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Introduction and Background
The purpose of this report is to document best practices, lessons learned, innovative ideas and general state-of-the-practice for towing and recovery as it relates to quick clearance of highway incidents in the United States. The primary project activities included a survey of towing practices and a scanning tour of selected facilities and operations.

The goal of the survey was to determine the state-of-the-practice in the towing and recovery industry in the United States. Results of the survey were utilized by the project team to determine potential tour sites based on best practices and/or innovative programs. The information gathered from the surveys and participation in the scanning tour, along with information gathered from a 2005 tour of European towing practices and from other sources, is presented here. The report also summarizes best practices, lessons learned, and innovative ideas from the surveys and scanning tour.
Towing Survey
To gather data on towing practices and in preparation for the scanning tour of towing programs, a survey was distributed to select state departments of transportation, and law enforcement agencies throughout the United States, and to other highway agencies and towing companies in the I-95 Corridor. Surveys were distributed to the agencies and were followed-up with telephone calls and emails to ensure completion by appropriate personnel at each agency. The agencies responding to the survey were:
Survey Participants

Colorado DOT

Florida DOT

Florida Turnpike Enterprise
Indiana DOT

Maricopa Association of Governments (Phoenix, AZ)

Maryland Transportation Authority Police

Massachusetts Turnpike

Minnesota State Police

New Hampshire DOT

New Hampshire State Police

New Jersey State Police

New York DOT

New York Thruway Authority

North Carolina DOT

Pennsylvania DOT

Pennsylvania Towing Association

Tennessee DOT

Virginia DOT

Willow Spring Towing (Northern VA)

Summary of Survey Results

The survey responses indicated that many states and agencies see incident clearance as a major issue on the interstate system and they are responding through various regulatory efforts. Rules for expediting clearance are found to be implemented through all levels of government with a wide variety of supervision and regulation. Many state legislatures have passed quick clearance legislation as a first line of defense against traffic delays after an incident. Through this legislation, agencies are afforded a liability exemption for property damage. Many states include this exemption for tow operators as well as for emergency responders.

Other policies may be set by each agency or local jurisdictions and are typically related to actual roadway response procedures, requirements, and payments. Roadway response policies include rules about which agencies are permitted to contact or dispatch tow companies to the incident, how tow companies are dispatched, and safety actions required once a truck is at the scene. Those items were addressed in the survey, the results of which are as follows:
Table 1 - Survey Results
	Survey Question
	Responses (19 Total)

	Quick Clearance Jurisdiction

	9 Yes of 14 responding states

	Wrecker Allocation Type
	5 Zoned contracts

3 Rotation for pre-qualified companies

	Required Driver Training
	5 Yes

	Wrecker Qualifications – Special Equipment on Trucks
	13 Yes

	Wrecker Qualifications – Cones/ Traffic Control Devices on Trucks
	11 Yes

	Wrecker Qualifications – Driver Certification Requirements
	10 Yes

	Wreckers May Use Medians/ Shoulders
	15 Yes, some with conditions

	Wreckers Attend TIM Meetings
	4 Yes

3 Encouraged to, but not required

	Wreckers Must Set Up Traffic Control Devices
	9 Yes, combination of cones and/or flares

	Measure/Track Incident Clearance Times

	10 Yes of 15 responses

	Lane Clearance Incentives
	2 Yes

	Disciplinary Actions – Milking Jobs
	12 Yes

	Disciplinary Actions – Failure to Expedite Lane Opening
	6 Yes


The results from the surveys determined which agencies to contact and to focus attention on for innovative ideas and best practices. The participants are discussed further below.

The agencies that manage towing programs in the United States range from local city police departments up to and including state departments of transportation. The basic goals of any towing program are determined by the agency that manages the program and that agency’s mission. The DOT goals are generally based more on economics and keeping traffic moving, while police agencies are focused on enforcement and public safety. It should be noted that all agencies are concerned with safety of the motorist. The costs associated with these programs vary widely; some programs are simple rotational lists, while others involve numerous employees conducting tow company inspections and monitoring. Additionally, some programs, such as the one run by the New York State Parkway, generate revenue for the State from quarterly fees collected for an “exclusive” zone or segment of limited access roadway. 

In one state where both the DOT and a towing agency responded, they provided different answers to some of the survey questions related to regulations. These differences in responses point out that not all responders are aware of the policies in their region/state. Improvements for this type of situation are relatively easy and require improved communications between the transportation agencies and the towing agencies.
Industry research was also conducted as part of this study to describe in detail the state-of-the-practice from the perspectives of the private sector and the towing firms, as well as to evaluate private practice versus the public administration and to determine if there are any conflicting goals/objectives that could influence the towing practices of the industry. 

The project team looked at the three basic types of towing services; Light duty, Medium duty and Heavy duty. The team also looked more deeply into the heavy duty towing services provided by “standard” heavy duty towing equipment vs. the use of more customized tow trucks, called “Rotators” for towing and recovery operations associated with quick clearance and general practice. A rotator is a custom tow truck that has a towing boom set up like a crane and can turn 360 degrees on a pivot in the bed of the truck. The best types can also move forward and backward inside the bed of the truck.
This investigation led the project team to look at  the private sector towing business from the perspective of the towing firm and how towing program policy can and does influence how towing and recovery is practiced daily on the interstate system along the I-95 corridor.

Innovative ideas are those that have been implemented by a few agencies, but have been successful. These ideas might be simple policy changes that have been implemented by other states or may be from other countries and not yet implemented in the U.S.

Scanning Tour
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Once the survey responses were received, the scanning tour participants and sites were selected. The tour participants were selected based on several factors, including the ability of the person to attend, the person’s individual level of interest in the program, their agency’s endorsement of the individual’s participation, the feasible size of the potential tour group, and the experience and information that the individual could bring to this effort. The tour group was kept relatively small so that the best interaction between tour participants and tour site staff could be maintained. The following is a list of the scanning tour attendees.
Tour Participants

See Figure 1, left to right:

Cliff Conklin, Telvent Farradyne Inc.
Paul Johnson, Pennsylvania State Towing Association

Brian Purvis, North Carolina Department of Transportation

Gay Rochester, American Towing Alliance

Hank Whitmire, North Carolina State Police

Jeff Fox, Virginia Department of Transportation

Peter O’Connell, Towing and Recovery Association of America

Norman Pollitt (not pictured), New Jersey Turnpike Authority, Garden State Parkway Division – partial tour
Selection of Sites

The selection of the tour sites was based on the survey responses. Agencies were not considered as a potential tour site if no response was received to the survey.
After review of potential sites and their programs, four were selected as representative of innovative programs and opportunities for sharing information. The states of the selected agencies have quick clearance laws and the agencies typically have more requirements for wreckers than other agencies. 
The following sites were screened and selected to participate in the scanning tour.

1. Maryland Transportation Authority (MdTA), Baltimore, MD: The MdTA is responsible for the operations and maintenance of all toll facilities, including roadways, bridges, and tunnels within Maryland. The MdTA Police have jurisdiction over the facilities and work closely with the operations personnel.

2. Tumino’s Towing, Ridgefield Park, NJ: This company, a Towing and Recovery Association of America Member, is a preferred service provider for the American Towing Alliance, and was willing to provide an industry perspective on the major issues of highway towing.

3. New York State Department of Transportation (NYSDOT)/ New York State Police (NYSP), Hawthorne, NY: The NYSDOT/ NYSP facility is located at the Hudson Valley Transportation Management Center (TMC) in Hawthorne, NY. This site houses both the TMC and the NYSP Troop K for the Hudson Valley Region. There are dedicated state police personnel who facilitate and supervise the NYSDOT Parkway Towing Program and the I-684 NYSP Towing Programs.

4. Florida’s Turnpike Enterprise, Orlando, Florida: The Florida Turnpike Enterprise operates and maintains 455 miles of roadway across the state from 2 centralized TMCs. The Turnpike works closely with the Florida Highway Patrol and tow operators. There is a 90-minute goal for incident clearance of travel lanes and a statewide Move-over Law. This site included a trip to a participating towing firm, Johnson’s Wrecker Service, which is also located in Orlando.  

Tour Findings
The tour hosts provided a great deal of information regarding their towing practices and programs. These findings provide an array of effective policies, programs, and activities in place and in use.  

Maryland Transportation Authority (MdTA), Baltimore, MD

The Maryland Transportation Authority (MdTA) manages and operates seven toll facilities within the state of Maryland. These facilities are composed of four bridges, two tunnels, and a 50-mile stretch of I-95 north of Baltimore. The operational goal for the agency is to keep traffic moving, therefore, vehicle towing is integral, especially at the bridge and tunnel facilities where shoulder space is limited. 

The scanning tour trip to the MdTA facility provided information on their program and insights into the governing codes in the state of Maryland. The MdTA has established a tow company call-out list and freeway service patrol (FSP) programs. 

[image: image1]
Figure 2 - MdTA Courtesy Patrol Vehicle and Tow Truck

Regulations/ Program Administration

· The MdTA towing program has a management staff of two people.
· Code of Maryland Regulations (COMAR), established November 7, 2003, sets direction for the program, including defining required equipment and rates. Additional information can be found at https://www.dsd.state.md.us/comar.
· There are no rules in COMAR that require a rotational list be used for the towing program.
· The dispatcher determines which tow company to call from the call-out list. There are usually two approved companies per zone, though the staff would prefer that there be only one per zone. 
· Transportation officers do not have training in which type of wrecker to call; they only report the vehicles involved in each incident.
· Tow Agreements have a duration of five years and start on July 1. Once a term has started, there are no new additions, with the exception of the replacement of disqualified firms.

· The MdTA does not maintain separate vehicle tow class lists. 
· Each approved firm receives validation stickers that are placed on the tow trucks used on the facilities.
· Maryland has a “move over” law in place, but there is no Quick Clearance legislation.
· Tow rates are based on vehicle classification of the vehicle being towed and these rates are currently under review to see if they should be adjusted.

Tow Companies

· A minimal amount of training is required for companies to participate in the program 

· CDL is required for the tow truck driver

· All Haz-Mat response and clean-up is done by the Maryland Department of the Environment.
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MdTA does not conduct a background check of drivers. It is assumed that each company has requirements for employment. Each company must submit a list of all drivers and update this list, as required by the agreement terms.
· Crashed vehicles on any of the facilities must use an approved firm, but disabled vehicles have the option of using another firm at the owner’s request.
· All tow firms use the MdTA radio frequency for coordination.

Incident Response

· There is a 30-minute response rule and a company with 1-2 missed calls in a month can receive a 30-60 day suspension.
· Staging areas near each facility are available so tow trucks are on-site and ready for quick response.

· Tow trucks can use shoulders and cross-over areas to respond.
· The MdTA uses motorcycles for easier access to tunnels during congested periods. 
· Each facility has mile markers for quick, accurate scene location

· A Courtesy Patrol is also utilized, with an average response time of 5 minutes

· MdTA Police Officers complete any required paperwork while waiting for wrecker to help the incidents clear more quickly.
· Incident debriefings take place for events of higher magnitudes. Tow companies are starting to participate more than they had previously.
Tumino’s Towing, North Ridgefield, NJ
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Tumino’s Towing is a private company located in North Ridgefield, NJ. Tumino’s is a family business with 3 locations and 50 employees, whose positions include accounting, maintenance, dispatch, and driver functions. They own and operate 52 vehicles (multiple types) and provide towing services for all incident types in North New Jersey. For additional information, see http://tuminostowing.com/.
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Tumino’s is involved in the national towing entities, Towing and Recovery Association of America (TRAA) and American Towing Alliance (ATA), and the state association, Garden State Towmen’s Association (GSTA). Ms. Gay Rochester, of ATA, and Mr. Norman Pollitt, of the New Jersey Turnpike Authority (NJTA), also presented during the scanning tour visit to Tumino’s Towing. Ms. Rochester discussed training and incident management issues, Mr. Pollitt presented information about the NJTA’s Courtesy Patrols.

Tumino’s Towing Activities and Policies include:
· Use of an automated dispatcher system similar to a police computer aided dispatch (CAD) called “In-Tow,” which has basic reporting functionality for performance measurements. Additional information can be found at http://www.onscene-solutions.com/index.htm.
· Two (2) dispatchers are needed 24 hours per day to meet call volumes.
· Abandoned cars may sit on the tow lot for up to a year during the legal transfer/salvage process.
· Driver training is important for Tumino’s. An example of the benefits of this training occurred the morning of the tour. During a bus recovery, the tow truck driver knew how to properly drain the air bags on a bus, which allowed the bus to be lowered and then simply driven out from under the bridge where it was stuck.

