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ABSTRACT

Economic, fiscd, and environmenta problems, together with requirements of the Clean Air Act and
ISTEA and demands for more livable communities, make it important for states, regions, and
communities to develop and evauate new integrated transportation, land use, and pricing Strategies.

| ngtitutions organized to expand the supply of highway capacity have been asked to take on broader
gods of helping to reduce air pollution, traffic congestion, and forced automobile dependence. Thiswill
require fundamenta redlignment and reinvention of these organizations with a new focus on demand
management and integrated planning. Trangportation demand management (TDM) in the past has been
poorly integrated into trangportation planning and operations and hence has had little effect on the
growth of automobile dependence. This paper discusses key lessons from past experience with TDM,
criteria and benchmarks for multi-modal transportation system performance monitoring and assessment,
and new gpproaches to implementing effective TDM drategies. These strategies can be vauable when
searching for ways to do more with fewer tax dollars aswell asfor helping to improve air quaity by
dowing the growth of further motor vehicle dependence.

The comprehengive strategies discussed include many non-traditional techniques for reducing vehicle
miles of travel and vehicdle trip sarts, particularly affecting non-work and non-peak period travel. New
and emerging concepts are identified, including pay-as-you-go insurance, cash-out of automobile
subsidies, and the use of intelligent trangportation technologies for eectronic road and parking pricing
and automated motor vehicle speed limitation. These need to complement improved intermodal
integration -- such as expanded bicycle access to public trangportation and enhanced freight intermodal
systems -- and changesin land use policy to ensure that accountability and respongbility go hand in
hand, congdering the regiond travel demand and air pollution impacts of loca decisions.
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I NTRODUCTION

Requirements of the Clean Air Act (CAA) and Intermoda Surface Trangportation Efficiency Act
(ISTEA) of 1991 make it imperative for trangportation planners and engineers to develop new drategies
for theinteraction of trangportation, land use, and pricing to reduce air pollution and traffic congestion.
The old gpproaches to planning and demand management focused on reductionist engineering
approaches to moving more vehicles farther and fagter, ignoring effects on latent and induced demand
and missing important dynamic interactions between the supply, demand, qudity and price of
trangportation and land use systems that shape travel behavior. State, regiona, and local authorities are
struggling to make the shift to new inditutiona relationships and new ways of understanding and planning
for community mobility systems.

Traditiond trangportation demand management (TDM) iswidely acknowledged to be limited in its
effectiveness. However, new and more comprehensive srategies for TDM, including mgor pricing and
land use policy reforms and a shift of much currently planned highway investment into trandt and other
management measures, could reduce mobile source emissions related to transportation plans and
programsin typica non-attainment regions by one or two percent or more ayear between now and
2010, compared with current plans and programs. (1) For thisto occur, however, mgor changesin
ingtitutiona thinking, policies, and programs are needed. In particular:

*  TDM must be integrated into al aspects of transportation and community planning and
devel opment, rather than being treated as an add-on to the current process.

» Locd, regiona and state agencies involved in transportation and land use need to be held
accountable for the impacts of their actions on travel demand and reorganized to better coordinate
policies and programs which can manage both short and long term demand growth.

» Much greater resources at the federd, state, regiona, and local level must be devoted to
transportation and land use data collection, the improvement of analytic tools and monitoring
systems, and the use of new types of criteria and benchmarks for measuring transportation system
performance, demand changes, and environmental and Soci0-economic consegquences.

*  TDM must encompass a broader range of strategies, including those dealing with non-work travel,
non-peak period travel, short trips, emerging technologies, pricing, land use development, and urban
design.



PoLicy CONTEXT

New L egidation

The Clean Air Act (CAA) Amendments of 1990 and the Intermoda Surface Transportation Efficiency
Act (ISTEA) of 1991 sgnded the intent of the U.S. Congress to promote mgor reformsin the
trangportation planning process. In two decades since the 1970 Clean Air Act, federa, state and local
transportation agencies avoided giving serious weight to the effects of trangportation plans and programs
on air quality when making investment and policy decisons. These plans have increased our
dependence on the automohile, offsetting the emission reductions from improved vehicles and fuels. In
response, the 1990 CAA Amendments were written to make air quality a primary concernin
transportation decision-making. The law requires urban areas with high pollution levels to modify their
transportation plans and policies to ensure that they themsalves contribute to reduced emissions.
Congress added these new requirements because many serioudy polluted cities are not likely to achieve
and maintain hedthful air quaity without dowing the rgpid growth of automobile use.

