
127 

people and agencies will be involved. This complexity 
undoubtedly will cause transportation planning to become 
more expensive, thus necessitating increased federal 
financial support of planning agencies. More important, 
the planning process may become so cumbersome that 
it inhibits the informed, efficient decision making it is 
supposed to promote. If an overly complex planning 
process is to be avoided, the people who design, operate, 
and participate in the process will have to exercise con-
siderable skill and wisdom in balancing the need to 
maximize information, coordination, and participation 
against the need to maintain simplicity. 
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ROLE OF THE MPO IN FORMULATING 
THE TSM ELEMENT 
A/bert A. Grant 
Department of Transportation Planning1  

Metropolitan Washington Council of Governments 

Developing and implementing effective transportation system manage. 
ment elements in urban transportation plans will depend greatly on the 
ability of the metropolitan planning organization to develop an accept-
able institutional framework for cooperation and joint action that does 
not detract from the basic responsibility and authority of participating 
local and state agencies. MPOs, particularly those operating within the 
framework of councils of governments, can play a key role in the fur-
ther refinement and implementation of TSM elements because of their 
ability to work with local and state policy and decision makers to 
achieve consensus in a metropolitan area. Because of their concerns 
with a wide range of functional and social service goals and needs, MPOs 
can recommend trade-offs among competing objectives, identify op-
portunities for applying locally successful TSM measures to other parts 
of a metropolitan region, and integrate and relate TSM planning to 
other elements of the areawide transportation planning process. 

Regulations promulgated by the U.S. Department of 
Transportation in September 1975 required the submis-
sion by March 30, 1976, of a transportation improve-
ment plan containing transportation system management 
(TSM) elements. During this 6-month period, metro-
politan planning organizations (MPOs) had to develop 
and gain acceptance of a strategy for action by state 

and local constituents, many of whom unhappily per-
ceived that the September regulations threatened their 
prerogatives and authority; carry out the agreed-to 
strategy; and prepare and submit the TSM element of 
the plan. Many of these first efforts were hasty and 
drew criticism for lacking comprehensiveness and not 
being systematic in the approaches, evaluations, and 
trade -off analyses. 

Although generally valid, these criticisms should be 
considered within the perspective of institutional rela-
tions and concerns and of the time needed to overcome 
such institutional concerns so that adequate attention 
can be given to the technical problems and their solu-
tions. The first role of the MPO in TSM planning is 
to develop a political and institutional strategy and 
process that will allow all MPO participants at the 
state and local levels to engage in areawide TSM 
planning without losing their responsibilities and 
authority. Implementation of effective TSM plans 
will depend greatly on the MPO's ability to develop 
an acceptable institutional framework over time for 
cooperation and joint action. 
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This paper draws on the experience of TSM plan-
ning in the Washington, D.C., metropolitan area in 
discussing the role of the MPO in formulating TSM 
plan elements. 

TSM PLANNING WITHIN 
THE FRAMEWORK OF A 
COUNCIL OF GOVERNMENTS 

TSM planning must be viewed within the larger con-
text of the particular characteristics and political 
and institutional relations of a given metropolitan 
area. A brief description of these characteristics 
and relations for the Washington, D.C., metropol-
itan area follows. 

Area Characteristics 

Metropolitan Washington is a unique urban community 
in terms of its economic, social, and political composi-
tion. It covers some 6200 km2  (2400 miles2 ) in Mary-
land, Virginia, and the District of Columbia (Figure 1). 
During the past 3 decades, the Washington metropolitan 
area has had the highest growth rate of any major met-
ropolitan area. Washington's current population of 
more than 3 million is three times what it was in 1950. 
It is now the seventh largest metropolitan area in the 
United States. 