· Tumino’s conducts employee screening during the hiring process.
· Tumino’s has a very low turn over of senior-aged drivers who work Monday-Friday, but there is higher turnover on the night and weekend shifts.
· Each driver has an assigned truck, which may cost more to the firm during off-hours, but increases the response time. This also contributes to trucks having a longer lifespan because they are working fewer hours.

· Tumino’s staff developed a device that chocks a bus wheel in response to an incident that resulted in the injury of a tow truck driver. The bus he was responding to rolled unexpectedly. This device will prevent that in future incidents.

· Tumino’s recommendations include:

· Avoid the use of part-time employees, except when necessary.
· Buying the same make and model truck to maintain continuity in training, maintenance, and parts inventory.
· Utilizing wireless taillight bars for the towed vehicle to save time, since no wires are needed to hook up the vehicle.
· Having special equipment and procedures for heavy recovery efforts, including electric pallet jacks, empty box and flat bed trailers for salvage efforts (1 flatbed set up for hauling railroad cars), portable light sets for use at incident scenes, and dedicated forklifts and front end loaders.
TRAA Discussion
· New Jersey towing companies participate in training conducted through the GSTA to help keep costs down. This is a “train the trainer” type program, so firms typically send a lead driver to the GSTA training. This driver conducts training with fellow employees later.
· It was suggested that additional communication and training between law enforcement and the towing community would be beneficial.
· Towing firm participation in incident management and performance assessment meetings, conducted with first responders, would provide important input and feedback to improve future incident clearance.
NJTA Discussion
· The NJTA has a Courtesy Patrol, which includes several tow trucks. Their responsibility is the interstate system.

· Local towing firms are concerned that the Courtesy Patrol tow program may impact revenue.
· Several towing firms are now building service patrol fleets to participate in service patrol contracts.
Hudson Valley Transportation Management Center,  Hawthorne, NY

The Hudson Valley Transportation Management Center (HVTMC) provides traveler information for drivers in the New York counties of Columbia, Duchess, Orange, Putnam, Rockland, Ulster, and Westchester. The center is jointly operated by the New York State Department of Transportation (NYSDOT) and the New York State Police (NYSP). In addition to the TMC operations and a Courtesy Patrol program, the Highway Emergency Local Patrol (HELP) operates from the facility and a zone-based towing program is utilized.

Parkway Towing Program
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The Parkway Towing Program was created by the NY Parkway Commission (NYPC) in the 1950s. This is a zone-based, franchised, high-bidder type contract for towing and motorist assistance services.

· This is a one-towing-firm-per-zone program, which is based on one-year contracts, with the potential of a one-year extension. There are annual equipment and facility inspections requirements.
· The NYSP does not have a training requirement for towers.
I-684 Towing Program
· I-684 has a towing program that is one year old. There are new policies and it is under new management.
· Initially, there were a high number of motorist complaints, but it is settling out to approximately five complaints per month, compared to about one per month for the Parkway Towing Program.
· This program was created by combining portions of the Parkway Towing Program and the NY State Thruway Program.
· There is now a towing advisory committee that holds semi-annual meetings.
· The Program uses a rotational list system and has multiple pre-approved tow firms per zone. Dispatch is according to a Computer Aided Dispatch program. Any vehicle owner requests for a specific firm are not counted in the rotation.
· There are two rotation lists per zone for heavy and light duty towing.

· Dispatchers are equipped with a TRAA vehicle class description sheet to use as an aid in calling for an appropriate tow truck.
· Tow firms must complete Traffic Incident Management (TIM) Training requirements to be included on the list.
· The majority of complaints heard from towing firms are “Ghost vehicle call outs,” when they are called to a vehicle that is not present.
· The I-684 Towing Program was awarded a “Best Practice” award from the NYSP Division Headquarters.
· Only response time is measured. There are currently no other highway performance measurements for this program.
HELP Program

· The HELP Program is a freeway service patrol program that provides several free services to stranded motorists. These services include: battery boose, flat tire change, water, etc. during morning and evening rush hour periods, Monday through Friday. The operators also provide incident management activities and traffic control at incident scenes. The program is outsourced and operates with two-year contracts, with a possible two-year extension. 
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All HELP trucks are equipped with Mobile Data Terminals (MDTs) that have CAD access. This allows drivers to run license plate queries and for the dispatcher to get the results. The license plate queries are permitted for HELP driver safety.
New York State Police Coordination

· The NYSDOT funds the NYSP Staff positions that are co-located with the HVTMC.

· The NYSP are not able to run background checks on vehicles or drivers and they feel this is hindering their performance ability. Discussions are now taking place on this issue.

· There is no quick clearance legislation in New York, but this is not seen as a problem or issue.

· There is no fender-bender law.

· There is no “Move Over” law in New York.

· There are no pre-defined multi-agency incident management (IM) teams that have either regular or post-incident discussions. There are sometimes incident-specific teams.

· A report is regularly produced that defines beat/zone call volumes and performance measures.

Keys to Success
· Training
· Communications
· Education / Team work for dispatchers
· Keys to success, concepts to consider when defining a towing program:
· Response time (i.e. is 30 minutes effective and achievable?)
· Are there other performance measures that, when tracked, would provide insight to possible improvements (i.e. arrival/departure times, etc.?)
· Data monitoring and collection can provide needed information for measuring performance. It is important to determine who monitors and tracks the data.
Florida’s Turnpike Enterprise, Orlando, FL
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The Florida’s Turnpike Enterprise (FTE) has two TMCs, one at the Turkey Lake Headquarters and the other at the Turnpike Operations Center in Pompano Beach. The scanning tour visited the Turkey Lake Headquarters and a partner towing company in the Orlando area. The FTE operates all roadways on a 24/7 basis. Operations include control, monitoring, operating, and managing traffic along the Florida Turnpike.

The FTE is a blended agency, a public agency that is run like a business enterprise. There is a service patrol program, the Road Ranger Program, which is sponsored by State Farm.

· Florida has a move-it law and fender- bender program.
· The FTE has five performance measures for scene management during incidents:
· Safety
· Service
· Speed
· Financial Soundness
· Staff

· The Operations Staff uses three levels to denote the severity of incidents – Levels 1, 2, and 3. These are based on the severity of the incident and expected duration.
Rapid Incident Scene Clearance (RISC) Program 

· The RISC Program is in addition to the existing heavy/light duty rotational towing system. The first-in-the-nation program supports the State of Florida’s Open Roads Policy, which set a goal of 90 minutes, starting when the first officer arrives on scene, for safe clearance of a major incident from the travel lanes. RISC is a segment-based program with an open bidding process. Each towing firm must have heavy-duty towing capabilities. 
· RISC Equipment and program requirements include:

· 1 - 75 T Rotator truck
· 1 - 60 T Rotator truck
· 1 - Traffic control truck used for hauling cones, barrels, barriers, etc.

· 1 - Special equipment trailer with Bobcat loader

· 5 - 6 people per call, which includes lane closure/ traffic control personnel
· Maintenance of Traffic (MOT) equipment 

· Certification in MOT and Flagging
· Incentive based, so work is by the hour, not the pound.
· Incident goals are to:

· Respond to incidents within 60 minutes of activation, as received from FTE, though this may be decreased soon.

· Clear all incidents from the roadway in 90 minutes or less, once the scene is turned over by the Florida Highway Patrol to FTE and NTP is received by the tow firm from FTE.
· The plan is to have automatic vehicle locators (AVL) on all Road Ranger and wrecker vehicles.

· Program payment is performance-based with incentives and disincentives for actions. The current rate structure is a flat fee of $2500 for an incident requiring base-level equipment and MOT or $3500 for an incident requiring special equipment. For any incident clearance beyond 180 minutes, there may be a fee imposed on the tow company of $600 plus $10 per minute beyond 180. This fee is at the discretion of the FTE representative on-scene.
· Blocked lanes on the turnpike create lost revenue. The turnpike had $650 million in revenue in 2005 and paid $300 thousand in incentives.

· On fatality investigations, photogrammetry, a method of recording the incident scene in pictures for location measurements, is used for documentation and the medical examiner is involved at the scene.

Florida Open Road Policy
· The Florida Open Road policy is used jointly by the Florida Department of Transportation (FDOT) and Florida Highway Patrol (FHP). Additional information can be found at http://www.fhp.state.fl.us/PhotoGallery/PG091003.htm. 
· These agencies use the dispatcher module of the Georgia NaviGAtor software, which was renamed “Sun Nav.”

· FDOT uses the “Sun Guide” operations software originally built for the TransGuide Center in San Antonio, TX.
Road Ranger Courtesy Patrol

· There is a dedicated radio system for the Road Rangers.
· State Farm sponsors the Road Ranger Courtesy Patrol, providing 10-15% of the program’s funding. This sponsorship has been extended for two years to 2008. 
· The patrols have been operating on a 24/ 7 service timeframe since September 2006.
· There are currently 15 Road Ranger zones, 13 are monitored with courtesy patrol trucks and, due to ongoing construction, 2 zones are patrolled with tow capable trucks. 
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Figure 9 –FTE State Farm Sponsored Safety Patrol Vehicles

· Martin Petro, which also manages the turnpike service plaza/ fuel stations, provides the drivers for the patrols. Payment is on a per truck per hour basis.
· Martin Petro also answers AAA calls, but will charge AAA for the tow. They also use Citgo trucks for these incidents and not the Road Ranger trucks.
· The average response time is 18 minutes for the Road Rangers.
· Tow trucks are used as Road Ranger vehicles between mile markers 50-59. These tows are provided to a “safer” location. The motorist must then get another tow from there.
Johnson’s Wrecker Service
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Johnson’s Wrecker Service conducted a recovery demonstration to illustrate the capability of heavy duty towing equipment during the scanning tour. They showed how a “rotating” tow truck could be positioned to quickly recover a truck that “rolled over” onto a passenger car.

· Johnson’s is part of the Quick Clearance rotation for the FTE. They use longer term employees for these assignments.

· Johnson’s provides heavy rescue demos to public response agencies. The City of Orlando Fire Department was participating in training on the same day as the tour.
· Although they will work while the nearby traffic is moving, they would prefer for the traffic to be stopped when a major recovery effort, such as a recovery roll, is taking place.
· The hardest part of the response effort is just getting to the incident scene.
· Johnson’s has a fleet of 50 trucks of varying types and sizes.

· Johnson’s uses the “Tow Truck” software program for vehicle dispatch.

Best Practices/ Lessons Learned
The following observations and recommendations are the result of the towing program survey, scanning tour, and industry research. While it is not the goal to make one program the model to which all others must adapt, there are many observations and recommendations provided that could be implemented to improve local programs within the I-95 Corridor.

The importance of implementing a solid towing program can be summed up by one simple quote heard on the tour - “getting to the scene is the hardest part of the job.” Improvements must be made toward developing methods to get tow trucks to the scene faster, thereby improving clearance time.
The industry best practices/lessons learned are organized by the main categories of:
· Policies and Legislation

· Program Management and Oversight

· Tow Companies and Qualifications

· Incident Response and Scene Management

· Post Incident Activities

· Equipment Recommendations and Other Tools

· Training and Certification

Policies and Legislation

States are recognizing that incident management policies and legislation are essential to developing effective and uniform procedures. The following policy and legislative highlights are noted:

· Quick Clearance Policy – the objective is to get the incident scene cleared as quickly and safely as possible by whatever means necessary to get traffic moving again. The primary benefit is safety which is increased by limiting responder and other travelers’ exposure to potential secondary crashes. The secondary benefit is to the economy, where just-in-time delivery is a common manufacturing industry practice and delays result in significant costs to the carrier and, ultimately, to the consumer.

· Fatal Crashes require extended investigation and can have significant legal issues associated with the investigation’s outcome. In these instances, it is beneficial for the legal system to be familiar with investigation technology.

· Move-it Laws – This legislation enhances quick clearance policies and requires that motorists involved in incidents move their vehicles to the shoulder if there are no serious injuries at the crash site. This goal, again, is to keep traffic moving and improve safety.