New Regulations

Unfortunately, federal guidance inconsstent with the law and ddlays in issuing regulations have
encouraged many regions to continue business-as-usua approaches to transportation and land use. As
regions prepare new State Implementation Plans (SIPs) to meet CAA requirements, many have
discovered that growth in vehicle miles of travel (VMT) since 1990 indeed produces substantia new
emissons which they must quickly offset to meet the law. Many ozone non-attainment regions are facing
the new chalenge of demonstrating NOx emission reductions from trangportation plans and programs to
meet the requirements of EPA's December 1993 find transportation conformity regulations and the
CAA requirements for ensuring that future emissions are less than the 1990 basdline emissions without
taking credit for technologicd fixes otherwise mandated by the law. This requires a shift from strategies
that increase vehicle speeds to other strategies that reduce growth in motor vehicle trips and mileage.
However, few regions have recent experience with such strategies, since transportation policy has for so
long in the US been dominated by strategies which promote growth of motor vehicle trips and mileage.

A 1993 US Generd Accounting Office report documents that many Metropolitan Planning
Organizations (MPOs) are consdering transportation demand management (TDM) and transportation
control measures (TCMs) for air quality, but that most MPOs believe that the measures they are
adopting will have little effect on traffic congestion or air pollution. Indeed, the TCMs most commonly
found in MPO plans are widening intersections and highways, adding HOV lanes, building park-and-
ride lots, and retiming traffic Sgnas. Some are channeling grester financia support to public
transportation and ridesharing. But thus far, few MPOs are moving forward with changesin
transportation pricing and land use policy which are generdly recognized as essentid to produce
subgtantia reductionsin air pollution and to make trangit more cost-€effective in the suburbs. Few
MPOs are |ooking & ways to increase dramaticaly the share of daily activities which can be carried out
by walking and bicycling. Few are looking a anything other than motor vehicle home-to-work VMT
and fixed forecasts of land use which assume that even the longer-term future will bring a sprawled,
automobile- dependent, edge- city with declining urban cores. Are we condemned to such avison?



Many believe not. This old-style gpproach to trangportation planning will fall to provide sustainable
reductions in emissions or traffic congestion and in many cases posits an unnecessary choice between
clean air and economic growth. At best, it will produce short-term reductions in hydrocarbon
emissions, while increasing nitrogen oxide emissons that contribute to ozone problems and simulating
long-term growth in suburban sprawl and automobile dependence.

Need for New Approach and Vision

In response, some are caling for a new gpproach and vision, with recognition of the synergism and
interdependence of trangportation, pricing, and land use. Just as we need to reinvent the corporation
and government, so too we need to creatively reinvent trangportation planning and demand
management, the ways we pose and anayze trangportation questions, and the very communitiesin
which we live and work.

By developing more resource- efficient communities and trangportation systems and reducing wasteful
subsidies to the automobile which our communities can no longer afford, we can foster hedlthy
economic growth and revitdization of our cities while expanding the freedom of citizens to choose
dterndives to the automobile to meet their dally activity needs. Thiswill be awin-win proposition, if we
are clever aout it: more jobs and better environmenta quality, less congestion and more freedom to
choose aternative ways to travel, less urban decay and more preserved open space, with safer streets
for dl.

Results of the November 1994 election introduced substantial uncertainty about the means by which the
Clean Air Act and ISTEA will be implemented in the future, with sgnificant potentia for changesin laws
and regulaions. Severd of the more cogt-effective programs for emission-reduction have come under
heavy attack, with many states reconsidering enhanced vehicle Ingpection and Maintenance (1/M),
reformulated fuels, and Employee Commute Option programs. Delay or loss of these programs will
make atainment of hedthy air yet more difficult. Likely mgor cutsin federd spending on public
transportation and other programs that contribute to improved air quaity may prompt grester growth in
automobile use and related air pollution, worsening traffic congestion problems, sprawl, and urban flight.

Regardless of how the new Congress acts on these issues, fisca pressures on dl levels of government
arelikely to promote ever greater need to pay attention to how to manage the existing system more
cost-effectively. The large subsidies that now encourage greater use of the automaobile and low-densty
suburban sprawl will increesingly be exposed as very costly items when communities are witness erasion
and collapse of other government services.



