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Inthefield of trangportation thereisastandard set of planning methodsand modelsthat wecall
the four-step process or the Urban Transportation Planning System (UTPS for short). This set of
modelsand proceduresisused to forecast travel demand for future transportation sysemsand it playsa
centra rolein the eva uation of dternative trangportation plans and policies, especidly capitd facilities.
These methods are venerable and widdy used dl over the world. We teach them in universties, use
them in consulting firms and metropolitan planning organizations and apply them overseas aswell asin
the United States. Wetravel on trangportation systemsthat were planned twenty, thirty and forty years
ago using these methods, and the techniques are for the most part, with some variations and
improvements, what they were then.

We generdly attribute some of these methods to the decades of the fifties and sixties, giving
credit, for example, to Alan Voorhees for development of the gravity model in the fifties—the trip
digtribution modd that is<till widdly used. Thereisanarticle, however, in Public Roads megezinefrom
the 1920s indicating quite clearly that the gravity modd was used in 1927 in the Boston trangportation
study, and that a succession of proceduresthat |ook much like thefour-step process was already used
in the Cleveland regiond highway study in 1928. Our methods thus clearly have roots that are even
deeper than is realized by many engaged in the practice of trangportation plaming.

In the saventies the U.S. Department of Trangportation mounted a program of research,
development, improvement and dissemination of trangportation models and data. It made software
available to transportation planning agencies and consulting firms, ran courses on how to use that
software, published manuas and even had a telephone hat line that modders could cal if they were
having problemswith gpplications. That level of support, the most important of which wasthe ongoing
program of research that supported and advanced the state of the practice over time, went away with
the federa budget cutsin the early eighties.

Transportation analys's, modeling and forecasting have advanced rdlaively dowly during the
eighties and early nineties; yet there are many new demands being placed on travel demand models,
forecastersand policy makers. Inaddition to thetravel demand andysisthat hastraditionaly been done
in support of system planning for capital investment, we began to need answersto questions of travel
demand management and transportation system management, and the models of thefifties, Sxtiesand
seventies were not idedlly suited for those purposes, for example, to determine what would happen if
car pooling or HOV lanes were introduced. We grew even more aware of the shortcomings of the
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techniquesin our tool bag when we becameincreasingly responsiblefor linking travel demand andysis
with ar qudity andyss in paticular for the devdopment of ar quaity management plans,
implementation plans and conformity andysesrequired by the Clean Air Act amendmentsin areasthat
violate nationd ambient clean air sandards.

Facing new demandsand redlizing that travel demand andlysiswas not advancing in accordance
with changing needs of transportation policy makers, and redlizing that advancesin thescience of travel
andysis were not being reflected in the practice of travel demand nodeling, a crestive group of
trangportation officidsin the Federd Highway Adminidration, the Federd Trangt Adminigration, the
Office of the Secretary of Transportation and the Environmenta Protection Agency got together and
decided that it was time for a new initiative to try to update and improve travel demand forecasting.
They formed the Travel Mode Improvement Program, or TMIP, which hasmany objectives, dl related
in one way or another to improving the state of the art and the Sate of the practice of travel modding
and forecagting. By the Sate of the art we mean what we are capable of doing - wherethe“frontier” is
intermsof theavallablemodds. The date of the practice meanswhat the agenciesand consulting firms
are actudly doing outinthefield. Sometimes, of course, thereisagap between those. A large part of
thework inthe TMIP program isbeing done under contract becausethere arefew federd officidswho
are able to devote much of their time and energy to this program.