· Public relations campaigns should be implemented to inform travelers of move-it laws for fender-benders.  
· Agencies should consider placement of “Move-It” signs near high crash locations.
· Towing Association Roles – National, state, and local towing associations and other such entities are the voice of the towing industry in many areas and work with their members on towing related issues. The major associations are now engaged in discussion with the I-95 Corridor Coalition and with governmental agencies on best practices and other issues related to towing and recovery. These discussions are an important part of the overall incident management strategies, by allowing the industry to provide input on equipment and training requirements to government regulators and policy makers. This also helps the industry by providing unified training opportunities. 
· Employee Turnover and Retention – The retention of good employees is important to both the public and private sector. Training and retaining employees can form the basis of an excellent incident management team that works quickly and effectively together to clear highway incidents because they know and understand each other’s roles through repeated interaction and joint training opportunities.
· Partnership Creation and Management – The creation of partnerships is the basis for teamwork and cooperation. The formation of teams, conducting joint meetings, participation in advisory boards, and promotion of “Champions” is very important to the continued success of incident management programs. The I-95 Corridor Coalition is a great example of agency partnerships working together for the common good.

· Insurance Industry Involvement – Insurance agency endorsement of incident clearance laws is essential to the process. Insurance agencies need to be educated about the benefits of quick clearance and should be involved in discussions about “fault” when it involves highway crashes, especially minor secondary fender-bender type crashes. The industry should allow drivers, in the event of a fender-bender, to move their vehicles out of travel lanes, without penalty, to exchange information or wait for a police officer so traffic can keep moving.

· Auto Club Involvement – Auto Clubs communicate directly with stranded motorists and can have an impact on traffic flow. Keeping auto clubs, who communicate with their members through newsletters and websites, involved in policy development and aware of legislation is beneficial to all parties. There is a need to allow agency tow trucks or freeway service patrols to relocate their auto club members to a safe location for follow up assistance. The familiar saying – “I’m waiting on AAA” means that a motorist must sit on the side of the road waiting for an auto club tow firm when they could have been relocated off the highway to a safer location to wait.

· Regional Evacuation Planning is now a hot topic in the public agency arena because of the lessons learned from hurricane evacuations in the southern U.S. These lessons are being applied to other types of events, such as a terrorist action in a major city, where people need to be moved quickly and safely. The towing and recovery industry should be brought to the table for these discussions so they can be a player in the evacuation and can suggest effective methods of staging equipment to quickly clear blockages and help keep traffic flowing.

Program Management and Oversight

Once policies and legislation are in place, solid program management and oversight ensure the enactment of the laws and approved programs.

· Various program types are used throughout the industry. The organization type used should be dependant on the needs of the agency and the regional towing atmosphere.

· Time-based recovery methods are not always the best option to use, especially in heavy recovery operations where pricing/ payment is based on length of time and not on quick clearance. Time-based measures are good, however, in terms of initial response times.

· Incentive fee-based towing programs do work; a prime example is the Florida Turnpike, where incentive fees for quick clearance of lane blocking incidents save time and money for those caught in the back up. The incentive is paid for by the public agency. A similar program is being implemented in Atlanta to see if it can be applied in a city environment.

· Most rotational lists have a base set of standards to get on the list and generally, companies are only removed from the list if there are complaints. This can create an administrative burden on the public agency since the list could be considered an “endorsement” of that firm. The best method for creating rotational lists is to limit the number of firms, renew it on a regular basis, and maintain a set of minimum standards that will keep out the worst firms and reward the better ones.

· Towing zones, when used, should be defined based on known factors. Crash frequency, location of most towing firms that would respond, traffic congestion levels, and travel times within the zones (peak and off-peak times) to meet 30 minute or less guidelines must all be considered by the agency that is responsible for setting up the zone(s) in the area.
· Pay-by-the-pound is an alternative to the more traditional, time-based recovery methods. This rate structure is based on the weight of the vehicle(s) and the loads to be removed from the scene. There may be additional incentives for extraordinary conditions, such as hazmat events or the use of specialized equipment.
· The development and maintenance of separate towing class lists for different types of towing and recovery are useful and have been successfully utilized in many places. There does not appear to be much interest in a third, medium duty list.

· Public Agency Staffing – Both the towing industry and the public agencies involved in this tour agree that the public agency must provide the necessary staff for the program. If the agency requires that towing firms pass an inspection prior to working on the road, the agency must have staff available to conduct the inspections, etc.

· Public agency personnel, while working in the public interest, must remember that the towing firm they rely on is a for-profit business that must make money in order to stay in business. The lesson learned is to work with the towing firms to learn how costs for labor, fuel, insurance, equipment, etc. can impact business decisions.

· As an example: A regulated towing program in a rural area of interstate requires that firms utilize a rotator. The rotator costs the towing firm $500,000 to $750,000 to purchase and with a loan on that equipment results in a large monthly payment. If that towing firm does not have other means to deploy that rotator than crash scenes, then that firm will be motivated to earn their monthly payment at every opportunity and not clear the road quickly. This can result in long delays and loss of revenue for others, but the towing firm can make the payment that month. It has been stated that the vast majority of towing vehicles available at repossession auctions are rotators and for this very reason.

· Towing Boards are not widely used, but may be organized at a state or local level to serve one or more of several typical purposes. 
· Advisory boards consist of towing professionals that advise state and local governmental officials on issues involving the towing industry.

· Review boards are agency groups that function to review performance of tow firms involved in agency towing programs.

· Arbitration boards would consist of towing professionals, agency representatives, and emergency responders and are called together to serve as final arbiter of rate disputes between agencies and tow firms. Consideration must be given to the composition of the board to guarantee both sides of a dispute are treated fairly.

Tow Companies and Qualifications

· CDL Requirements – Commercial Driver’s Licenses are required for tow truck drivers. This insures that the driver knows how to safely drive and operate the tow truck.

· Pre-Qualified Firms – This is related to administration of state or local towing programs where the agency has required that, in order for towing firms to participate, they must agree to and pass all requirements, such requirements may include training and certification on proven responder operations, before they will be allowed to tow for that agency. 

· Rotational Lists – The common method of operating a towing program has been the “rotational” list where all towing firms that want to tow for an agency get added to a list and then are called from that list in a prescribed order. This process, in general, is not viewed to be a best practice, unless it is used with pre-qualification of the towing firm to make sure the agency is only getting and using the best firms available.
· Stage/Pre-Position Equipment – The concept of staging equipment is to take a tow vehicle and driver and position them in a location where they can quickly respond to an incident. This concept is best used in urban areas and for limited coverage zones/times, such as during rush hour at toll plazas and bridges. The best practice takes this a step further and applies it to rural areas where incident recovery equipment can be located at highway maintenance facilities for quick access to local responders. Normally equipment trailers loaded with detour equipment, cones, barrels, etc. are the norm. The FTE’s, RISC program specifies that all program firms include a Maintenance of Traffic (MOT) truck in the recovery equipment to haul these specialized items. If a local area can afford it and it is justified due to a high crash location, items such as bucket loaders and recovery sites can be staged/built near that location.
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Background check Employees and Companies – Since the towing firms’ employees are the people who interact with the public, especially when the public is “stranded,” it is a good idea to require criminal history background checks for firms that participate in agency programs. This will lower the liability risk in many cases for all involved. Further, checking of safety records and other operating factors of the company is recommended.
· Bid Process – The NYSDOT Parkway Towing Program has developed a bid process, which is unique in that it generates revenue for the state’s general fund. The parkway program has been around since the 1950s and has been refined over time. The parkways have been broken into zones and each zone is offered to bidders annually or bi-annually. The highest bidder that passes all of the program requirements is allowed to tow in that zone. The bid generally means that towing companies involved in the program are serious in the business and can afford to meet the programs standards. The business model for these firms is generally geared toward repair and auto body work, so the parkway towing work is not the sole method for these firms to survive. It should be noted that the parkways are for passenger vehicles only, as trucks and buses are prohibited from traveling on the parkways. It should also be noted that these high bid systems could result in higher tow bills to the consumer if not regulated with set tow prices. In the NY Parkway system, commercial carriers that wander onto the Parkway and are involved in an incident get charged at whatever rate the tow company chooses.

· RISC Program – This program, run by the Florida Turnpike Enterprise, is further described later in the report and a fact sheet has been provided in the appendix. The program uses a financial reward system that encourages the towing firms to quickly get lanes of traffic open. A similar trial program will be conducted in Atlanta in 2007 to determine if it works in a non-toll road environment.
· Abandoned Vehicles left along the shoulder and recovered by a towing firm are one of the biggest costs for a firm that tows cars for a public agency. Since the abandoned car’s owner must be located, there is a legal process to follow. The firm must find the last registered owner, contact them, make arrangements for payment and release of the vehicle, or get clear title of the vehicle if the owner is not found, and then dispose of the vehicle either via auction or scrapping. In many cases, this is not a profitable venture for the towing firm due to the large time commitment required and the associated labor costs. The public agencies involved in regulated programs should consider this when they set fees or timelines for storage. In New Jersey, a car can sit on the towing firm’s lot for up to one year, taking up space, requiring it to be monitored and tracked and creating the potential for a environmental clean up should fluids leak from the vehicle.

Incident Response and Scene Management

· Courtesy Patrols – Agencies should consider the use of Freeway Service Patrols (FSP) as a method to quickly locate and clear freeway incidents. The better programs include tow trucks as part of the vehicle fleet for quick removal of incidents. With open communication and clear program procedures the programs work. The best method for FSP tow operations is to remove the vehicle(s) from the roadway and leave them in a safe drop lot or other off highway location where the motorist can safely wait for the approved tow truck firm to arrive and continue the assist.

· Courtesy Patrols work well alongside towing programs. In fact, the Federal Highway Administration (FHWA) is recommending that existing courtesy patrols be upgraded to more advanced incident management teams. These patrols or teams will rapidly detect and respond to incidents and assist with clearance of the incident while providing accurate information to the towing community. One of the major benefits is that the towing firms called will know that the vehicle will be there when they arrive, eliminating the “phantom call.”

· Wrecker Dispatch – Agencies should plan to call the tow company early in the incident response so the company can get ready and, if needed, start to move toward the scene. A wrecker stuck in the traffic backup can’t help clear the incident scene. This also means that the first responders need to set traffic control to keep traffic moving at the scene and not shut down the entire roadway when they arrive on scene, unless it is absolutely necessary. It should be noted that on a three-lane interstate, closing one lane will reduce throughput capacity by 50% and closing two lanes will reduce that capacity by 80%.

· Trained Dispatchers are the key to success in many incidents since they are the common communications thread that holds the others together. By understanding the tools of the trade, such as a Towing & Recovery Association of America (TRAA) vehicle identification card, highway mile posts (where placed along the roadway), and closed circuit television (CCTV) images (where available), dispatchers can correctly send the correct resources to the correct place and, therefore, help “lengthen the golden hour” for a crash victim.  There is a 60 minute “golden hour” from the time of the crash until medical treatment begins that increases survival rates for victims.
· Wrecker Access – Allowing tow trucks to drive on the highway shoulder when responding to a call should allow them to reach the scene quicker and, therefore, help clear the scene quickly.

· Radio Communications – Allowing towing firms to use the same radio frequency as other responders provides the ability to monitor dispatchers calling units to crash scenes and the ability to quickly contact and communicate with the responding officer(s) and EMS for scene assessment and response with the correct towing equipment for the job. It is recommended that the communications should be linked to provide better direction to the towing firm, but simple Nextel direct connect can work also.
· Response Time – This performance measurement has been used for many years and has become the default standard in response times for tow firms. While this does not seem to be a long time, the 30-minute standard should be the bottom line standard, not the expectation. Response times can be reduced with training for first responders to quickly assess the scene and then know when to call for the tow for the quickest arrival. Other factors that can reduce response time are giving traffic camera video feeds to towing firms, allowing them to use/monitor the agency radio system, reduce the number or size of rotational lists to one or two firms, have responders keep traffic moving around the scene without blocking all lanes, and allowing tow trucks to drive on the shoulder to gain access to incident scenes.