L ESSONS FROM PAST EXPERIENCE

Prior and ongoing attempts a implementing TDM and congestion management have foundered on six
fronts, dl of which can be resolved in the U.S. through careful implementation of the ISTEA and CAA
legdation. (2)

Need for Comprehensive Rather Than Sequential System Management

Past gpproaches have largely been sequentia, not comprehengive in their examination of waysto
improve system performance. A new gpproach should comprehensively examine the ertire range of
options including capacity enhancement in an effort to select an optimum mix of demand and supply
drategies and actions for incluson in the plan and program.

Need for Integrated Demand-Side Management Strategies

Prior efforts have focused on the near term, which has not dtered the fundamenta gpproach to
congestion-- trying to build our way out of it. A long term commitment to operate and manage both
demand and supply on the Metropolitan Transportation System is required. Operations and
management commitments and continuing support of TDM must be trested in the same way as
pavement maintenance or bus replacement, as regular ongoing features of a management program for
the Metropolitan Trangportation System.

Need to Focuson Activitiesand Travel, Not Facilitiesand Vehicles

Attempts to measure congestion have been focused at points on the road network rather than looking at
the whole trip from auser perspective. Congestion management systems should attempt to optimize
travel from a system wide perspective by looking at travel corridors or subareas and at travel markets
or demand sets rather than at specific bottlenecks. A broader focus will tend to weight decisions not
towards optimizing vehicular mobility, but toward investments that increase multi-moda accessibility
and expand the freedom to meet daily activity needs with less forced dependence on the automobile and
which benefit the performance of transportation networks as a whole and the genera public. Trave
behavior andlyss and models need to shift from afocus on trips to a focus on the activities which give
riseto travel if demand management drategies are to be effectively integrated into anayss, planning, and
system management.

Need to Diversify Expertise Involved in Transportation Analysisand System Management
Implementing agencies have traditionally been oriented toward capacity expansion. Mogt sate DOTs
are overwhemingly oriented to desgn engineering in terms of resources. New personnd with nort
traditional backgrounds, including the socid sciences, should be brought into these agenciesto
Strengthen capabilities to identify and implement new and different types of Strategies. In addition,
implementing agencies have been biased toward capacity solutions on systems that they own. ISTEA’S
reliance on the Metropalitan Planning Organizations for planning and funding decisonsin urban aress
hel ps to resolve these biases as these agencies can broker among options and between competing
agencies. MPOs must include agencies and providers such as ridehare agencies and TMAswho have
traditiondly not been involved in the State DOT project planning process. MPOs aso need to reach out
to the broad public affected by transportation and land use decisions, including non-governmentd



organizations concerned with environmenta quaity and community development, trangportation and
land use decisons, and various community-based organizations representing different segments of the
population. These stakeholders should be given fair and equa access to information throughout the
planning process to reduce barriers to their effective participation. This should be complemented by
establishing support for public intervenor programs designed to assist regiond and community- based
organizations in their interaction with the planning process.

Need for Tight Linkage Between Demand Management and Funding/Investment Decisions
Padt practice hasfailed to link demand management options to funding and investment decisions. This
linkageis criticd, asthe paliticad imperative to get credit for building new facilities is strong among
elected officids. The new ISTEA legidation provides the flexibility to invest in demand management
options, but there needs to be an explicit linkage between the management system requirement and the
fiscd decigonsif a continuing commitment to management isto emerge.

Need for Accountability to Link Land Use, Pricing, Transportation, and Environmental Policy
Land use, urban design, and trangportation pricing policies and decisions have not been consdered in
light of their effects on trangportation demand and transportation system performance, induding ar
qudity. ISTEA requires consderation of such factors as part of both statewide and metropolitan
planning. Effective long-term demand management is highly dependent on cregting ongoing integration
of these factors across many different agencies and actors. Thiswill require mgjor effortsto reform
trangportation and land use decision-making structures, increase accountability of different agenciesto
the effects of their decisions, and improve dispute resol ution mechanisms between agencies.



CRITERIA AND BENCHMARKSFOR M ULTI-M ODAL TRANSPORTATION SYSTEM
PERFORMANCE

The integration of TDM drategies into overd| trangportation and land use decision processes will be
mogt effective if methods are devised for measuring system performance that encompasses the entire
multimoda metropolitan trangportation system, that focuses upon the needs of the user not the facility,
and that dlows the evaluation of secondary, tertiary and externad impacts of resource alocation
decisons. Criteriamust be devised for the development of metropolitan transportation system
performance eval uation measures to guide resource dlocation decisons. they should be smple enough
for alayperson to understand; they should be multivariate in nature as we are trying to mode a complex
system; they should examine system outputs rather that interna facility characteristics and they should be
user oriented.

