
car-pooling and van-pooling services to employees not 
served by transit have been effective in many metro-
politan areas. In addition, improved transit services, 
especially express services in the peak periods, can 
divert persons from automobile to transit travel. At-
tempts to implement disincentives such as increased 
parking rates, parking taxes and surcharges, and re-
strictions on parking hours and supplies, although po-
tentially effective, often give rise to strong opposition 
from various groups and must be planned and imple-
mented carefully. 

A more long-range and gradual solution was also 
discussed. This involves changing present zoning laws, 
which typically require a minimum number of parking 
spaces per unit of development, to a zoning law that 
would place a maximum ceiling on the number of parking 
spaces per unit of development. The advantage of this 
approach is that gradual restrictions on the supply in a 
given area can be achieved without adversely affecting 
the mobility of the population. Only new developments 
would be affected and, if done properly, the restrictions 
would not be so strict as to place the new development 
at a commercial disadvantage with competitors. This 
latter point became the subject of some discussion at the 
workshop. Concern was raised about the willingness of 
mortgage bankers to lend money to projects that are 
impacted by supply restrictions. This appears to be an 
important, often overlooked factor that must be better 
understood before an area begins to seriously limit  

parking. 
The role of parking in ThM, although not discussed 

at the workshop, is an issue that needs further explora-
tion. Some have even questioned the value of its inclu-
sion within ThM. An answer to that question is that the 
transportation network consists of many interrelated and 
dependent parts, of which parking is one. Until recently, 
parking has often been overlooked and ignored even though 
it serves a vital role in the network. In short, manage-
ment of parking under ThM is transportation planning, 
and it should be a part of any regulation that purports to 
influence noncapital transportation improvements. 

The motives for managing parking can be diverse: 
congestion relief, CBD revitalization, air pollution re-
duction, energy savings, transit support. It can be at-
tempted through one or more individual parking control 
measures that may or may not be coordinated. Alter-
natively, it may be attempted in a more comprehensive 
manner through formalized parking planning that consists 
of a process as well as a plan. The measures imple-
mented would be a part of a considered scheme. This 
approach requires institutional coordination, a defined 
planning process with goals and public involvement, po-
litical commitment, and technical analysis. Although 
more difficult and expensive, the comprehensive planning 
approach may result in better and more defensible strat-
egies than the individual measure approach. However, 
present evidence is lacking on which to judge the planning 
approach. 

MANAGEMENT OF DEMAND 
Michael A. Kemp 
Urban Institute 
Workshop moderator 

The phrase "management of demand" could be applied 
to virtually every TSM policy under discussion at the 
conference. The U.S. Department of Transportation 
has employed the phrase with a much more restricted 
meaning, however, in its published material concerning 
transportation system management. The department's 
usage appears to be limited to just two concepts: (a) 
pricing policies for highway and transit use and (b) ad-
justment of work schedules. (Those are the actions 
listed under paragraph 4a5 of the Appendix to Part 450.1 
of the federal highway regulations, 23 CFR.) The scope 
of the workshop discussion was even more restricted; 
since pricing policies were discussed by another work-
shop, we were concerned only with the manipulation of 
work schedules to influence the patterns of demand for 
using transportation facilities. 

The status of work schedule adjustment policies as a 
means of influencing travel demand is a little ambiguous. 
On the one hand, we are told that flexible and staggered 
working hours have a long history and that the personnel 
departments of major companies are currently rushing 
to introduce them. On the other hand, few transporta-
tion professionals as yet have any experience in pro-
moting the adjustment of work schedules with the spe-
cific aim of reducing the peaking of demand for highway 
and transit use. In consequence, the attendees at the 
workshop (whose varied backgrounds appeared to provide 
a reasonable microcosm of the full conference) could 
contribute little that was drawn from personal experi-
ence. Most of the time was spent instead in questioning  

the author of the resource paper, who has managed rel-
evant projects in New York City and in Newark and who 
is an articulate and enthusiastic proponent of this type 
of policy. 

Of all the policies discussed at the ThM conference, 
work schedule adjustment might perhaps be claimed to 
come the closest to Pareto optimality. The experience 
accrued to date suggests that the abandonment of uniform 
working hours is popular with all of the interests involved. 
Employees certainly like it. The employers, although 
negative or hesitant at first, generally find after adjust-
ing schedules that there are several pecuniary or non-
pecuniary benefits accruing to the company. And society 
at large gains too from the reduction of peak-hour con-
gestion on transportation facilities. The costs and dis-
benefits of the policy, on the other hand, appear to be 
small and comprise principally the expense of promoting 
the idea to the public. 