· Operational Procedures provide guidelines and expected actions for all participants. This is especially important when coordinating with unfamiliar individuals and entities.
· Hazardous Materials (hazmat) spills have become an industry unto itself in many places and the clean-up firms can make a good profit from their efforts. Appropriate limits and guidelines should be set, as it can be argued that a gallon of leaked fuel is a spill clean up and not a full blown hazmat clean up. Small, non-toxic spills should be able to be done by first responders without waiting for special crews.

· Inter-personal Relationships are important factors in successful programs. Knowing the people who will respond to an incident is excellent in fostering good will and team work.

Post-Incident Activities

A complete incident clearance program includes follow up to analyze and evaluate incident response for the purpose of developing efficiencies and improvements in both the public and private processes.  

· Incident Debriefings – At major incidents, there is normally an incident debriefing conducted one day to several weeks after the incident where all responders get together to discuss how the response was conducted and if there are methods that could be used to improve performance. It is beneficial to include the towing industry in these policy and procedure meetings. Effective debriefs are frequently conducted by an outsider, knowledgeable in incident management, who has no stake in the local “politics” and can facilitate the meeting to bring out all the best and worst that happened and help to guide the discussion. 

· Performance Measures – It has been said that if you want to improve something, measure its performance. In the incident management arena, the responders are measured not only by lives saved, but also by response and clearance times and other definable, measurable activities. Working together on these basic metrics, the towing community can participate in measuring effectiveness and then recommending solutions based on industry standards and future trends. Performance measures need to consider both travel lane clearance as well as full incident (including shoulder) clearance.
· Accountability - Holding firms accountable for what they signed up to do, such as the specific items in the Florida RISC program, are important measures of effectiveness. In addition, having all “players” at the table is important.  For example, there is the benefit to having these “partners” at the table, especially with regard to cargo and the question of whether to save or dispose of spilled cargo resulting from a crash. Also, an insurance company may opt for disposal of cargo if collection and preservation of that cargo is more expensive than replacement.  

Equipment Recommendations and Other Tools

· Motorcycles – This practice was identified from a European Scanning tour and is utilized by the Maryland Transportation Authority (MdTA) in its tunnels to speed response to broken down motorists and to quickly move through traffic to arrive at a crash scene. In Europe, the motorcycle is equipped with a trailer to tow vehicles from the travel lanes and a basic medical kit for injury response. This practice should be considered for other high traffic, high incident locations. 
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2/10 Mile Markers – This is an incident management technique used along some interstates in urban areas. The placement of these signs should be done in all urban areas along limited access facilities to help in correct location identification of incident scenes. The installation of these markers will greatly assist in correctly locating a scene and in the correct direction, allowing for a quicker dispatch of responders.
· Tow Dispatch Software – In a manner similar to a police department’s Computer Aided Dispatch (CAD) software the better towing firms utilize a dispatching software solution. This allows the company to monitor the status of the truck fleet and correctly dispatch the right equipment to the incident scene while maintaining records in a database for reporting performance measurements. Potential linkages could be for police/fire CAD to link all responders on one common dispatch system.
· Video Images – Feeds from Transportation Management Centers (TMC) cameras are a great tool that is underutilized by the incident responder community. These images could be fed to dispatch centers for use by police/EMS dispatchers to send the correct units, traffic supervisors’ offices for employee and policy monitoring, trucking companies to reroute deliveries, towing firms for correct equipment response, and the public for good pre-trip travel information. An excellent example is Nashville Wrecker Service in Nashville, TN. This towing firm learned about the Nashville traffic cameras images being available on the Tennessee Department of Transportation (TDOT) web site at an incident management committee meeting. They now use these images when they hear about an incident to prepare for the call from the police dispatcher in order to more quickly respond and to bring the right equipment to the scene. While this is a useful tool, it does not replace a good communication link and immediate response.
· Equipment – It has been recommended that as part of a business decision that each tow company procure the same make and model of truck for all their drivers. The idea is that the company can maximize their driver training, have reliable maintenance, and help keep the parts inventory simple. The overall benefit is that by keeping things similar the tow company can better utilize its resources and, therefore, be a better partner in incident clearance.

· Tow companies should consider utilizing wireless tail-light bars for the towed vehicle to save time, since no wires will need to be hooked up.
· Have special equipment and procedures in place and ready for heavy recovery efforts, such as pallet jacks, empty box and flat bed trailers for salvage, light sets for use at incident scenes, and a dedicated forklift and front end loader.

· Uniform Vehicle Markings on emergency vehicles should be considered to assist in directing drivers safely around an incident scene based on the way the vehicles park at the scene. Vehicle markings should be directional, adding a traffic direction tool directly to the vehicle. The guidelines noted in the MUTCD should apply.
· Agency incentives for programs include benefits for companies that develop and deploy innovative equipment on call-out or rotational lists. 
· Vehicle Classification Cards (produced by the Towing and Recovery of America or similar product) can be provided to dispatchers and all field units responsible for towing so that accurate vehicle classification information can be passed from the field to the dispatcher, and then to the towing firm so that the correct equipment can be dispatched quickly and effectively every time. In addition, a towing checklist can be developed that walks a dispatcher through the process of collecting correct information and in the right format. The checklist should be developed and included in CAD systems similar to how data is collected for a 911 call. If done effectively, the license plate can be entered and the correct data on the vehicle is displayed.  The dispatcher or field officer would then enter a “trouble” code for the vehicle and an automated dispatch would be sent to the towing firm, which would include the correct location of the vehicle from the CAD’s automatic vehicle location (AVL) component. They would also know the type of vehicle requires towing.

Training and Certification

· Towing Summit – This documentation of the Scanning Tour of Innovative Towing Programs recommends that the I-95 Corridor Coalition’s Incident Management Committee hold a Towing Summit, wherein the parties would come together to resolve issues. Hold a Towing Summit to identify and reach consensus on Best Implementation Practices for Member Agencies’ use in establishing and refining their Towing programs. The Coalition’s previous projects on Quick Clearance/Move It and this report, plus mutual work with our partner, the National Traffic Incident Management Coalition (NTIMC), in the development of the National Unified Goal (NUG), have identified several issues specific to towing operations and practices that impact Coalition Member Agencies in the performance of incident management activities. 
It is, therefore, proposed that the Coalition host a Towing Information Exchange Forum to bring together Coalition Members with representatives of the two leading U.S. towing entities – Towing and Recovery Association of America (TRAA) and the American Towing Alliance (ATowA) – along with the American Trucking Association (ATA) and other pertinent parties to identify common issues and develop consensus resolutions.  Following this Towing Summit, resulting recommendations will be reported on and addressed in a “Best Implementation Practices” document to include such topics as states’ towing responder training standards based on set identified criteria, towing equipment requirements, safety for towing responders, and utilization of towers in the incident management process.
· Certification and Training should be considered as a requirement for towers and towing companies to operate on the interstate system. Include towing companies in emergency response training/major incident debriefs alongside police, fire, EMS and others. Personal relationships will be formed between all response agencies before an incident occurs, making the clean-up effort more efficient. Developing an incentive and reward system will allow companies to make operational and billing changes for quick clearance. Additional information can be found at websites such as http://www.towserver.net/certification.htm.
· Training is important to all concerned in incident management. All responders should know their individual duties at the scene and should also have a basic understanding of the roles of the other responders. Everyone must have a basic understanding of how their role fits into the overall process, not just how to do their individual job. The development of National Incident Management System (NIMS) training courses and similar classroom activities helps to bring everyone together.

Conclusion

Towing programs vary greatly in different regions depending on the needs of the region and legislation in place in the state. The towing survey gathered information from a wide range of transportation and law enforcement agencies as well as private towing providers throughout the country. The survey was followed by a scanning tour of the more advanced agency locations to gain more in-depth knowledge of the program. Results from the survey and the scanning tour have been compiled into best practices and lessons learned from the programs surveyed.
The survey results show that many states and agencies place a priority on incident clearance from interstates and have implemented legislation and various programs to improve response and clearance times. The programs are generally based on the goals of the prevailing agency and most state DOTs have economic goals and a mission to keep highway traffic moving. Any incident or other stopped vehicle will cause at least a minor delay and agencies strive to reduce delays as much as possible.
This scanning tour visited agencies at four sites within the I-95 corridor. The agencies have varying missions and jurisdictions, including one private tow company. The programs in place at each agency include agency-run and contracted freeway service patrol and towing services. The programs have unique characteristics in each jurisdiction, though they are equally successful. This shows that agencies cannot have a “one size fits all” approach to towing programs and must consider the needs of the region and mission of the agency.
The best practices and lessons learned is a compilation of findings from the survey, scanning tour, and a European Towing Scanning tour that was completed in 2005. The results are organized by category and the measures provided should be considered when implementing or expanding a towing program.
Appendix

Literature Search
The following resources were reviewed to gather more information on the state-of-the-practice. This is not an all-inclusive list of towing industry resources; however, the list provides significant information to develop or enhance towing programs.
Quick Clearance & “Move It”: Best Practices 
Developed by: I-95 Corridor Coalition

The purpose of this project is to examine the quick clearance and “Move It” policies implemented around the United States and to document the best practices found. There are a number of areas that can be examined such as language of the legislation used, how support was obtained, and how the public was educated about the new policies or laws. Also looked at would be how a coordinated policy might be implemented across the corridor, including any barriers to implementing a uniform policy. Any change in the law would require a public information campaign to alert drivers to the new policy. Previous public information campaigns for similar changes elsewhere would be examined and noted for possible adaptation along the corridor. 
Quick Clearance Report Web Location: http://66.167.232.132/pm/ViewProject.asp?pid=128
I-95 Corridor Coalition Web Site:
http://www.i95coalition.org 
Contact: Henry de Vries
Phone: (845) 876-1686
Freeway Incident Management: Organization and Technical Improvements 
Developed by: Delaware Valley Regional Planning Commission (DVRPC)

Chapter 4 of DVRPC’s "Final Report, Freeway Incident Management Organizational and Technological Improvements for New Jersey DOT and New Jersey State Police” addresses Post Incident Response Evaluation. 
DVRPC Web Site:
http://www.dvrpc.org

Contact: Christopher W. King
Phone: (215) 238-2849
After Incident Critique Guidelines 
Developed by: Florida DOT

Each Florida DOT District has its own set of policies and guidelines, as follows:

· District 1: This district has set up policies and guidelines for incident reviews. The guidelines are shown under documents. 
· District 2: This district holds special debriefing when there is a specific problem, i.e., lots of fatalities, crashes taking too long to clear up, incidents where a problem arises, etc. Debriefing incidents at each regular meeting occurs also; however, there is no a written procedure or protocol. 
· District 3: This district does not at present have an Incident Management Team. 
· District 4: This district conducts post incident reviews but doesn't have any written guidelines. The procedure is that two recent incidents from a four-week period prior to the TIM meeting are selected. One incident is a good incident that was cleared under the goal of 90 minutes; the other is an incident that went beyond the 90 minutes. A timeline, summary and discussion points for each incident is developed. It is then submitted to FHP for approval. Before it is reviewed by the post incident review team, they inform the team that these are the two incidents that were selected for review and then they are reminded that any team member can call for a post incident review of any incident prior to the TIM Team meeting. 
· District 5: No guidelines are in place for the reviews, however, some incidents are discussed at the regular TIM meetings if time permits. 
· District 6: After Incident Reviews are not conducted in this district by the TIM Team. 
· District 7: Limited reviews are conducted in this district but there are no written guidelines. They are working on a formal review process. 
· Florida's Turnpike Enterprise: The FTE conducts reviews after all incidents when there is a call out for the Rapid Incident Scene Clearance program for heavy and complex removals. Tow Operator, FHP, Roadway Maintenance, and Traffic Operations attend routinely. 
Florida DOT Web Site:
http://www.dot.state.fl.us/ 
Project Start Date: 2006-06-02
Virginia Legislation Requiring Tower Certification 
Developed by: Virginia Trucking Association

A considerable portion of the work performed by vehicle towing and recovery businesses involves the towing and storage of vehicles at the request of persons other than the vehicles' owners. The safety of travelers on the highways of the Commonwealth and of persons whose vehicles may be towed by towing and recovery businesses, with or without the consent of their owners, requires that towing and recovery businesses be subject to regulation by the Commonwealth. Apparently, inconsistent or outdated state statutes and a patchwork of local ordinances have been ineffective in ensuring fairness to either those in the towing and recovery business or those owners whose vehicles such businesses tow without their consent. Therefore, on April 19, 2006 the State of Virginia updated their Code of Virginia concerning Towing and Recovery Operators. 