Cost-Effectiveness

Cost-effectiveness should be one factor in evaluating different strategies. 1t should be measured over
the life of the asset. Incluson of cogt-effectiveness into the ranking of projectsin the Bay Area of
Cdifornia has demondtrated that inexpensve operation srategies in the sysiem management arena have
tremendoudy high benefitsin congestion relief per dollar invested.

User Accessibility and Convenience

User accessihility and convenience measured in relative delay or trave time by different modes to
different types of degtinations could be other factors for use in evauating trangportation, land use, and
pricing strategies. While Leve of Service (LOS) tends only to messure alink, congestion mesasures
which look at the entire trip in terms of time tend to better mirror the user’ s expectations, athough these
are chdlenging to forecast. Accessbility measures are needed to evauate the potentid utility of
dternative modes, land use patterns, and pricing sysems. These can help shift from a narrow focus on
highways and cast light on the real choices or lack of choices offered to residents and workers as they
seek to carry on their daily lives. Criteriafor the acceptability of traffic delay or congestion should be
related to the avallability of other viable modd aternatives and should be established to promote rather
than inhibit the development and use of multi-moda dternatives. Accessibility by walking, bicyding,
trangit, and automobile al need to be consdered as dementsin the tota transportation level of service.
The effects of changesin prices and subsidies on the use of different modes should be accounted for in
developing composite accessibility measures.

Social and Environmental | mpact

Socid and environmental impacts can be measured in an normétive plus-minus sense rether than an
absolute sense, and a participative modd can be developed here. Thistype of ranking is particularly
effective in a public planning process that brings technicians, decison makers, the public and advisors
together to evaluate dternative strategies in terms of community values and environmenta impacts.
Digributiona impacts of current patterns and potential changesin trangportation prices and subsidies
and accessibility should be evaluated to inform public policy-making and participation.



NEW STRATEGIC ELEMENTS

If the old gpproaches to demand management yield little benefit at high costs, what are the promising
drategies for demand management that could fit within new and more effective planning and
management systlems? Obvioudy, different regions will face different needs and opportunities, and plans
must be tailored to local redities. However, anew longer-term comprehensve transportation
management strategy for many regions might include alarge share of the ingredients discussed below.
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Requiring Motoriststo Pay their Own Way

If we are serious about managing travel demand, the best place to start isto "cash-out” large exidting
subsidies which encourage commuters to drive to work and to shift other price signas for both work
and non-work travel, with "pay-as-you-go" automobile insurance, smog fees based on how much
vehicles pollute and how far they are driven each year, and the development of automated road pricing
systems, building on existing Intdligent Vehicle Highway System (IVHS) demondiration projects. These
will be best received if they are phased in as revenue-neutra programs, with rebates of surplus program
revenues to dl the region's citizens, in recognition of the sengtivity of many citizens to new taxes and
concerns over their effects on the poor.

Smart Transportation and Community Systems. If we introduce more full-cost margind pricing in
transgportation, market forces will encourage more efficient individua transportation choices, long-term
development patterns, and the rapid development of job-creating dternatives to the automobile. These
dternatives may range from taxis and other forms of paratrangt to new transit services, high speed
intercity rail, tedecommuting and teleshopping, and improved conditions for walking and bicyding.
Elimination of trangportation subsidies will dso help stimulate development and revitaization of
neighborhood- based retail and service businesses.

The cashing-out of employer parking subsidies could be implemented nationdly by Congress with a
smple change to the Internal Revenue Code, as proposed by President Clinton. 1VHS could provide
an unprecedented opportunity for governments or private operators to efficiently impose trip and road
user feesfor highway travel, which could be used to manage travel demand to reduce both air pollution
and congestion. However, the current IVHS program has focused mostly on technologies to expand
highway capacity without managing demand, which threstens air qudity attainment. (4)