From its beginning, Washington has been a spe-
cialized community because it is the capital of the 
nation. Most, if not all, of the area's growth has 
resulted from the expansion of the federal government 
in terms of both its size and its influence. Of the 1.3 
million persons employed in the Washington area, about 
25 percent are employed directly by the federal govern-
ment. This proportion increases to nearly 75 percent 
if those jobs created as a result of federal funds or 
related to federal programs are included. According 
to the 1970 census, metropolitan Washington had the 
highest level of educational attainment, the highest 
income per capita, the highest rate of population growth, 
and the lowest unemployment level of any major metro-
politan area. 

Despite the outstanding strengths of the metropolitan 
economy, Washington has not escaped the multitude of 
problems facing urban communities, such as pollution, 
traffic congestion, crime, proverty, urban decay, and 
urban sprawl. Like those of other communities across 
the country, the local governments in the Washington 
area are struggling to obtain the resources necessary 
to combat these problems. 

Although the Washington metropolitan area con-
tains more than 100 units of government, most of 
the governmental authority is exercised by the six 
counties and four independent cities. The existence 
of strong county governments in the area has produced 
a far simpler set of governmental units than in most 
other areas of comparable size. The most complex 
governmental factor in the Washington area is that the 
area is divided into three separate parts, subject to 
three separate legislatures. The Virginia state govern-
ment, the Maryland state government, and the District 
of Columbia government along with the federal govern-
ment on its behalf have strong voices in the governing 
of the Washington metropolitan area. Since the states 
establish the local government and set the limit on what 
it may do and since many federal-aid programs provide 
strong roles for the states, the needs of the metropol-
itan area can be met only through the cooperation of 
both local and state governments across jurisdictional 
lines. 

Organizational Responsibilities and 
Relations 

A brief discussion of the major institutional participants 
in transportation planning may help to provide some in-
sight into the rationale for the TSM process initially 
developed. 

At the metropolitan level, the Metropolitan Washington 
Council of Governments (COG) is the regional organiza-
tion of the local governments and their governing of-
ficials. COG coordinates comprehensive planning, 
transportation planning, and transit planning and pro-
gramming by the many regional, subregional, and local 
agencies. COG has been designated as the metropolitan 
clearinghouse for the area and has the responsibility to 
review and comment on the consistency of proposed 
federal-aid projects with areawide policies, goals, and 
objectives. 

The National Capital Region Transportation Planning 
Board (TPB) is the organization responsible for con-
ducting the continuing, comprehensive, and cooperative 
transportation planning process for the Washington 
metropolitan area in accordance with the requirements 
of the Federal-Aid Highway Act of 1962 and the Urban 
Mass Transportation Act of 1964, as amended. Its 
policy body is made up of local government officials 
and representatives of the state transportation agencies 
and the regional transit authority, and appropriate 
federal agencies. The governors of Maryland and 
Virginia and the mayor of the District of Columbia have 
designated TPB as the MPO for the Washington metro-
politan area. TPB also serves as the transportation 
planning arm of COG to ensure that transportation plan-
ning is integrated with comprehensive metropolitan 
planning and development and is responsive to the local 
political decision-making process. 

The Washington Metropolitan Area Transit Authority 
(WMATA) was created by interstate compact in 1966 and 
is charged with the planning, development, financing, 
and operation of the rail rapid transit system for the 
Washington metropolitan area. Early in 1973, WMATA 
assumed ownership and operation of the area's four bus 
companies. The first section of a planned 160-km (100-
mile) rail rapid system is now in operation. 

At the state level, the Maryland Department of Trans-
portation, the Virginia Department of Highways and 
Transportation (VDH&T), and the District of Columbia 
Department of Transportation are responsible for the 
planning, design, and construction of the major highway 
systems in their respective jurisdictions and for transit 
planning related to providing roadway access to rapid 
transit stations and facilities for preferential treatment 
of buses. The Maryland department also has respon-
sibility for other modes of transportation and provides 
a substantial portion of the Maryland local government 
share of capital and operating costs of the Metrorail 
and Metrobus systems. 