As far as maximizing the beneficial transportation 
consequences is concerned, the best form of work sched-
ule adjustment appears to be the most radical: flexible 
working hours. Each employee is (within limits) free to 
arrange his or her own work schedule in such a way that 
he or she finds optimal, considering factors such as 
travel times and conditions and coordination with other 
family members. Since minimization of the time delays 
and the discomfort associated with traveling under con-
gested conditions has a high priority for many employees, 
this "free market" in work starting times will usually 
imply a significant smoothing of the travel peak. 
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The New York City experience suggests that flexible 
working hours are more difficult to promote to employers 
than are less radical forms of schedule adjustment, and 
most of the companies adopting flexible time do so only 
after an initial period of work-hour staggering or of 
limited-scale experiments. Although a central agency 
might easily coordinate staggered work hours for a 
single employment center (like a central business dis-
trict) or a single transportation corridor, the successful 
coordination of a citywide program is a far more com-
plex problem, requiring possibly the use of a highway 
and transit network simulation model. The widespread 
adoption of flexible time, on the other hand, ought to be 
somewhat sell-regulating in its effects on a network of 
transportation facilities. At the other end of the scale, 
localized congestion problems (such as those at particu-
lar transit stations or freeway ramps at specific times) 
may often be relieved quite easily by staggering the 
hours of nearby workers. 

The 4-day workweek (still of 40 h) appears to be the 
least popular form of schedule adjustment with em-
ployers, and to a lesser extent with employees too. Un-
like staggered work hours or flexible time, it may im-
ply a reduction in the total volume of travel. (There ap-
pears to be no empirical evidence as to whether employ-
ees travel to a greater or lesser extent on the days they 
do not work than on the days they work.) To the extent 
that the total vehicle travel does decrease as a result of 
the 4-day week, fuel consumption and noxious vehicular 
emissions would be reduced as well as transit revenues. 

Do the various forms of work schedule adjustment 
lead to modal shifts? The experience to date has pro-
duced little evidence that they do. Do they break up car 
pools? Again, there is no strong indication that they do, 
assuming that employment densities in the area are rea-
sonably high. Indeed, evidence from Toronto and else-
where suggests that car-pool formation can sometimes 
be helped rather than hindered. 

Most of the experience accrued to date has principally 
involved office workers with jobs in the central business 
district. Among these groups, no major differences in 
receptiveness among different types of company or in-
dustry have been detected in the New York City project. 
But how about blue-collar workers who work in industries 
like production-line manufacturing outside central areas? 
Workshop members acknowledged that the flexibility to 
stagger hours would probably be more limited in such a 
case, but did not regard the problems as insurmountable. 

Much valuable practical advice for promoting work 
schedule adjustments, drawing mostly on the experience 
accrued in New York City and Newark, emerged in the 
workshop session. For example, if one wishes the adop-
tion of staggered work hours to produce adjustments in 
travel patterns, the new work starting time should be at 
least 30 min different from the previous one or employees 
may not respond. Employers are not attracted to start-
ing times that are at minor divisions of the hour (such 
as 8:25 or 8:50); they prefer to stick with the more con-
ventional 1/4  or '/2-h times. As to promotion itsell, the 
New York City project has benefited from free television 
spots and pro bono publico assistance from advertising 
and public relations agencies. It is wise to make the 
first contact with the chief executive of a company rather 
than at a lower level, and it helps to enlist the services 
of prominent local business people as a promotional task 
force for the project. There are some indications (based 
on only limited experience) that direct approaches to em-
ployee associations and unions can be helpful also. 

All of the work schedule adjustment programs to date 
have relied on the voluntary cooperation of employers. 
However, a local government that is strongly committed 
to promoting such a program could consider creating 
fiscal or legal incentives for firms to participate. Some 
workshop members doubted whether this was either nec-
essary or wise. 

ACTIONS TO REDUCE VEHICLE USE 
Ronald J. Fisher 
Urban Mass Transportation Administration 
Workshop moderator 

At the start of the workshop, participants were asked to 
state their major interest in transportation system man-
agement. These included TSM strategies for pollution 
reduction, impact on long-range urban development, re-
lation of ThM to implementing agencies, automobile-
restricted zones, need for an institutional basis for con-
tinuing strong local actions, a hope to find in TSM "the 
political answer to the automobile," and relation between 
metropolitan planning organizations and operating agen-
cies. The remainder of the workshop discussion then 
revolved around those issues concerning TSM and less 
directly involved the limited set of TSM actions aimed 
at reducing vehicle use. 

The TSM method was compared to "old-style" plan-
ning in which planners looked for the "big solution" that 
would solve everybody's problems, at once, but really 
ended up focusing just on downtown trips. TSM, on the 
other hand, is many small solutions based on an accep-
tance of land use patterns as they are today. It is the 
responsibility of planners to reach the community, 
rather than vice versa. TSM actions to reduce vehicle  

use are generally regarded as a negative thing; these 
projects will fail unless people see the need for them. 
Restrictive aspects of TSM should not be emphasized as 
much as they are, for TSM is not restrictive. The focus 
should be on improvements to the system. 

A need for establishing criteria and standards was 
suggested. They would help in predictions of the posi-
tive aspects of projects, such as increased pedestrian 
volumes for center city actions, and thus in gaining the 
support of merchants. They could also be used to de-
termine if weather protection, which enhances sales in 
shopping centers, would do the same in downtown retail 
districts. Would standards have helped to convince the 
antibarrier people in Berkeley of the value of the traffic 
diverters? 

An example of an institutional arrangement for a TSM 
project that successfully brought together various agen-
cies is the El Monte Busway task force, in which state, re-
gional, county, and municipal agencies worked together 
to develop a commitment within the task force to the 
project. However, the experience with the Santa Monica 