The TMIP program is divided into four tracks. Track A is devoted to outreach: the
dissemination of information, the publication of a newdetter and reports of the research studies that
were carried out under al of the tracks, a series of conferences, development of a web ste, and
preparation of aCD/ROM for the digtribution of datasetsand forecasting methods. All of these efforts
areintended to help modeling and forecasting practitioners sharpen their expertise and promote better
practiceinthefield. Track B is devoted to developing short-term mode improvements and changes
that canimprovethe sate of the practice currently by adding margina improvementsto existing modds
and practices. Much of thework in Track B isbeing done by consulting firms. Information about some
of the products of Track B is in documentation available here and in a recent issue of the journd
Transportation that featured the TMIP program. Track C is amed at developing a whole new
generdion of traffic forecasting procedures, and the bulk of funding under Track C is going to Los
AlamosNationd Laboratory whereagroup of certified mathematical and computer geniuseshave been
working for severd years on development of TRANSIMS, a fundamentaly new microsmulation
approach that incorporates ideas from activity andyss and ingghts from research in microamulation.
They are engaging in some demondrations in large metropolitan arees that include activity anayss,
travel forecagting and air quality impact assessment. TRANSIM Sisongoing, and very sconwewill be
seeing someof itsresultsdisseminated to alarger community of interest. Track D involvesresearch and
development leading to improvements in data collection and in the databases that transportation
planners have available to them to use with their models and forecasting methods.

Among the ongoing changes in trangportation planning are two that have brought us to this
conference and that must be addressed in dl four tracks of the Travel Modd Improvement Program.
This conference is to consder how travel demand modeding and forecasting can be improved by
incorporating some of the changes that are occurring in gpproaches to urban design, and in the

14



smultaneous substitution and complementarity occurring between tdecommunicationsandtrave. These
two areas are related to one another but each isimportant in its own right.

Many of you areinterested in how the physical characteristics of residentia neighbor- hoods,
commercid centers and downtown areas can be changed to bring about more desirable and more
efficient trave patterns. Weareincreasingly calling for more attention to land use mixes, street patterns
that encourage walking, cycling and trangt use; the concentration of higher dendties of activities in
corridors that are well served by public trangit; the crestion of pedestrian or trangit oriented digtricts,
and to traffic caming. We do not know exactly which of these strategies will have deep, lasting and
sgnificant effects on travel patterns, in part because we do not have evauative tools with which to
edimate their long-term effects. If you are interested in promoting these gpproachesto planning it is
reglly important that they be inditutiondized and the way they become indtitutiondized is through
devicesliketravel demand forecasting techniques and data coll ection techniques that are Sandardized.
If you are interested primarily in tools and techniques as an andyst, forecaster or consultart, it is
important thet you begin to be serioudy concerned about these newer approaches to travel demand
management being promoted by so many communities of interest. We are not here to advocate
particular changes or to rate some land use approaches as better than others. Rather, we have come
hereto ask what changes need to be made to our methods of analysisto enable usto ask whether some
gpproaches to urban design in particular contexts might be better than others with respect to efficient
patterns of movement in cities and suburbs.

Right dongside the movement to change travel by changing the design of urban placesisthe
redlization that telecommunications technologies are interacting with trangportation systems and with
human activity patternsin new ways. We are cornected with one another by telephones, fax machines
and the worldwide web, and it is important that we are cognizant of the ways in which those
circumstances are changing the ways we work, changing where we live, changing the frequencies and
thetimes a which wetravel and changing the spatid patternsof activitiesaswell. Very important isthe
question of how we can capture these emerging changes in our travel demand modeling tools and
techniques. Weare asking you al as experts and thoughtful observersto help us come up with concise
and useful statements of what we know in answer to these questions about how these things are
changing, how that change affectstravel patterns, particularly thedistribution of travel intime and space.
We are asking you to ponder what we aready know about the effectsof telecommunicationsand the
effects of aternative urban formsand urban designson travel and what can be disseminated in the near
future to metropolitan areas, state departments of transportation and consulting firms in order to
improvethe qudity of their trangportation forecasting and policy making. Weareaso asking for hepin
identifying ideas for research, development and demondtration that are needed to improve the Sate of
the practice as well asthe state of the art with respect to the topics of this conference.

15



16