At the local level, the Arlington County (Virginia) 
Department of Transportation, the Montgomery County 
(Maryland) Department of Transportation, and the 
Prince George's County (Maryland) Department of 
Public Works and Transportation are responsible for 
the construction, operation, maintenance, and signaliza-
tion of all county roads within their specific jurisdic-
tions. Other responsibilities include traffic operation 
improvements, preferential transit treatment, and 
bikeway construction. The Montgomery County de-
partment maintains more than 12 000 public parking 
spaces in four business districts, operates a fixed-
route minibus system, and controls a general aviation 
airport. 

And finally, in keeping with the tristate nature of the 
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Figure 1. Washington, D.C., metropolitan area. 	 Inventory 

Figure 2. TSM development process. 
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region, three subregional planning agencies participate 
in the areawide transportation planning process. The 
Northern Virginia Planning District Commission was 
formed to promote the orderly and efficient develop-
ment of the physical, social, and economic elements 
of northern Virginia by planning and encouraging and 
assisting governmental subdivisions to plan for the future. 
The Maryland-National Capital Park and Planning Com-
mission is a bicounty agency that was created by the 
Maryland General Assembly and that exercises physical 
planning jurisdiction in Montgomery and Prince George's 
counties. The commission also acquires, develops, 
operates, and maintains a regional park system in both 
counties. The National Capital Planning Commission is 
a federal agency established by Congress to develop 
plans for federal installations in the region. The com-
missioners are appointed by the President of the United 
States. 

INITIAL TSM ELEMENT 

Given the area characteristics and institutional relations 
described above, and the tight time schedule for pro-
ducing an initial TSM plan element, the TPB staff in 
cooperation with the Technical Committee produced the 
TSM development process shown in Figure 2. A sum-
mary discussion follows of each of the activities. 

TPB elected to inventory all existing, programmed, and 
proposed projects and activities that could be identified 
as having TSM characteristics to serve as a frame of 
reference. Each participating agency identified and 
submitted, in both statistical and narrative form, their 
accomplishments and goals in promoting TSM projects 
and activites. This approach enabled the various govern-
ment agencies and organizations in the region not only to 
document their achievements but also to express their 
particular philosophies with respect to goals and pri-
orities in TSM planning and implementation for their 
individual areas of responsibility. This in turn pro-
vided a regional overview and insight on the challenges 
and problems to be faced in aggregating TSM planning 
to a metropolitan scale. 

We discovered that many of the TSM actions recom-
mended for consideration in the federal regulations had 
been implemented, programmed, or proposed by re-
sponsible agencies throughout the region. We also dis-
covered that the degree of activity, as well as goals and 
priorities, varied considerably in the region by level of 
government, agency responsibility, and geographic lo-
cation. 

Integration and Evaluation by Objectives 

All existing, programmed, and proposed TSM projects 
and activities were included in the initial TSM report 
and grouped into the following eight major categories: 

Traffic operation improvements to manage and 
control the flow of motor vehicles; 

Preferential treatment for transit and other high-
occupancy vehicles; 

Appropriate provision for pedestrians and bicy-
cles; 

Management and control of parking; 
Changes in work schedules, fare structure, and 

travel and to encourage off-peak use of transportation 
facilities and transit services; 

Actions to reduce vehicle use in congested areas; 
Actions to improve transit service; and 
Actions to increase transit management efficiency. 

For each TSM action, a matrix was prepared that in-
dicated those agencies that have responsibility for im-
plementing various types of action, the actions that had 
been implemented, and the actions that are proposed. 

In establishing objectives and evaluation criteria, the 
staff and the Technical Committee drew on the preamble 
to the National Mass Transportation Assistance Act of 
1974, which states in part that the act is to improve the 
efficiency of transit service "not only to achieve greater 
economies in operation, but also to help contribute to the 
wider national objectives of energy conservation, im-
proving air quality, and increased social and environ-
mental amenities." Based on this philosophy, each of 
the TSM actions contained in the federal guidelines was 
considered for its relative impact on the following two 
objectives: 

Increase the efficiency and use of a roadway facil-
ity, and 

Increase the efficiency of a transit facility. 