Contact: Dale Bennett
Phone: 804-355-5371
Project Start Date: 2006-04-19

TRAA Municipal Towing Guide

 The purpose of this guide is to assist governmental agencies in implementing or refining programs that provide for roadside services (such as tire changes, gas or minor repairs) or the orderly removal of disabled, illegally parked or abandoned vehicles from public or private property. These programs generally take the form of franchises, in which a single towing company is authorized to provide services within a certain geographic area or rotation programs, in which two or more towing companies are authorized to perform these services on a rotating basis. 

Reasons for Forming a Towing Program

In many instances, governmental agencies form towing programs in response to safety concerns that arise when tow trucks race to the scenes of accidents in hopes of securing a tow.  When this practice, which often referred to as “chasing”, is outlawed, it becomes necessary to provide a means to dispatch tow trucks to accident scenes. They may also be formed in response to allegations of favoritism – and even illegal kickbacks - that arise when one or two towing companies secure all of the business of a particular governmental agency for reasons that do not appear to be based upon objective criteria.  Lastly, they are often formed simply because they seem to be the right thing to do.


 In some instances, governmental agencies award franchises to towing companies that place a high bid to perform towing services, a low bid for fees that will be charged to motorists, or a combination of both. TRAA disapproves of bidding for franchises because the practice tends to enrich a few at the expense of the many and often leads to consumer abuse, because the winning bidders often resort to financial chicanery in order to break even.

Nevertheless, many municipalities prefer franchise systems because of the convenience of dealing with a single tower for a given geographical area, as opposed to several towers who may participate in rotation plans. The most successful franchises place premiums on performance. Towers are selected on the basis of such factors as technical ability, size and diversity of fleets, ability to respond in a timely fashion and length of time in business. One municipality, for example, awards 20 points for each of five categories (upper level management, facility, employees, equipment, operations) and awards contracts to the companies with the highest raw score. 
What Type of Rotation Program Works for You?

In the event that a governmental agency chooses to form a rotation program (as opposed to a franchise system), considerable thought should go into designing a program that best suits the needs of the agency. The simplest rotation program is one in which the qualified applicants respond to calls on a rotating basis. However, if the governmental agency covers a large territory (such as an entire county or a large city) it is often necessary to form zones in order to achieve desired response times. In some instances, it is found that rotating blocks of time work best (i.e.; Tower “A” responds to all calls between 7 a.m. and 7 p.m. on Monday,  Tower “B” responds to all calls between 7 p.m. on Monday and 7:a.m. on Tuesday, etc.). TRAA recommends that it is always best to work these details out with the prospective participants, as they often know as much as, if not more, than the governmental agency about volumes of calls, response times, traffic patterns, and other issues that must be dealt with if the program is to succeed.

It is then necessary to determine how many lists you need. In many instances, it is only necessary to form a “light duty” list (to tow vehicles of under 6,000 or 10,000 pounds) as there are not enough medium duty (10,000 to 26,000 pounds) and heavy duty (more than 26,000 pounds) towing companies in the area to warrant the formation of a second or third list. If it is necessary to form a second or third list, it is not uncommon to find that one list will suffice because most heavy duty towers also perform medium duty tows, as well. It may also be advisable to form a separate list for roadside assistance calls, another list for accidents, and, even a third list for abandoned vehicles. Separate lists for accident calls are justifiable because of the greater degree of skill that it takes to clear an accident scene. Specialization in recovery work is becoming more prominent with the intervention of “quick response” and “incident management” programs.  

Who Should Participate?


Whereas TRAA believes that all “qualified” towers should be able to participate in a towing program, it places a high premium on the term “qualified” and has found that most governmental agencies do not place sufficient emphasis on this most important element. In this regard, it should be noted that a court could find a towing company to be an “agent” of a governmental agency – regardless of the steps that the agency may take in an effort to shield itself from the towing company’s actions.  With this in mind, the following criteria should be examined:


Business Location:  Although many towing programs require a towing company to respond to the scene of an accident or disablement within a specified period of time, TRAA recommends that the emphasis be placed upon safe driving time, as arbitrary time constraints often lead to secondary accidents. If necessary, zones should be created in order to insure that towers can respond within reasonable time frames, given the time of day and traffic conditions. It is not unreasonable, on the other hand to require a participant in a program to be on the road in a certain amount of time.  It should be noted that it is unlawful in some states to discriminate against towing companies because they are not located within the jurisdiction that is creating a towing program. 


In many instances – particularly in more metropolitan areas – it may also be necessary to insure that participants towing programs can properly care for vehicles that are in their possession. Accordingly, it is not unusual for programs to contain specific provisions concerning fenced-in storage and other security measures. In some instances, it is also necessary to determine if the participant’s place of business is properly zoned for vehicle storage. The business location should also be accessible to motorists who wish to retrieve their vehicles.


Equipment:  In order to participate in a “light duty” program, a towing company should own, at a minimum, one light duty wrecker with a Gross Vehicle Weight Rating (GVWR) of between 10,000 to 19,500 pounds and one car carrier (sometimes referred to as a flatbed or rollback) with a GVWR of at least 14,500 pounds. A car carrier is essential in today’s market because many vehicles (i.e.; ones with all-wheel drive or low-slung air foils) cannot be towed with a conventional tow truck.  A tow truck with a GVWR of between 19,501 to 29,999 pounds should be required for a medium duty program and a tow truck with a GVWR of over 30,000 pounds should be required for a heavy duty program.


Depending upon local circumstances, it is often necessary to require participants to own more than the bare minimum number of tow trucks and car carriers. For example, it is often necessary to deploy more than one wrecker to tractor trailer rollovers and other heavy duty wrecks.  Franchise programs in which a tower is required to respond to all incidents within a certain geographical area may also require the deployment of more than one tow truck or car carrier at the same time.  The requirement for participants in rotation programs to own larger fleets is also beneficial in multi-vehicle accidents, as it is preferable to have as few responders as possible at the scene. If the first responder is able to clear the entire scene, he or she should be permitted to do so.   


Consideration must also be given to the types of equipment that a tower must own in order to participate in a towing program. Here, care must be taken to determine the needs of the program – and needs vary for countless reasons. Urban, suburban and rural settings all have their unique characteristics. Whereas it may be sufficient to require a tower to own a 10,000 pound GVWR tow truck with an underlift for most city towing, it is often necessary to require a heavier truck with winching capabilities in rural settings. At times, it may be necessary to require towers to have smaller trucks (for parking garages) and larger trucks (i.e.; a rotator) for certain heavy duty recoveries.  Support vehicles that contain air bags, welding equipment, chain saws, traffic cones and other essential recovery gear are also becoming more common on heavy duty programs.

 
Experience:  It is not unusual to require a towing company to be in business for a period of time (usually one to three years) in order to be considered for participation in a towing program.  Some jurisdictions require drivers who will be responding to their calls to be certified by TRAA or receive training through an approved instructor. Although it is beyond the scope of these guidelines, local governments should consider even more stringent standards for companies that participate in incident management activities. Some jurisdictions also require the owners and employees of towing companies to undergo criminal background checks. 

Financial Security:  All participants in towing programs should be required to provide the governmental agency with proof of workers compensation coverage (if their state mandates such coverage). Participants in a light duty program should also be required to maintain at least $300,000, combined single limit, in liability insurance and $50,000 in garage keeper’s legal liability or “on-hook” coverage (the latter coverage is necessary because a vehicle under tow is not covered under a standard liability policy). These amounts should be increased to $750,000 and $150,000 for medium and heavy duty rotation programs. Additional garage keepers’ legal liability should be required in an amount that will cover all vehicles that are stored on a participant’s lot. Liability policies should require the governmental agency to be notified if the terms and conditions of the policy are to lapse or change. 


Rates:  Governmental agencies have an obligation to consumers to insure that the rates that participants in towing programs charge are fair and reasonable. Although it is one of the few areas in which a governmental agency can dictate rates, TRAA recommends that participants be required to post their shop rates with the agency. The agency could refuse to allow the company to participate if it deems the rates to be excessive and it could remove the company from the list if it fails to abide by the posted rates. If the agency elects to set rates, TRAA recommends that it do so in consultation with participants in the program. In this regard, it should also be noted that the Congressional debate that authorized governmental agencies to set rates cautioned that they must be “compensatory and reasonable. 


Considerable thought is required to insure that rates cover the multitude of circumstances that can occur in the towing and recovery of vehicles. For example, towers should be compensated for using specialized equipment (i.e., dollies), disposables (i.e., oil removal agents), extended clean-up operations (which may involve additional labor and equipment) and stand-by time. They should also be compensated for administrative time and costs attendant to lien sales if customers fail to pay or if they are required to deal with abandoned vehicles. As a rule of thumb, most light duty programs have rate structures that are based upon hook-up and mileage charges and most heavy duty programs are on based upon hourly rates or price per pound, which is a fairly new, and sometimes controversial, concept. TRAA recommends that all rates be on an hourly basis.   


The greatest temptation for a local government in setting rates is to base them upon the lowest common denominator. In many instances, they adopt rates that are authorized by motor clubs – which, in the vast majority of instances, are unreasonably low. At other times, they adopt rates charged by “the cheapest guy in town.” Unfortunately, it is most likely that the majority of persons who are engaged in towing do not know their own costs for doing business. It generally does not take long for most governmental agencies to identify the most professional and responsible towers who apply to participate in the program. Their opinions concerning rates should be given considerable weight because their participation in the program will help to insure its success.


Lastly, many jurisdictions set rates by commissioning an accounting firm or recognized professional in the towing business to conduct a cost study to determine such factors as overhead and profit margins that lead to a fair rate.  Regardless as to how rates are established, they should be reviewed periodically to insure that they remain fair. In this regard, the towing industry is plagued by volatile cost factors, such as fuel and insurance, that can render a fair rate obsolete in a short period of time.  The obsolescence of rates can be mitigated if they are tied into the consumer price index (CPI) for a particular locality.


Credit Cards/Retrieval of Vehicles:  Participants in towing programs may be required to honor at least two major credit cards; one of which should be a bank credit card. They should also be required to make themselves reasonably accessible to motorists who wish to claim their vehicles.
Maintenance of a Rotation List


One of the most basic requirements of a rotation list (or, for that matter, a franchise system) is that motorists should be provided with an opportunity to call his or her own towing company, if the conditions warrant providing this courtesy. In order to insure fairness to all participants, dispatchers should be required to maintain a record of all calls, and this record should be made available to participants, upon request. The most insidious detriment to a properly run rotation list involves favoritism shown to select towing companies by dispatchers or patrol officers. The agency should, therefore, actively guard against such an occurrence, which is generally spotted by unusual numbers of “owners’ requests” by certain patrol officers. Policies on cell phone usage by patrol officers should also be initiated and closely monitored. As any police agency should know, even an appearance of impropriety can be damaging. It may also be illegal.


Proper maintenance of a rotation list is also crucial when it comes time to discipline or suspend towing companies for overcharging, negligence or other wrongdoing, and failing to respond to calls in a timely fashion. Governmental agencies should enact guidelines concerning these issues and apply them evenly.

TRAA Will Help


TRAA will assist governmental agencies and towing companies in tailoring towing programs to meet their particular needs. For further information, contact: Harriet Cooley, Executive Director, Towing and Recovery Association of America, 2121 Eisenhower Avenue, Alexandria, Virginia 22314. Tel: (800) 728-0136    FAX: (703) 684-6720; e-mail: towserver@aol.com
American Towing Alliance Scanning Tour Comments
[image: image4.jpg]AMERICAN
AT TOWING
ALLANCE

(800) 618-6946 www.amtowa.com

October 30, 2006

Cliff Conklin

Ref: 1- 95 Towing Scan Tour
Dear CIiff,

This is a brief recap of our processed ideals regarding the scan tour. I appreciate all your
effort and leadership during this tour. Please review this submission and advise if you
need any further.

M. Gaynell Rochester, TIMS
American Towing Alliance

1 — Training, certification and employee mentoring are key components in efficient
towing operations. Well equipped in resources and engaged to respond.

2 — Inter — Agency cross training and IM teams provide a coordinated effort on working
scenes. Peer respect is a stumbling block present at many incidents.

