management personnel. Many of the benefits of the multiple-jurisdictions TMC, as explained in section 4.1.2, are also applicable to the Multiple Transportation Agencies model.
Advantages: An advantage of a multiple transportation agencies TMC arrangement is that traffic management can be handled across jurisdictional boundaries more effectively than could be done by separate, single jurisdiction TMCs. 
Disadvantages: To ensure that a multiple transportation agencies TMC functions satisfactorily, intergovernmental agreements must be worked out and that agreed upon operational procedures should be documented. There is an advantage to this in that it requires cooperation among the staff of the different transportation agencies; however, any given agency may have to comprise some on how they operate their facilities in order to be compatible with partner agencies.
4.2.3 
Multiple Agencies and Disciplines

The Multiple Agencies and Disciplines TMC model is perhaps the most sophisticated, and as a result the most difficult to implement, but provides the highest potential payoff in terms of improved transportation operations throughout the jurisdiction, and throughout the region. Many of the same benefits of a multi-jurisdictional TMC model, as discussed in section 4.1.2, are also applicable to the multiple agencies and disciplines model.
In this TMC business model, the transportation department, public safety department, emergency management department and transit department, or a combination of these agencies, shares a common facility. The agencies may be from the same jurisdiction or municipality, or from multiple jurisdictions. The most typical combination of these agencies includes the collocation of the transportation department and the public safety agency within a single TMC. Transportation and public safety are particularly complementary because of the overlap in their missions – to improve the safety of the transportation system, of which incident management is a core component. Logistically, the partner agencies are responsible for a common jurisdictional area. As an example, a state DOT could collocate with the state highway patrol, while the city traffic engineering department collocates with the local police department. 
Historically, emergency management personnel (fire department) tend to be separate and only in rare instances are they known to collocate with the transportation and public safety agencies. To help bridge this separation, more and more agencies are providing virtual connections between transportation and emergency management through integrated CAD systems and dedicated communications links so that critical information, including video images, can be shared. Multi-agency TMCs yield significant user, institutional, and system operations benefits.

Advantages: There are obvious advantages to combining multiple agencies within one TMC, such as the transportation agency and the public safety agency. Improved cooperation and coordination can be achieved, particularly for incident management response and processes, when staff of both agencies are within one physical facility. Other advantages include:

· Efficiency and Cost Savings – Multi-agency TMCs eliminate duplication and overlap in construction and maintenance of facilities. Furthermore, compatible and integrated systems (e.g. Integrated CAD) allow agencies to share costs for new purchases and upgrades.

· Improved Communications and Working Relationships – The collocation of staff of multiple agencies into a common facility facilitates information exchange, elevates trust and understanding, and strengthens partnerships, thus enhancing operations, emergency response and activities. Agencies begin to consider the impact of their activities on the missions of other agencies.
Disadvantages include the fact that agencies may need to compromise some on their individual desires as to the management of traffic in order to accommodate their partners. Implementation of a multiple agency TMC carries with it a significant, sometimes cumbersome, process of garnering buy-in and formalizing intergovernmental agreements with each of the participant agencies. Agreements are necessary to define the operational, resource sharing, personnel, systems, and institutional integration arrangements of the partner agencies. 

4.3
Operating Mechanism
One of the most important elements of a TMC Business Plan is a staffing and operations plan. Adequate staffing of the TMC enables effective operations. Without adequate staffing and operations provisions, the full benefits of the TMC will not be realized, which diminishes the capital investment in the TMC and the associated infrastructure.
The first TMCs were operated by staff of the owning jurisdiction; however, many agencies found it difficult to staff and train personnel to effectively operate the TMCs and the associated systems. Intelligent Transportation Systems require several specialized disciples outside of those normally found at a transportation or traffic engineering department.   These include software engineers, communications technicians, system administration personnel, and database specialists.
To address this issue, some agencies outsource the TMC operations to private companies. In other cases the outsourcing of TMC operations has been to a private-sector advertising or broadcasting company that utilizes the TMC data as part of their business of distributing traveler information along with the advertising they sell. Some of these business models have included sharing advertising revenue with the agency owning the TMC.  

This section describes some of the advantages and disadvantages of each of these models.
4.3.1
Public Agency Staffed and Operated Traffic Management Centers
The first option that is usually considered is to staff and operate the TMC with personnel from the jurisdiction and agency that owns the TMC. This requires hiring personnel that have the skills or interest in the “operation” of a traffic management center. These skills are not necessarily present within an organization or even covered in existing job descriptions or training programs. Complicating the task, there can be policy or budget restrictions at public agencies that prevent them from hiring new full time employees. This places the agency with responsibility for operating the TMC at a great disadvantage when they are expected to perform the operating function with existing personnel positions and within existing budgets. Any new business plan for a public agency staffed TMC should include new staff positions, adequate training and budget to support the TMC operations.  
Advantages: From an operations perspective, a staff comprised entirely of public-agency employees is ideal.  A unified personnel management system makes it easier to establish and maintain team cohesiveness.  Furthermore, using their own staff develops a greater sense of ownership of day-to-day as well as emergency operations.
A public agency staffed TMC has the advantage of close, hands-on operation by the agency. The owning agency knows best the objectives of the operation and consequently has the opportunity to fulfill the objectives. If the operation is outsourced, then these objectives have to be clearly communicated to the entity selected to conduct the operations. 