In addition, within the context of the wider national 
objectives of energy conservation, air quality, and in-
creased social and environmental amenities, an attempt 
was made to determine whether each TSM action offered 
for consideration would 
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Decrease vehicle-kilometers of travel, 
Contribute to improved air quality, 
Decrease automobile dependency, and 
Contribute to energy conservation. 

From this process, TSM actions were identified that 
appeared to have high priorities in terms of meeting 
those objectives. The word "appeared" must be em-
phasized because, within the time constraints of the 
initial TSM effort, the list represents the results of 
a largely qualitative and judgmental effort rather than 
a detailed quantitative analysis of the potential of each 
individual TSM action. The following priority TSM ac-
tions emerged: 

Efficient use of existing road space—channeliza-
tion of traffic, better signalization and timing, and 
reversible traffic lanes; 

Preferential treatment for transit and other high-
occupancy vehicles —reserved or preferential lanes, 
exclusive lanes to bypass congested points, conversion 
of selected streets to bus use, bus preemption of traffic 
signals, strict enforcement of reserved transit right-
of-way, and special turning lanes or exemption of buses 
from turning restrictions; 

Appropriate provision for pedestrians and 
bicycles—bicycle paths and exclusive lanes; 

Management and control of parking—elimination 
of on-street parking (especially during peak periods), 
regulation of the number and price of public and private 
parking, and fringe and transportation corridor parking 
to facilitate transfer to transit and other high-occupancy 
vehicles; 

Changes in work schedules, fare structure, and 
automobile tolls to reduce peak-period travel-reduced 
transit fares for off-peak users; 

Reduction in vehicle use in congested areas—car 
pooling and other forms of ride sharing, and area 
licenses, parking surcharges, and other forms of con-
gestion pricing; 

Improvement of transit service—better collection, 
distribution, and internal circulation, greater flexibility 
and responsiveness in routing, express bus service in 
coordination with local collection and distribution ser-
vices, park-and-ride services from fringe and corridor 
parking, shuttle transit services from CBD fringe park-
ing areas to downtown centers, and jitneys and other 
paratransit services; and 

Increase in internal transit management 
efficiency—improved transit information and real-time 
monitoring and transit information control. 

Priorities and Implementation 

Based on the inventory work and the qualitative assess-
ment of priorities related to general objectives, the 
initial TSM report identified a number of actions that 
merited further consideration and development. For 
each action, recommendations were put forth with re-
gard to potential applicability to other parts of the 
region, opportunities for a coordinated approach on a 
metropolitan scale, and opportunities for further de-
velopment and refinement of techniques and procedures 
through the unified work program for transportation 
planning. 

TPB, the Technical Committee, and the staff all 
recognized that this first report was intended as an 
initial benchmark in the continued development and 
implementation of TSM actions. As new actions were 
identified, evaluated, and developed and as current 
actions were expanded and further implemented, they 
would be monitored and the results would be used in  

the updating and refinement of the next TSM element 
the following year. Proposed TSM actions requiring 
further study would be identified in the unified planning 
work program, and TSM actions that appeared to be ready 
for implementation would be included in the short-range 
transportation improvement program. 

Finally, because of the general concern by responsible 
state and local agencies that the TSM recommendations 
might be taken out of context, the initial report noted 
that the implementation of or continued emphasis on a 
given recommended action depended on the fiscal re-
sources, policies, regulatory powers, and responsibili-
ties of the appropriate implementing agencies. 

FUTURE TSM PLANNING 

The initial effort of TSM planning in the Washington 
metropolitan area resulted in identifying a number of 
accomplishments not previously considered within the 
broader context and philosophy of transportation system 
management, a number of deficiencies in carrying out 
the initial effort because of time constraints and con-
ceptual and definitional problems, and a number of op-
portunities for future refinement and improvement of 
the process. 