3 — Government agencies responsible for towing lists should have a standard of
requirements and pre qualifiers for inclusion on the list. These should include training,
certifications, experience in class of service, integrity in operations, equipment for class
of service, ability to respond, participation in local IM teams, internal safety programs
and overall commitment to public safety. We see a consistent pattern of lenient
accountability with regard to towing companies performance during incident response.
Government agencies need to hold tow companies fully accountable for their
performance and standard of operations.

4 — Although “quick clearance” is a key component in clearing incidents, common sense
principles should always prevail in the planned course of action. Utilizing towing
recovery equipment to relocate damaged units is a good tool — Bulldozers and blades
create a difficult recovery from the median or shoulder.

5 — It is crucial that good decisions be made regarding the handling of corrupted cargos.
A great deal of time is spent recovering cargo that is not cost feasible or redeemable. If
the cargo is viable for recovery it still should be completed in a timely manner. Special
packing and handling can be completed in an off site environment. In many cases these
decisions regarding cargo are made without input from the transportation entity or owners
of the cargo. Even if the casualties and cargo are out of the travel lanes it still creates
delay to the motoring public and compromises safety.
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6 — Networking during incident scenes can produce well managed, efficient clearings.
Part of this includes the transportation entity and insurance interest as part of the team in
broad scale incidents. They can give educated decisions with regard to specialized cargos
and extended liabilities. The decision process, or lack of, is a major factor in the ultimate
outcome of an incident. Please note transportation and insurance entities are not
championing cargo and equipment salvage at the expense of public safety or commerce
delay. In many cases they are quite dismayed when poor decisions are made without their
input that results in delays and escalated cost. If consideration for cargo recovery is made
it should be a calculated decision with all factors at the table.

7 — Tow companies should be trained and understand the process of NIMS (ICS) when
operating at broad scale incidents. They should have an IM Coordinator that serves as the
incident liaison with other responders at the scene. The IM Coordinator also functions as
the safety officer and ultimate decision maker for the tow company. Please note our
principles for on scene IM Coordinators attached.

8 — We do not believe the mandatory ownership of a rotator recovery unit should be a
part of Government agency standards, but suggest they be considered in regional areas as
might be dictated by certain traffic issues. It would also be prudent to allow tow
companies to network the rotator requirement.

9 — A standardized nationwide model of incident response, with adaptations for regional
needs, would be of tremendous value throughout the United States. Basic principles of
operations for all responders could be uniformly implemented to allow ease in scene
process.

10 — The varied methods of mitigating diesel for corrupted fuel tanks continue to be an
issue. The EPA classifies this type spill as an Environmental not a Haz Mat. We need to
develop a standardized model for this type mitigation. I have also attached recent
correspondence with the EPA on this matter.

11 — The towing industry has new equipment to greatly reduce the clearing time in
impact incidents and in the hands of a well trained recovery team the results are
miniscule compared to 14 plus hour clearings still occurring routinely on our highways.
The recovery teams that plan, train, equip and implement these safe, expedited incident
clearings should receive elevated status as a responder. A classification of towing
recovery class acclimated toward this type of delivery should be considered, possibly
Incident Recovery Specialist or something to this line. The transportation and insurance
industry is already recognizing the value in a nationwide network of these specialized
teams and would consider per diem payments for such services.
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12 — All responders should always look for the best method of clearing a scene, even if it
may mean a small time frame of restricted lane flow. I have seen someone spend two
hours rigging for an out of lane recovery that would have taken a maximum of 10
minutes in the lanes to complete. Just last week a tow truck was overturned and parties
injured because an out of lane recovery method was executed in soft terrain. It is now
being reviewed by state officials. This all leads back to good common sense principles in
operations.

13 — There needs to be consideration given to a National education campaign with regard
to “Move over, Fender Bender and Quick Clearance laws.” Driver behavior modification
is essential in improving responder safety and incident clearing times. Incorporating this
education in school driver education programs, along with the insurance/transportation
contributing with user education is a great resource of insemination. Also, “Quick
Clearance Laws” need to include indemnification for tow companies with regard to
damages incurred during a “Quick Clearance” directive by an agency.

14 — All incident responders should set performance measures and work to achieve their
goals. This can best be accomplished in working partnerships and required
Government/Responder accountability. Indifference to service performance during
incidents will continue until strong leadership raises the bar of operations. The public
forum will become the loudest motivator for change in action.

15 — This overview is a brief recap of points of interest. A working best practice model
will undoubtedly be a “living document”, just as our nationwide incident response
template is now: However these basic rules will always apply —

Response Ready, Incident Initiates, Management Mitigates, Assessment Aligns,
Recovery Restores, Control Completes.

K 4
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Florida’s Turnpike Enterprise RISC Fact Sheet
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Florida’s Turnpike’s Rapid Incident Scene Clearance (RISC) Program began in 2004 and has reduced the
average major vehicle incident clearance time by an average of 30 minutes per incident. This first-in-the-nation
program supports the State of Florida’s Open Roads Policy, which set a goal of 90 minutes to safely clear an
incident scene. The RISC program partners with Florida Highway Patrol Troop K to provide them with a
proactive tool to reopen the road as safely and quickly as possible.

The quick clearance of trucks hauling larger loads requires specialized equipment and trained operators to
facilitate quick recovery following an incident. In order to meet the Turnpike’s 90 minute clearance goal,
Florida's Turnpike pays an incentive to RISC contractors who can clear the incident and open the roadway
within a specified period of time.

Potential contractors are given a list of required equipment in order to participate and required to demonstrate
to the Turnpike that they are qualified to provide RISC services. The RISC contractor is required to arrive at
the incident within one hour with two recovery wreckers and recovery support vehicle equipped with all
equipment, materials and necessary traffic control devices. The RISC contractor must be available to provide
these services 24 hours a day, seven days a week.

Upon successful completion of the following terms, the RISC contractor will receive an incentive bonus
payment if the following requirements are met:

e Responded to the incident with all requested recovery, clearance, and traffic control equipment
within one hour following notification by the Traffic Management Center.

e Have completed the removal and clearance of all crash scene vehicles, cargo, debris, and non-
hazardous vehicle fluids from all travel lanes and have opened the roadway to traffic within 90
minutes following notice to proceed from Florida Highway Patrol.

In the event the RISC Contractor does not complete the work and reopen all travel lanes within 90 minutes
following notice to proceed, no incentive payment will be made. In the event the RISC Contractor has not
completed the removal and clearance and all travel lanes are not reopened within three hours following notice
to proceed, liquidated damages can be assessed against the Contractor.

The RISC Contract is just one strategy of the Turnpike’s Rapid Incident Scene Clearance Program. Other
strategies include:

Two, 24-hour Traffic Management Center facilities

State Farm Safety Patrol/Road Ranger free roadside assistance program
Florida Highway Patrol Photogrammetry accident investigation initiative
Intelligent Transportation System (ITS) technologies

Dynamic Message Signs

o Highway Advisory Radio System

o Closed Circuit Television (CCTV) Roadway Monitoring

o Public Information Display Monitors

o

Please visit http:/fcn.state.fl.us/owa_vbs/owa/vbs www.ad.view ad?advertisement key num=42031 for more
information on the Turnpike's innovative RISC contract.
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Inspection Report
Florida’s Turnpike
Recovery Wrecker Equipment

Recovery Wrecker Requirements
(Operator/Company Owned)

One 50-Ton Hydraulic, extendable, fixed boom, ultra heavy duty recovery wrecker with a boom
structural rating (TEMA or SAE) of 100,000 Ibs. A minimum of two planetary winches with a
manufacturers rating of 50,000 Ibs. each and 200 ft. of % cable. The boom shall extend a
minimum of 150” beyond the tailgate. The boom shall elevate to a working height of 21 ft. The
truck chassis shall be a minimum of 62,000 Ibs. GVW. The unit shall be equipped with an under
reach tow unit with a capacity of 50,000 Ibs. The truck chassis must be designed for or reinforced
for severe service. The drive line shall also be severe service and geared for the low end, high
torque applications frequently required for quick clearance and relocation of loaded, wrecked
heavy trucks - in some cases while they are still overturned.

Does the Recovery Wrecker match the information submitted with the application?
Comments:

Unit Tag #. Photos required

One 40-Ton Rotator, heavy duty wrecker with a boom structural rating (TEMA or SAE) of
60,000 Ibs. A minimum of two winches each with a 35,000 Ibs. manufacturers rating and 200 ft.
of % cable. The boom shall extend beyond the tailgate a minimum of 120”. The boom shall
elevate to a working height of 18 ft. The truck chassis shall be a minimum of 50,000 Ibs. GVW.
The unit shall be equipped with an under reach tow system with a capacity of 35,000 Ibs.

Does the Recovery Wrecker match the information submitted in the application?
Comments:

Unit Tag # ...oovveenennns Photos required

Inspected by: Date:

10/4/2006
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Recovery Support Vehicle Requirements:

1 ea. Support vehicle with an enclosed or utility body and a roof mounted DOT
approved MUTCD Type B arrow board. The truck shall be stocked with MUTCD
traffic control devices (signs, sign stands and cones etc.) and the additional tools,
equipment and material listed.

Items required in the Recovery Support Vehicle

60 ea. Thirty-six (36) inch, 121b. reflectorized traffic cones stamped with the FDOT
certified product number

4 ea. Fabric, MUTCD approved Incident Mgt. Warning signs
4 ea. Portable sign stands for 48” warning signs (see above)

1 ea. Gas powered cut-off saw

4 ea. 500-watt Auxiliary flood lights w/stands

1 ea. Portable air compressor

1 ea. Air impact wrench with sockets

1 ea. Air powered metal chisel

1 ea. Acetylene/Oxygen cutting torch

2 ea. Bolt cutters (36”)

4 ea. Long handle shovels (flat blade)

2 ea. Long handle shovels (round blade)

2 ea. Aluminum or plastic coal or grain shovels

4 ea. Street brooms

1 ea. Adjustable drum moving dolly

2 ea. Hand trucks

1 ea. Pallet puller

1 ea. Dock plate with clamps

2 ea. Large Tarpaulins (20 ft. x 20 ft.)

12 Dozen 30-minute Highway flares

200 Ibs. or 50 gals. of oil dry or approved absorbent

1 Roll of rubber floor runner (36” wide)

10 Ibs. of 16D nails

Numerous softwood 2x4 studs

2 Rolls of heavy duty (80 gauge) stretch wrap with dispenser
4 Rolls of duct tape

Sufficient load binders and securement chain for a 30 ton load
1 Case of heavy duty, 55 gallon trash bags

1 Roll of heavy gauge visqueen plastic'sheeting

1 ea. Complete first-aid kit

4 ea. pallets of filled dry sandbags (approximately 200 1/2-filled standard woven plastic
sandbags).

Unit Tag #. Photos required
O = Not found or non-compliant X = Complies D/A = Discretionary
Acceptance
Inspected by: Date:

10/4/2006
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Additional Trucks and Heavy Equipment Requirements:

Note: A photo is required of each piece of equipement

Q 1 ea. Heavy-duty skid steer loader with bucket, broom, and fork attachments

Notes:

Q 1 ea. Tilt bed, hydraulic, lowboy semi-trailer (Landoll or equivalent) with a 35 ton
capacity, 48 ft. bed and a 20,000 Ib. winch with 75 ft. of 5/8” cable

Notes:

O 1 ea. Tandem axle tractor with a sliding fifth wheel

Notes:

0 1 ea. Rubber tired, articulated, heavy construction end loader with a minimum 2 yard
bucket (when loaded on the lowboy trailed the combined height must not exceed 13ft.-
6in.)

Notes:

Inspected by: Date:

10/4/2006
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Subcontracted Service Providers
The Recovery Contractor shall provide proof of an existing account in good standing with a local

company to provide the following services. These services must have the means to respond to a
major incident scene 24 hours per day/seven days per week in less than one hour.

Q A Maintenance of Traffic (MOT) Contractor that can provide and set up MUTCD and
FDOT approved work zone traffic controls including a Worksite Traffic Supervisor.

Notes:

Q A Disposal Company that can deliver to the scene of an incident dumpsters or hoppers
for crash debris, fire debris and or spilled non-hazardous cargo.

Notes:

Q A Vacuum or Suction Service for off loading or recovering spilled grains, powders,
plastic pellets, etc.