Promoting Livable Communities and Freedom to Choose Alter native M odes

While mgor changes in land use and urban design take decades to effect, it is possible to restructure
Street space dlocation and street usage rulesin ardatively short time, introducing such Strategies as
traffic cdming, Sdewaks, bicycle paths and lanes, and reserved or priority bus lanes. Research in
Germany shows that dowing down and caming traffic on resdential and commercid streets can be
highly effective in reducing ar pollution emissions from motor vehides, including not only NOx, but so
CO and VOC emissions. Although traffic caming and other bicycle and pedestrian related
trangportation Strategies are widespread now in Europe, Japan, and Audtrdia, (5) the USIagsbehind in
developing, evauating, and demongtrating these strategies for demand management, with only a handful



of communities having experience in this area. As aresult, these strategies are too frequently dismissed
by locd traffic engineers without knowledge of their true codts, effects, or awareness of how easily they
can be implemented. Leadership and targeted training and research initiatives are needed at different
levels of government to promote progressin thisarea. IVHS could aso be used to impose automated
vehicle speed limitations gppropriate to any particular road or area, cregting eectronic traffic caming for
low volume residentia streets and busy pedestrianoriented commercia areas, smoothing traffic flows
on arterid roads to metch traffic sgna timing, and diminating the increased emissons and safety
problems that come from very high speed driving.

It isaso possible in aperiod of severd years to begin retrofitting neighborhoods for more trangt,
pedestrian, and bicycle oriented land use patterns through locd, regiond, or state growth management
incentives and targeted impact fee systems. These can simulate development of key missing land usesin
appropriate locations, with appropriate urban design. Loca governments bear akey responsbility for
growing automobile dependence by their often exclusionary low-density zoning around trangit stations,
Ste design standards, growth management systems, and prohibitions on accessory gpartments and

bus nesses in homes which reduce opportunities for integrated pedestrian and trangt friendly
communities. Changesin land use policy and governance are needed to ensure that accountability and
respongibility go hand in hand, considering the regiond travel demand and air pollution impacts of locd
decisons.

Getting Smart About Trangt and HOVs

Improved and expanded trangit services are important in attaining hedthy air qudity, but transit
investment aone cannot be expected to overcome all the other forces which now promote sprawl,
automobile dependence, and growing traffic volume. Trangt investments will be most productive when
automobile drivers pay the full costs of using their cars, where jobs, houses, and shops are mixed
together and clustered in pedestrian and bicycle friendly settings, and when advanced technologies and
Street space management systems are used to ensure efficient trangt digpatching and operations. Setting
asde reserved rights-of-way for rail and bus modesin higher dendity travel corridors, and pre-empting
traffic sgnals for trangt vehiclesin moderate dendty corridors can boost schedule adherence and
productivity while making trangt more competitive with the automobile.

Trangt Access and Egress. Low density suburbs are generaly inhospitable to conventiond transit.
However, more attention to trangt access and egress systems, such as bike-and-ride, can help expand
the market area of trandt stops and stations, overcoming some of these problems. (6) In European and
Japanese suburbs, the bicycle is the predominant and fastest growing means of access to express trangt
services and provides pollution-free expansion of trangt markets. In the US, in contrast, massve
investments in automobile park-and-ride systems have made transit dependent on the automobile while
doing next to nothing to improve ar quality, Sncetrip sart related emissions (rather than emissions
related to the distance traveled) account for the largest share of the emissonsfor al but longer distance
metropolitan automobile travel.

Many American state and local governments plan magjor expansions of park-and-ride sysemsin the
1990s to meet air quality and congestion management goas. However, bike-and-ride appears to offer



far greater cost-effectiveness and long-term potentid for Strengthening dternatives to the automobile. A
1980 Chicago study found that the ingtallation of secure bicycle parking at rail stations would reduce
hydrocarbon emissions at a public cost of $311 per ton, compared to $96,415 per ton for an express
park-and-ride service, $214,950 per ton for a feeder bus service, and $3,937 per ton for acommuter
raill carpool matching service. Similar differentials were found for CO reduction costs.

Smart Trangt and Paratransit. Red-time transit passenger information systems and introduction of a
greater diversty of paratrangt services -- taxis, jitneys, and shared-ride subscription services -- can aso
help to overcome some of the current limitations of current suburban trangt services, helping to reduce
emissions by expanding traveler mode choice. However, regulatory barriers frequently impede private
initiatives to develop new transportation services. These should be removed by state and local
governments to permit greater market competition.