Deficiencies 

It is clearly desirable to pursue a more quantitative ap-
proach both to the development of criteria for establish-
ing priorities and to the evaluation of specific actions 
and strategies designed to meet those criteria. In addi-
tion consideration must be given to packaging strat-
egies that are mutually supportive in achieving specific 
objectives. And finally, we need to do more work in 
evaluating trade-offs among competing and sometimes 
conflicting objectives (such as mobility, air quality, 
energy, and traffic safety). 

Some of these points can be illustrated by referring 
to a nearly completed transportation-related air quality 
study for the Washington metropolitan area. The pur-
pose of the study is to evaluate transportation-related 
control measures and combinations of measures to 
achieve ambient air quality standards in the region. 
Table 1 gives candidate measures that were analyzed 
in terms of potential emission reduction. Most of these 
measures fit within the general definition of TSM ac-
tions. 

So that the individual transportation control measures 
could be ranked on a common scale with respect to their 
potential for reducing emissions, the criterion "com-
posite potential emission reduction percentage" was 
devised. This numerical measure is roughly equivalent 
to an estimate of the potential each control measure 
has for reducing hydrocarbon emissions from 6 to 9 a.m. 
The values of this criterion are not based on a detailed 
air quality analysis of each measure and are intended 
only to provide an order -of -magnitude comparison of 
relative effectiveness among the measures. Table 1 
also gives an acceptability ranking of the measures 
that reflect the judgment of transportation policy makers 
and professionals on the relative likelihood of imple-
mentation of various measures. 

The information in Table 1 illustrates several points. 
First, individual TSM actions can be quantified in terms 
of their potential to meet specific objectives. Second, 
the likelihood of implementation, a significant factor in 
real-world decision making, can be entered into the 
equation, in at least a subjective and judgmental fashion, 
by soliciting the opinions of key policy and decision 
makers in the region. And third, by adding quantitative 
values for each measure related to energy, traffic con- 
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Table 1. Potential emission 
reduction of candidate Composite 

Accepta- Emission 
measures. bility Reduction 

Measure Ranking Percentage 

Eliminate daily and monthly parking rates and charge hourly rates throughout the day 47 9.6 
Require heavy-duty air and fuel control catalytic retrofit 48 8.6 
Institute inspection and maintenance programs 32 8.1 
Have seasonal controls such as 'smog days' for federal workers 34 7.4 
Impose a parking surcharge of $2 within any district with accessibility level 3 or 4 46 6.7 
Increase fuel tax 50 cents per gallon 62 5.1 
Impose a parking surcharge of $2 within any district with accessibility level 4 43 4.4 
Institute flexible work hours so as to stagger work hours and encourage car pooling 15 4.0 
Impose a parking surcharge of $1 within any district with an accessibility level 3 or 4 45 3.7 
Impose a parking surcharge of $1 within any district with accessibility level 4 41 2.6 
Institute commercial hourly parking rates at all federal parking facilities 42 2.5 
Allow car-pool vehicles only in 50 percent of garages during morning peak periods 10 2.3 
Increase fuel tax 20 cents per gallon 52 1.9 
Make ring 0 automobile free 58 1.6 
Institute commercial parking rates for all federal parking 28 1.4 
Convert one lane to buses and one lane to car pools on all facilities with three or more 

lanes in the peak direction 50 1.2 
Have a flat peak-period transit fare of 40 cents 57 1.1 
Stagger work hours primarily for federal employees 19 1.0 
Install progressive signalization so as to increase regional average speed 1 percent 31 1.0 
Have monthly transit pass of $15 40 1.0 
Eliminate all on-street nonresidential parking for more than 2 hours in all districts 

with accessibility level 3 or 4 44 1.0 
Have a flat peak-period transit fare of 40 cents for the District of Columbia and 50 

cents elsewhere 56 1.0 
Increase fuel tax 10 cents per gallon 36 0.9 
Have a monthly transit pass of $20 33 0.8 
Impose restrictions on peak-hour truck deliveries in the District of Columbia 38 0.7 
Reserve one lane for car pools on all facilities with three or more lanes in the peak 