Notes:

Q A Trucking or Transport company that can provide dump, refrigerator or flat bed trucks
and trailers.

Notes:

Q A Construction Crane Rental Company with 50 ton and larger mobile cranes.

Notes:

0 A source of bulk sand available 24 Hours a day, 7 days a week.

Notes:

List of vendors reviewed and inspected by:
Date:

10/4/2006
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Items Required on each Recovery Wrecker
Unit number or identification ............cvveereeiereriennnnn

Each Recovery Wrecker shall carry the following tools, supplies and rigging:

Alloy (grade #8) chain: 2 ea. 3/87x 10°, 2 ea. 5/8”x 10* and 4 ea. /2"x 10”
Two pair (4), wide profile, 50 ton, nylon recovery straps

Four heavy duty snatch blocks (working load matched to the wrecker)
Various hooks, clevis’ and chokers (matched to the wrecker capacity)

1 ea. High Pressure air cushion (24”x24”) with control module and hose
4 ea. 4-foot, hardwood timbers (47x6”)

8 ea. 2-foot, hard wood cribbing (4”x4”)

1 ea. Extension ladder (20ft)

1 ea. 36” bolt cutters

2 ea. BC Fire extinguishers (10 Ibs.)

1 ea. Long handle axe

2 ea. Long handle shovels (flat blade)

2 ea. Long handle shovels (round blade)

2 ea. Street brooms

4 ea. Wheel chocks

1 ea. 5 ft. Pike bar

1 ea. Crow bars (36”)

1 ea. Sledge hammer (10-12 lbs)

2 ea. Large capacity trash cans

1 ea. Hydraulic jack (20 ton)

1 ea. Plug/spill kits, fully stocked

Angle iron or aluminum, wide flange various lengths

1 ea. Complete brake release kit: (hand tools, hoses, glad hands, numerous
fittings and brake caging bolts)

2 ea. Heavy duty, Industrial flashlights

12 ea. Thirty-six (36) inch, 121b. reflectorized traffic cones stamped with the
FDOT certified product number

4 Dozen 30-minute highway flares

120 Ibs. or 30 gal. of oil dry or approved absorbent

50 ft. of rope (1/27)

4 ea. load binders, transport chains and cheater pipe

1 ea. Tarpaulin (20 ft x 20 ft.)

2 ea. Rolls of duct tape

2 ea. Sewer drain or inlet covers (mud flaps acceptable)

1 ea. Complete mechanics hand tool set

1 ea. Complete first-aid kit

000000 OCO0DO0CODOOOCOCOOO
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O = Not found or non-Compliant X = Complies D/A = Discretionary
Acceptance

Inspected by: Date:

Use separate form for each wrecker

10/4/2006
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Contractor competency requirements

The Recovery Company has exhibited to the satisfaction of the inspectors the following:

Up righting a heavy truck using a linear or single lane method

Two methods demonstrating the quick relocation of a loaded semi-tractor trailer while it
is still overturned. [using the wreckers to drag and using the wreckers to winch, and
using the end loader to assist the process]

Dagpinigs, VoSl NB s Notes:

Winching, Yes.............. NO s smmaeoniss Notes:

Setting up Traffic Controls in accordance with the 2003 MUTC Chapter 6, [

Controlling a diesel fuel tank leak and using mitigation and containment methods
outlined in the Turnpike’s Guidelines for the Accidental discharge of motor vehicle
fluids.

Inspector: Date:

10/4/2006
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Roadway Incident Scene Clearance
Tow Yard Inspection

Review all the information submitted in Exhibit D — 2.

= Inspect the offices. Is the facility signed in the name of the applicant?

Notes:

= Inspect the shop or garage

Notes:

= Inspect the yard, is it fenced and is about the size listed? Is there sufficient area for
storage of large tractor trailers? Look at security systems

Notes:

= Review the distance to the Turnpike access point for accuracy

Notes:

= Are the travel times stated reasonable?

Notes:

Inspector: Date:

10/4/2006




Rotator Truck Information Sheet
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Rotator Series

73

Some optional cquipment may be shown.

Century's 1040S (40 ton) and 1060S (60 ton) Rotators have set the industry standard for
superior design and performance in heavy duty recovery equipment for years. Based on that
same past knowledge and experience the new 1075S is bringing the rotator market to a whole
new level. The Century 1075S, 75 Ton Rotator, is outfitted with 60,000 Ib. planetary 2-speed
winches, newly designed winch buckets, and increased boom reach to tackle the toughest
recovery applications.

For supreme stability in a variety of situations Century's Rotators are equipped with a
hydraulic stabilization system that includes front hydraulic outriggers with over 17' of spread
and rear patented outriggers designed for stability, in lifting as well as anchoring your unit
during those tough recoveries.

"For Those Who Demand the Best in
Power and Performance"'





FHWA Memorandum on Freeway Service Patrol Use

Memorandum

via Electronic Mail

Subject: Information/Action: Use of service Patrols for Safe and Quick Clearance of Traffic Incidents – Recommended Practice and Guidance
Date: December 22, 2006
 FILLIN "Enter Line 1 of Subject" \* MERGEFORMAT 

Original signed by:
From:
Jeffrey F. Paniati

Associate Administrator for Operations
To:
   Directors of Field Services

   Federal Lands Highway Division Engineers


   Resource Center Director


   Division Administrators

Traffic congestion is an important quality of life issue in most major urban areas and a fast growing concern in smaller urban areas and some major rural corridors.  Half of all traffic congestion in the United States is non-recurring in nature and half of that (25 percent of the total) is directly related to traffic incidents such as crashes, stalled vehicles, or spilled loads on the highway.  It is estimated that 20 to 25 percent of all incidents are secondary in nature, that is, they occur in the traffic queue behind an earlier incident.  Many of these secondary incidents are severe crashes, especially at night when drivers’ visibility is limited and stopped traffic is unexpected.  Traffic incidents, therefore, are a safety problem for travelers and responders as well as a mobility problem.  Quick and safe clearance of traffic incidents improves safety as well as mobility.

One of the most effective tools for safe and quick incident clearance is the service patrol, and their benefits have been consistently documented for over 40 years.  Service patrols are vehicle units that patrol assigned routes, usually on freeways, and provide a wide variety of services from motorist assistance to full incident response in support of other responding agencies to clear incidents, provide traffic control, clean up the incident site and enable communications among the various partners.  The earliest studies in Chicago and Los Angeles yielded benefit-cost ratios in both cities of 17:1.  The most recent study of the Road Ranger Service Patrol in Florida shows an overall benefit-cost ratio in excess of 25:1.  With such well documented benefits, the transportation community should no longer be hesitant about establishing service patrols or be conservative about the hours of their coverage.  Full function service patrols should be considered as essential to a well functioning urban freeway as building to design standards, maintaining smooth pavements, and providing clear signs and markings.  

There are approximately 110 service patrol operations in the United States today in 37 States and in about 80 percent of the top 75 urban areas.  However, many service patrols are limited to motorist assist services such as fixing flat tires, providing gasoline, and performing minor repairs.  While these are important and popular services with the motoring public, we think that the potential of these service patrols goes much further.  For example, service patrols can provide traffic control at incident scenes that public safety responders are not equipped to provide enabling the public safety responders to more efficiently focus their attention on their primary tasks and to work in a safer environment.  Well equipped service patrol vehicles carry safety equipment including traffic control devices (e.g., signs, cones) and electronic arrow or message boards.  Service patrols can assist in clearing lanes by pushing disabled vehicles out of travel lanes to safe locations or clearing debris off the highway.  Properly equipped vehicles and trained operators can assist in other incident clearance activities such as removing spills or even conducting investigations.  Service patrol vehicles equipped with radio systems of other public safety agencies enable them to function as an on-scene communications center, or as the primary means of communication between the on-scene operations and a Traffic Management Center (TMC).

Key to the congestion reducing ability of service patrols are their hours of operation and coverage.  Incidents happen at all hours of the day and night, yet many service patrols operate 12 to 14 hours per day or only in peak periods.  Only about 10 percent of the existing service patrols operate around the clock 7 days a week.  While incidents in the off-peak periods may not cause as much traffic congestion as in peak periods, they do cause unexpected traffic congestion that can lead to serious secondary crashes.  At night, the service patrol’s on-scene traffic control functions are especially important to the safety of responders in that it enables them to complete their tasks safely and quickly.  It is also important to provide operational density so that on-scene services from the service patrol can be initiated with the same relative quickness that public safety agencies respond at the scene, usually within 15 minutes of notification of an incident.  This means providing more vehicles in peak periods because the time needed to complete a route circuit is greater due to heavier traffic.

Assuming aggressive operational ownership of the transportation system, particularly the freeway system is key to the efficient and safe movement of people.  It should be our goal to have full-surface patrol coverage on all urban freeways in the United States – service patrols that go beyond the “motorist assist” or “courtesy patrol” functions.  Service patrols should be viewed as the DOT’s part in aggressively managing incidents, helping to prevent them in the first place, and then helping to clear them quickly and safely when they do happen.  Service patrols should be staffed and equipped to provide a full range of services and operations.   

I urge you to take a look at service patrol operations in your State and establish service patrol functions where they do not exist, upgrade existing service patrol functions to provide a full range of services and to expand service coverage hours.  Service patrols are an important part of a broader focus on safe and quick clearance of traffic incidents that includes addressing responder safety issues, working with partner agencies to address special clearance policies and procedures for major incidents (such as fatal and hazardous materials incidents) and achieving motorist compliance with “Move Over” and “Move It/Steer It Clear It” laws that currently exist in many States.  Having fully functional service patrols in place will create a strong foundation to establish the other elements of a robust Traffic Incident Management program.

If you have any questions or need further information, please contact David Helman in the Office of Transportation Operations (HOTO-1) at 202-366-8042 or by e-mail at David.Helman@dot.gov.

FHWA Guidance on Traffic Incident Management Performance Metrics

The execution of the FHWA Strategic Plan in support of the Secretary’s Congestion Initiative (SCI) will involve tracking progress in three areas of Traffic Incident Management in the top 

40 urban areas of the United States (a list of the top 40 urban areas is contained in Table 1).  These are:

1. Full-function Service Patrols

2. Quick Clearance Policies

3. Driver Removal (“Move It”) Laws

Full-function Service Patrols

Service patrols have been around for more than 40 years in one form or another.  Many have started out as Motorist Assist or Courtesy Patrols, providing assistance to stranded motorists.  Over the years, some of these patrols have greatly expanded their range of services and are now active partners engaged with public safety agencies at traffic incidents to quickly and safely clear traffic incidents.  These “advanced” service patrols may also be referred to as Incident Response Patrols or Teams.  They function as full emergency response partners with public safety agencies to quickly and safely clear traffic incidents.  A progressive Traffic Incident Management Program will provide 24-hour service patrol coverage, 7 days a week, capable of responding to a highway incident within 15 minutes of receiving notification and patrol all designated urban freeway miles in any metropolitan area.  Their primary duty at incident scenes is to establish and coordinate traffic control at the incident scene and, operating with TMCs and other DOT assets, to provide warning to drivers approaching the incident to prevent secondary crashes.  They are also involved in incident clearance and clean up activities.  They should have the ability to communicate (radio, cell phone, data systems) with law enforcement agencies and provide on-scene communications function.  They are the primary means of on-site information exchange and coordination with off-site DOT assets such as TMCs and maintenance forces.

Metric: Number (percent) of States containing the top 40 urban areas that have full function service patrols.

Metrics for Service Patrols

Metrics for types of service provided 

· Full Function Service Patrols who are true emergency response partners providing full traffic control services, assisting in incident clearance (such as relocating vehicles, debris and engine fuel cleanup, etc.), and facilitating communications in addition to motorist assistance and debris control.

· Motorist Assist or Courtesy Patrols, whose duties are limited primarily to providing assistance to stranded motorists and providing some traffic control services (arrow boards, cones, etc.).
· No service patrol program

Metrics for Hours of Service and expected response time

· Operate 24 hours a day, 7 days a week

· Operate less than 24 hours a day, or less than 7 days per week

· Operate only during high congestion periods (including weekend recreational travel)

· N/A


FHWA Guidance on Metrics for Service Patrol Communications

· Possess the ability to communicate either directly or indirectly by radio or wireless devices through a TMC or PSAP with other emergency responders

· Radio communication only with agency operating the patrol.