Some agencies have attempted to share technical staff with other public agencies that have similar needs. 
Disadvantage: In today’s economic environment, many agencies around the country have a difficult time in finding, training, and retaining the talented staff that is required to operate and maintain their ITS.  The recruitment and retention of experienced staff is difficult with private-sector firms offering higher salaries to personnel with similar qualifications. 
Furthermore, the public agency is at a disadvantage, in that receiving approval for new full time employees can be a major obstacle. Obtaining budget approval for “operations” is outside the current norm of most transportation agencies. In fact, the budget often has to come from the maintenance-related budget where it must compete with road and bridge repair needs.  
4.3.2 Private Sector Contract Staffed and Operated Traffic Management Center
When agencies find it too difficult to adequately staff their TMCs with their own staff, they often turn to outsourcing and contracting for the staff. An agency may contract out a portion of the TMC staff, just one or two positions, or the agency may contract the entire TMC operations to a private company.  
A typical contracted operation involves the private company providing the operators for the TMC and in some cases, providing traffic engineering staff support. In most cases, the private company supervises the operators; however, in at least one case, the private operators are supervised by the public agency staff. This provides more public agency control over the operations of their transportation network. The Utah Department of Transportation TMC in Salt Lake City is a good example.
Advantages: Outsourcing allows the agencies to specify the qualifications of the staff that are needed and to place the responsibility for hiring and training the staff on the private company. It may be easier for a private-sector firm to fill vacancies with appropriately skilled personnel as well as to remove poorly performing employees.
It is often easier for a public agency to “find” the money for contracted operations staff rather than to receive approval and budget to hire their own staff. By packaging outsourced staff as a ‘project’ with a fixed contractual amount and termination date, agencies may be able to receive funding through the regional transportation improvement program. 
Disadvantages: While outsourcing offers some solutions to the types of staffing problems noted above, it does have inherent disadvantages.  Outsourcing introduces contractual issues, and the required administration, oversight, and performance measurement of the contractor.  Outsourced staff may tend to have higher turnover rates than would be found with in-house staff.
The City of Tucson, Arizona is an example of a successful public-private partnership contracting mechanism – a traffic and news reporting organization is partnered with the City of Tucson. City, county and state traffic engineers in the Tucson area recognized the need for a more coordinated approach to transportation operations – the first step towards which was the procurement of a common traffic signal system. Next, stakeholders began working towards a common TMC facility, but lacked funding.   Recognizing that video and traffic information have value to private industry, they contracted with a private-sector traffic and news reporting organization to receive exclusive right and use of the video images and traffic information.  
In exchange for the use of all the traffic information in the TMC, the City of Tucson receives (2):

· Full remodeling of the computer center and Traffic Engineering Division offices;
· Flight time for City staff to observe traffic conditions and or other transportation issues;
· Prime time commercial slots for peak-hour transportation announcements;
· Percentage of sales of video data;
· Special air support to transportation, law enforcement, fire and emergency storm response crews; and
· Personnel to monitor and operate the control center.

This arrangement provides a significant financial advantage for the city.  Key to the success of the private company is their exclusive right to the video and data received at the City of Tucson TMC.  
4.2 Examples of TMC Business Models
Table 4-1 presents examples of each of the TMC models discussed in this chapter.
Table 4-1 – Examples of TMC Business Models
	Traffic Management Center
	Geographic Area
	Number and Type of Agencies
	Operating Mechanism
	Unique Attributes

	City of Anaheim, 

Anaheim, CA
	Single jurisdiction in large metro area
	1 Agency
  City of Anaheim
	Public sector operated
	· Special events with Disneyland, Anaheim Angels, Ducks etc.

· Great working relationship with private sector or special event promoters

· Adaptive signals

· Arterial DMS and CCTV

	City of Tucson,

Tucson, AZ 
	Multiple jurisdictions in metro area
	6 Agencies

City of Tucson, City of South Tucson, City of Marana, Town of Oro Valley, Pima County, ADOT
	Public-Private Partnership


	· Concessionaire agreement

· Single traffic signal system and freeway management system operated by city

· After hours to ADOT TOC

· Arterial CCTV

	INFORM,

Long Island, NY
	Regional 
	1 Agency 
NYDOT
	Contracted operation
	· Freeway and expressway

· Highway “HELP” Vehicle Dispatching

	FAST, 

Clark County, NV
	Regional in metro area
	6 Agencies 
NDOT, Cities of Las Vegas, North Las Vegas, Henderson, Clark County, Highway Patrol
	Separate public sector operating entity
	· Cost sharing between agencies

· Freeway and arterial management
· Single signal system

· Collocated with Nevada Highway Patrol

	Caltrans, District 12, Orange County, CA
	Regional in large metro area
	2 Agencies

Caltrans, CHP
	Public sector – DOT
	· SHOWCASE priority corridor interconnectivity

· Freeways only

· Regional TMC’s statewide (peer-to-peer)

	Caltrans, District 5, San Luis Obispo, CA
	Regional in rural district
	2 Agencies

Caltrans, CHP
	Public sector – DOT
	· Rural TMC 

· Regional TMC’s statewide (peer-to-peer)

	ADOT, Phoenix, AZ
	Regional and Statewide
	1 Agency
ADOT
	Public sector – DOT
	· Private sector collocation

· Daytime, freeways – regional; after hours – statewide, state routes

	MNDOT, Minneapolis, MN
	Statewide
	2 Agencies

MNDOT, MSP
	Public sector - DOT
	· Freeway management, Minnesota State Police, and arterial management collocated
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The State of New York Department of Transportation operates the INFORM Traffic Management Center.  The Center controls nearly 320 centerline miles of freeway, major arterials, parkways and expressways in the Long Island region, providing 24 hour, 7 days a week operations, 365 days a year.  The primary missions of INFORM are to identify traffic congestion and incidents likely to cause congestion, and to provide information to motorists and incident management.
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