direction 27 0.7 
Reserve Convenient parking spaces for car-pool vehicles in parking facilities 14 0.7 
Establish a regional and localized car-pool matching service 9 0.6 
Eliminate 10 percent of all privately owned parking spaces in parking lots and garages 

in the core 61 0.6 
Eliminate all on-street nonresidential parking for more than 2 hours in all districts 

with accessibility level 4 39 0.6 
Reduce transit fares 25 percent 59 0.5 
Eliminate all on-street nonresidential parking in the core 55 0.5 
Encourage van pooling in the private sector 17 0.4 
Allow no more than two lanes for automobiles on inbound facilities 53 0.3 
Reduce transit fares 10 percent 49 0.2 
Encourage employers to subsidize transit fares of employees 21 0.2 
Reduce parking fees for car-pool vehicles in lots and garages 25 0.2 
Provide circumferential bus service on the beltway with bus pull offs at interchanges 54 0.1 
Encourage contract bus services 13 0.1 
Increase express bus frequencies by scheduling extra buses displaced by Metrorail 

facilities 8 0.1 

Table 2. Transportation ACcepta- Package 
control measure packages. bility 

Ranking 	Measure 1 2 	3 	4 

1 	 Provide additional exclusive bus lanes X 	x 	x 
3 	 Give car-pool vehicles priority at Metro stations X 	X 	X 
5 	 Provide preferential bus treatment at Metro stations X X 	X 	X 
7 	 Build additional bicycle lanes and install bicycle racks x 	x 
8 	 Increase express bus frequencies by scheduling extra buses displaced by Metrorail 

facilities X 	X 	X 
10 	 Allow only car-pool vehicles in 50 percent of garages during morning peak periods X 
11 	 Establish a reciprocal violations enforcement system x x 
12 	 Expand parking at outlying Metro stations X 	X 	x 
13 	 Encourage contract bus services X 	X 	X 
14 	 Reserve convenient parking spaces in parking facilities for car-pool vehicles X 
15 	 Institute flexible work hours so as to stagger work hours and encourage car pooling X X 	X 	X 
17 	 Encourage van pooling in the private sector x 	x 	x 
18 	 Reduce peak-hour headways on commuter rail lines to 15 min x 	X 	X 
25 	 Reduce parking fees for car-pool vehicles in lots and garages X 	X 	X 
28 	 Institute commercial parking rates at all federal parking facilities X X 	X 	X 
31 	 Install progressive signalization (where applicable) X X 	X 	X 
32 	 Institute inspection and maintenance programs X X 	X 	X 
33 	 Have monthly transit pass of $20 X 
38 	 Impose restrictions on peak-hour truck deliveries in the District of Columbia X 
39 	 Eliminate all on-street nonresidential parking for more than 2 hours in all districts 

with accessibility level 4 x x 
43 	 Impose a parking surcharge of $2 within any district with accessibility level 4 X 
44 	 Eliminate all on-street nonresidential parking for more than 2 hours in all districts 

with accessibility level 3 or 4 X 	X 
45 	 Impose a parking surcharge of $1 within any district with accessibility level 3 X 
47 	 Eliminate daily and monthly parking rates and charge hourly rates throughout the 

day at all parking facilities X 	X 
48 	 Require heavy-duty air and fuel control catalytic retrofit X X 	X 	X 
52 	 Increase fuel tax 20 cents per gallon X 
53 	 Allow no more than two lanes for low-occupancy automobiles on highway facilities 

inside the beltway in the peak direction, excluding limited-access facilities X 	X 
58 	 Make ring 0 automobile free X 
59 	 Reduce transit fares 25 percent X 
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gestion, traffic safety, cost, and other specific factors, 
one can begin to identify potential payoffs and trade-
offs for and among various measures in achieving a 
group of objectives. 

Table 2 gives an example of packaging the individual 
measures. In this case, the individual transportation 
control measures were combined into four candidate 
packages of measures to be tested and evaluated in ac-
cordance with adopted quantitative criteria. The intent 
in forming the packages was to make each one progres-
sively harsher and as a result presumably more effective 
than the preceding package. 