HOV or Road Pricing? Many states plan mgor highway expansons for high occupancy vehicle (HOV)
lanesin coming years. While these are less damaging to air quality than expansons of single occupancy
vehicle (SOV) capacity in non-attainment areas, they Hill often contribute to suburban sprawl and
mobile source emissions growth, especidly when 2-person vehicles are permitted to use them. Only
take-a-lane HOV systems which redlocate existing road space can be expected to produce long-term
emisson reductions rather than emisson growth from mobile sources.

While pure take-a-lane strategies are politicaly difficult to implement, these problems can be addressed
by dlowing SOV driversto buy their way into "Smart Express Lanes,” using automated toll collection
through "smart cards" This automated toll collection technology has dready been successfully
demongtrated in Kansas, Virginia, Texas, and esewhere. The price of admission to the lanes can be
adjusted periodicdly to ensure efficient use from opening day onward. Astravel demand in a corridor
grows, prices can be adjusted to switch more driversto transt and HOV modes or additiond existing
lanes can be gradudly converted to a pay-as-you-go system. In return for a payment, drivers can
expect and get delay-free travel, while those who do not want to pay can choose aternative modes or
lower speed routes. I surplus revenues from these tolls are periodicaly rebated to dl resdents, there
will be agrowing condituency for extending the system and increasing the price charged per mile or per
trip.

Creating a New Trangportation Ethic

Marketing and incentives and adjustments to automobile infrastructure systems are dso heeded to help
adjust public attitudes to new redities and to offer new incentives and disncentives. Just as anew ethic
was created regarding recycling, we can create a new ethic regarding trangportation in the 1990s.
Educationa campaigns should be used to influence travel behavior, and might be given extra emphasis
during hot westher, when ozone violations are likely, even though the CAA is clear that intermittent
measures cannot be credited in SIPs. Campaigns should reach out to children with new ideas about
how transportation choices affect the environment, public safety, and the hedlth of our communities. But
to be meaningful, such education should be complemented by in-school, on-road bicycle and pedestrian
training which can best occur if every child in Americais aso guaranteed the freedom to walk and ride
ahbicycle safely in the neighborhood of their schoal.



PUTTING I T ALL TOGETHER

There are no magic bullets to solve our transportation and environmenta problems. Only by integrating
mutualy supportive strategies can we meet our objectives affordably. Attaining annual emisson
reductions from transportation plans and programs will require a combination of traditiona and non
traditiond trangportation management drategies. To be effective, this must include significant
trangportation pricing changes, integrated congestion and growth management programs, and
improvements of pedestrian and bicycle conditions, dong with ridesharing programs, employer trip
reduction programs, parking management, and trangt invesiments.

Andysis of individud measures on their own will show far less effectiveness than andyss of integrated
packages of measures with changes in trangportation investment policies and plans. Significant
investments are needed by metropolitan planning organizations in better data collection, andysis
methods, and evauation of both prospective aternative strategies and ongoing plan and program
implementation, but lack of policy-sengtive modds should not be cause for delaying initigtion of
innovative demand management strategies. Rather, professond judgement should be used to devise
estimates of the effects of comprehensve strategies, followed by good monitoring of changesin trave
behavior, usng travel pand surveys, more comprehensive traffic count programs, and other new data
collection activities. If the strategies do not produce anticipated reductions in emissons and travel
demand, then contingency measures should be available to make up the difference. To the extent that
trangportation pricing reforms are included in SIPs, contingency measures will be as easy as adjusting
the price of certain transportation choices (with rebates of surplus revenuesto all residents to develop
and sugtain a congtituency for the pricing strategies).
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CONCLUSIONS

Nearly al of the demand management Strategies discussed above are based on redl working examples
drawn from some of the world's wedlthiest and economically competitive communities. These can be
implemented in Americatoo. Achieving thiswill require leadership, initigtive, and innovation which
Americans have demonstrated before and can demondtrate again to meet the challenges of changing
times and conditions.

These demand management strategies will provide short-term economic stimulus, provide new revenues
for community infrastructure and services, and strengthen Americas long-term economic
competitiveness. They are part of anew vision of how transportation systems can serve many other
godsin addition to mobility -- including enhancing the qudlity of life, reducing congestion and travel
delays, cleaning the air, and contributing to more desirable communities. Development of transportation
conformity programs, congestion management systems, and State Implementation Plans (SIPs) under
the CAA provide key opportunities for advancing this vison and making Americas transportation
systems more sustainable.
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