· N/A

Quick Clearance Policies

These are stated policies agreed to through jointly signed memoranda or agreements between State-level agencies, usually transportation and law enforcement (State Police, State Patrol, Highway Patrol, etc.) and may include others that pledge to work together to clear incidents quickly and safely through joint cooperation at both management and tactical operations levels.  A Quick Clearance policy may be formalized through an interagency memorandum, or be evidenced through a State’s Business Plan or practices that join agencies together through a budgeting mechanism or a formal program to specifically address traffic incidents.  To be meaningful and to encourage progress toward successful fulfillment of the policy, the agreement should also have a stated performance metric such as Washington’s Joint Operations Policy Statement and Florida’s Open Road Policy that pledge to clear incidents within 90 minutes. Performance metrics can exist either in the written policy or be contained with side letters of agreement between agencies.

Metric: Number (percent) of States containing the top 40 urban areas that have adopted Quick Clearance Policies.

Metrics for Quick Clearance Policies
· A formalized signed agreement between at least the State DOT (or highway department) and the State Law Enforcement agency that pledge full cooperation to clear traffic incidents quickly and safely.

· A formalized signed agreement between at least the State DOT (or highway department) and the State Law Enforcement agency that pledges full cooperation to clear traffic incidents quickly and safely but DOES NOT contain a performance metric such as clearing all incidents within 90 minutes.

· Agreement exists in a State’s business practices or other medium and specifically addresses quick and safe clearance of traffic incidents and also contains a performance metric such as clearing all incidents within 90 minutes.

· Agreement exists in a State’s business practices or other medium and specifically addresses quick and safe clearance of traffic incidents but DOES NOT contain a performance metric such as clearing all incidents within 90 minutes.

· No Policy

Driver Removal (“Move It”) Laws

Most States have laws that require specific actions of drivers involved in crashes.  The wording of such laws often follows that in the Uniform Vehicle Code.  Some States have laws that take an additional step to relieve traffic congestion and increase motorist and responder safety.  These Driver Removal laws, often called “Move It, or “Steer It, Clear It” laws require drivers involved in a minor crash to immediately move their vehicles out of the travel lanes to the shoulder or other safe location to assess damage, exchange information, or wait for law enforcement or other assistance.

Metric: Number (percent) of States containing the top 40 urban areas that have Driver Removal “Move It” laws.

Metrics for Driver Removal “Move It” Laws

Metric: Driver removal laws that:

· Require drivers involved in a minor crash to immediately move their vehicles out of the travel lanes to the shoulder or other safe location to assess damage, exchange information, or wait for law enforcement or other assistance.  The law must specifically require this driver action over and above the normal requirements of drivers involved in crashes.

· No Law

Plan for Data Collection to Establish Baseline and Monitor Progress

There will be a concentrated effort in January and February 2007 to collect baseline data.  The Division Offices will be the primary source.  The data will be updated annually beginning in 2008 and collected as an extension of the TIM Self-Assessment process.

Baseline data – 2007 

Divisions (TIM contacts) will be asked to collect data. 

· Driver Removal Move It Laws: Cite State Code

· Quick Clearance Policy: Provide copy of signed policy.

· Service Patrols: validate each of the criteria.  (If criteria for functionality, hours of service, and/or expected response time are reduced to writing, please obtain and submit a copy of the criteria.)

Primary contact in Office of Transportation Operations for baseline data collection and for the TIM Self-Assessment is Paul Sullivan at 202-366-5465 and at Paul.Sullivan@dot.gov.  Backup contact for baseline data collection is Laurie Radow at 202-366-2855 and at Laurel.Radow@dot.gov.   In order to help answer all questions quickly, please use Paul Sullivan as primary contact and copy all e-mail to Laurie Radow and David Helman (David.Helman@dot.gov). 

FHWA TIM Strategic Plan Metrics Summary Sheet

	Service Patrols    Urban Area:                                                          State:

	Check Status 
	Services Provided

	
	Full Function Service Patrols who are true emergency response partners providing full traffic control services, assisting in incident clearance (such as relocating vehicles, debris and engine fuel cleanup, etc.), and facilitating communications in addition to motorist assistance and debris control.

	
	Motorist Assist or Courtesy Patrols, whose duties are limited primarily to providing assistance to stranded motorists and providing some traffic control services (arrow boards, cones, etc.) and removing roadway debris.

	
	No service patrol



	

	Check Status
	Hours of Service

	
	Operate 24 hours a day, 7 days a week



	
	Operate less than 24 hours a day, or less than 7 days per week



	
	Operate only during high congestion periods (including weekend recreational travel)

	
	Not applicable



	

	Check Status
	Communications

	
	Possess the ability to communicate either directly or indirectly by radio or wireless devices through a TMC or PSAP with other emergency responders.

	
	Radio communication only with agency operating the patrol. 



	
	Not applicable



	Clarifying Information:  

Coverage:  Percentage of Urban Freeway Miles


	Quick Clearance Policies                                     State:  

	Yes – Provide copy
	A formalized signed agreement between at least the State DOT (or highway department) and the State Law Enforcement agency that pledges full cooperation to clear traffic incidents quickly and safely and also contains a performance metric such as clearing all incidents within 90 minutes.

	Yes – Provide copy
	A formalized signed agreement between at least the State DOT (or highway department) and the State Law Enforcement agency that pledges full cooperation to clear traffic incidents quickly and safely but DOES NOT contain a performance metric such as clearing all incidents within 90 minutes.

	Yes – Provide copy
	Agreement exists in a State’s business practices or other medium and specifically addresses quick and safe clearance of traffic incidents and also contains a performance metric such as clearing all incidents within 90 minutes.



	Yes – Provide copy
	Agreement exists in a State’s business practices or other medium and specifically addresses quick and safe clearance of traffic incidents but DOES NOT contain a performance metric such as clearing all incidents within 

90 minutes.

	
	No policy or agreement



	

	Driver Removal “Move It” Laws                                     State:

	Yes – Cite State Statute
	No
	A law that requires drivers involved in a minor crash to immediately move their vehicles out of the travel lanes to the shoulder or other safe location to assess damage, exchange information, or wait for law enforcement or other assistance.  The law must specifically require this driver action over and above the normal requirements of drivers involved in crashes.


	
	Table 1.  Top 40 Urban Areas - US Census 2000
	State(s)

	
	
	

	1
	New York--Northern New Jersey--Long Island, NY--NJ--CT
	NY, NJ, CT

	2
	Los Angeles--Riverside--Orange County, CA 
	CA

	3
	Chicago--Gary, IL--IN
	IL, IN

	4
	Washington--Baltimore, DC--MD--VA
	DC, VA, MD

	5
	San Francisco--Oakland--San Jose, CA 
	CA

	6
	Philadelphia--Wilmington--Atlantic City, PA--NJ--DE
	PA, NJ, DE

	7
	Boston--Worcester--Lawrence, MA
	MA

	8
	Detroit—Ann Arbor--Flint, MI 
	MI

	9
	Dallas--Fort Worth, TX 
	TX

	10
	Houston--Galveston--Brazoria, TX 
	TX

	11
	Atlanta, GA 
	GA

	12
	Miami--Fort Lauderdale, FL 
	FL

	13
	Seattle--Tacoma--Bremerton, WA
	WA

	14
	Phoenix--Mesa, AZ 
	AZ

	15
	Minneapolis--St. Paul, MN--WI 
	MN

	16
	Cleveland--Akron, OH 
	OH

	17
	San Diego, CA 
	CA

	18
	St. Louis, MO--IL 
	MO, IL

	19
	Denver--Boulder--Greeley, CO
	CO

	20
	San Juan--Caguas--Arecibo, PR
	PR

	21
	Tampa--St. Petersburg--Clearwater, FL
	FL

	22
	Pittsburgh, PA 
	PA

	23
	Portland--Salem, OR
	OR

	24
	Cincinnati--Hamilton, OH--KY
	OH, KY

	25
	Sacramento--Yolo, CA
	CA

	26
	Kansas City, MO--KS 
	MO, KS

	27
	Milwaukee—Racine--Kenosha, WI 
	WI

	28
	Orlando, FL
	FL

	29
	Indianapolis, IN
	IN

	30
	San Antonio, TX
	TX

	31
	Norfolk--Virginia Beach--Newport News, VA
	VA

	32
	Las Vegas, NV
	NV

	33
	Columbus, OH
	OH

	34
	Charlotte--Gastonia--Rock Hill, NC--SC
	NC, SC

	35
	New Orleans, LA
	LA

	36
	Salt Lake City--Ogden, UT
	UT

	37
	Greensboro--Winston-Salem--High Point, NC
	NC

	38
	Austin--San Marcos, TX
	TX

	39
	Nashville, TN
	TN

	40
	Providence--Warwick, RI
	RI


Table 2.  States In Top 40 Urban Areas

	Arizona
	Phoenix
	
	 
	 

	California
	Los Angeles
	San Francisco
	San Diego
	Sacramento

	Colorado
	Denver
	 
	 
	 

	Connecticut
	New York
	 
	 
	 

	Delaware
	Philadelphia
	 
	 
	 

	District of Columbia
	Washington
	 
	 
	 

	Florida
	Miami-Ft Lauderdale
	Tampa-StP-Clearwtr
	Orlando
	 

	Georgia
	Atlanta
	 
	 
	 

	Illinois
	Chicago
	St. Louis
	 
	 

	Indiana
	Indianapolis
	Chicago
	
	 

	Kansas
	Kansas City
	 
	 
	 

	Kentucky
	Cincinnati
	 
	 
	 

	Louisiana
	New Orleans
	 
	 
	 

	Maryland
	Baltimore
	Washington
	 
	 

	Massachusetts
	Boston
	
	 
	 

	Michigan
	Detroit
	 
	 
	 

	Minnesota
	Minneapolis-St Paul
	 
	 
	 

	Missouri
	St. Louis
	Kansas City
	 
	 

	Nevada
	Las Vegas
	 
	 
	 

	New Jersey
	New York
	Philadelphia
	 
	 

	New York
	New York
	 
	 
	 

	North Carolina
	Charlotte
	Greensboro-WS-HP
	 
	 

	Ohio
	Cleveland-Akron
	Cincinnati
	Columbus
	 

	Oregon
	Portland-Salem
	 
	 
	 

	Pennsylvania
	Philadelphia
	Pittsburgh
	 
	 

	Puerto Rico
	San Juan
	 
	 
	 

	Rhode Island
	Providence
	 
	 
	 

	South Carolina
	Charlotte
	 
	 
	 

	Tennessee
	Nashville
	 
	 
	 

	Texas
	Dallas-Ft Worth
	Houston
	San Antonio
	Austin-San Marcos

	Utah
	Salt Lake City-Ogden
	 
	 
	 

	Virginia
	Washington
	Norfolk-Va Beach
	 
	 

	Washington
	Seattle-Tacoma
	 
	 
	 

	Wisconsin
	Milwaukee
	
	 
	 


I-95 Corridor Coalition











Figure � SEQ Figure \* ARABIC �13� - 2/10 Mile Marker





Figure � SEQ Figure \* ARABIC �14� - Van with directional vehicle markings, Courtesy of the European Scanning Tour








Figure � SEQ Figure \* ARABIC �10� - Truck being removed after rolling onto a vehicle
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Figure � SEQ Figure \* ARABIC �8� - FTE Turkey Lake Operations





Figure � SEQ Figure \* ARABIC �7� - NYSDOT Highway Emergency Local Patrol Truck





Figure � SEQ Figure \* ARABIC �6� - Hudson Valley TMC, Courtesy of www.hudsonvalleytraveler.com





Figure � SEQ Figure \* ARABIC �5� - Truck with side wench for off-road recoveries





Figure � SEQ Figure \* ARABIC �4� - Tumino's Heavy Duty Trucks, Courtesy of Miller Industries website





Figure � SEQ Figure \* ARABIC �3� - MdTA Heavy Duty Response Equipment





Figure � SEQ Figure \* ARABIC �11� - Staged Equipment





Figure � SEQ Figure \* ARABIC �1� - Tour Participants








� Quick Clearance Legislation is statewide, so in order to reduce redundancies, responses were grouped by state.


� All respondents did not answer this question.
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