Analysis of the estimated impacts of the four packages 
of candidate transportation control measures generally 
indicated that, to achieve significant reductions in travel, 
the transportation control plan for the area must con-
tain disincentives for low-occupancy vehicle use in addi-
tion to incentives for car-pool, van-pool, and transit 
use. However, it was also found that, once several 
stringent low-occupancy vehicle disincentives have been 
implemented, the marginal effectiveness of additional 
disincentives can be expected to decrease. 

Although this example illustrates packaging of mea-
sures for a specific objective, a similar if more com-
plex approach can be used to package TSM measures to 
trade off and optimize groups of strategies to meet a 
number of objectives. 

Opportunities 

MPOs, particularly operating within a COG framework, 
can play a key role in the further refinement and im-
plementation of TSM plans. 

Because the planning process is under the policy 
guidance and direction of local elected officials, many 
of whom have become increasingly more interested in 
and committed to low-cost, short-range actions and 
strategies to meet transportation demands, significant 
leverage can be applied to encourage transportation 
staffs at all levels of government to expedite their ef-
forts on the most effective and acceptable actions and 
strategies. 

Through their responsibilities for coordinating 
and monitoring transportation activities at a metropolitan 
scale, MPOs can identify opportunities for applying 
locally successful TSM measures to other parts of a 
metropolitan region. 

Because many MPOs are concerned with a wide 
range of functional and social service goals and needs, 
particularly at the local government level, they are in 
an excellent position to address trade-offs among com-
peting objectives in transportation and related social 
and environmental strategies and impacts. 

MPOs are in an excellent position to integrate 
and relate TSM planning to other elements of the area-
wide transportation planning process, such as the long-
range plan element, the short-range transportation im-
provement program, and the unified planning work pro-
gram, all within the larger framework of comprehensive 
metropolitan planning and development. 

Since most MPOs bring local and state policy 
makers and decision makers throughout the region to-
gether, the opportunity exists for resolving policy and 
institutional conflicts by bringing the weight of metro-
politan consensus at the political level to bear on specific 
policy and institutional issues. 

IMPLEMENTING TSM: A DISCUSSION 
Douglas Keim, 
Twin Cities Area Metropolitan Transit Commission, presiding 

Presentation 
John D. Wysong, Engineer, Montgomery County, Ohio 

The Dayton Area Transportation Planning Agency has 
three major operating groups. The Transportation 
Coordinating Committee (TCC), which heads the plan-
ning agency, is a group of elected officials from the 
member communities (communities become members 
by paying an assessment of 7 cents/capita). The TCC 
is the governing body, the policy-making body, and the 
body for which the paid staff and executive director 
work. It has a technical advisory committee made up of 
professional planners and engineers and other profes-
sional 

rofes-
sional people. The local planning agency also has an 
executive director and a full-time paid staff of profes-
sionals with interdisciplinary expertise. 

We have been involved with the planning agency for 
many years. In fact, our local area was the first to 
use its 1972-1973 allocation of urban funds for a com-
puterized traffic signal control program.. It is very 
much a "bottom-up" agency. It is probably the only 
agency we have in our area to bring together the many 
communities, including some 20 different cities and 
villages in a two-county area. 

TCC has been involved in TSM for many years, and  

we now have a formalized TSM plan. As an elected of-
fical, I think our major problem is one of communica-
tion, even though cooperation is also a major one. As 
professional people, we must communicate to the public 
about the needs and the reasons. if we are going to re-
strict vehicles, stagger work hours, and do other things 
that affect the freedom of citizens to come and go as they 
please, then we must communicate with them and tell 
them why. If we cannot tell them why, then we should 
not be doing those things. 

Presentatio.n 
0. D. Gay, Minneapolis Downtown Council 

There was a great emphasis at the conference on what 
government can do and what various commissions can 
do, but it is my strong opinion that unless the business 
community is involved these actions will not be as 
successful as they should be. I represent a business 
community that has been involved not only in transit but 


