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practice in two areas. In the first area, federal agencies 
can only use "discretionary" programs to leverage TSM 
actions. Congress does not desire obstructions to the 
flow of formula grant funds. Future amendments to the 
Clean Air Act of 1970 will likely delegate enforcement 
of standards to state and regional agencies. In the 
second area, local agencies reported that, when conflict 
arose as a result of the implementation of policies re-
quired by the Environmental Protection Agency and the 
U.S. Department of Transportation, federal agencies 
failed to support the local officials. This was a problem 
for major metropolitan areas. Smaller cities were able 
to develop a support constituency for TSM. However, 
apart from professional planners, there is no constituency 
for TSM in large metropolitan centers. In these cities, 
TSM is only successful when it does not affect too many 
drivers. 

3. Because TSM proposals are highly controversial, 
state and local agencies should budget funds for citizen  

participation during the development of the alternatives 
and for the marketing of projects after implementation. 

TSM elements are too frequently regarded as 
project plans rather than programs for transportation 
improvement. There are two options: (a) TSM ought to 
be a programmatic aspect within the transportation im-
provement program so that competing transportation 
agencies have an opportunity to resolve issues and to 
change attitudes toward transportation improvements 
or (b) TSM should be a required assessment for each 
capital project like the requirements for environmental 
assessment. 

Success cities are those in which TSM is regarded 
as an extension of regional transportation improvements 
and where the capital agenda is satisfied. That is, the 
region has sufficient highways and rapid transit or there 
is a policy decision not to develop through transportation 
capital improvements. 
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The first question raised was, Why does TSM seem to 
have been more successful in some cities than in others? 
The case studies seemed to suggest that TSM has been 
most active and successful in regions with a strong 
metropolitan planning organization and a tradition of an 
active regional planning program. These programs 
were also characterized by clearly defined regional de-
velopment goals and policies that provide a context for 
TSM and long-range transportation planning. The basic 
15-year plan of the Twin Cities was done in a pre-TSM 
environment and was simply comprehensive and realistic 
enough to see opportunities for system improvement 
outside of major capital facilities. 

The more successful TSM programs also seem to be 
in regions that had resolved the issue of major capital 
projects in their regions. For example, Portland's 
TSM program has been in strong response to policy 
decisions to halt further freeway construction in the 
city. A similar situation exists in Boston. Additional 
urban freeways do not seem to be a major concern in 
the Twin Cities region (perhaps because the region has 
a reasonably complete system in place). 

Other comments from the group suggested that TSM 
projects might be easier to implement in newer middle-
west and western cities than in the older eastern cities. 
Comparison of the orderly grid pattern of relatively 
wide streets in central Minneapolis with the narrow 
streets and disjointed pattern in downtown Boston sug-
gests that there are greater opportunities for, and 
more flexibility in, devoting exclusive lanes to buses, 
creating automobile-free zones, and making other ad-
justments to the street system in Minneapolis than in 
Boston. 

Finally, there were some who thought that TSM pro-
grams might be more popular and successful in smaller 
cities where the solution to local traffic problems is 
more likely to lie in low-capital improvements rather 
than major capital projects such as freeways or rail 
transit systems. 

Workshop participants also expressed considerable 
concern over the documentation of the TSM plan. There  

is uncertainty in how to select and assign priorities to 
projects for inclusion in the plan and how to evaluate 
candidate projects and make trade-offs between projects 
in the same area. Some people expressed the opinion 
that UMTA and FHWA have not been helpful in defining 
documentation requirements, but seemed to be saying, 
"Submit what you think is needed, and we will tell you 
if we agree with that." Most local agencies expect the 
federal agencies to be considerably more explicit in the 
content and extent of documentation expected for TSM 
projects. 

Another major area of discussion concerned the re-
view of TSM projects for technical competency. In 
effect, the question was, Who catches poorly conceived 
projects? In some areas, local staffs may not be tech-
nically equipped to develop competent plans. At the 
same time, the MPO staffs whose responsibility it is to 
assemble and package individual projects from local 
agencies may be trained for the review of long-range 
traffic engineering and transit projects. This, in turn, 
raised the question of how much of the MPO's review of 
TSM projects is technical versus political (i.e., achieving 
some balance politically in the distribution of projects 
throughout the region and in some relation to a realistic 
allocation of available funds). In terms of the technical 
review of TSM projects at the MPO level, there is no 
easy answer to that question since it is unlikely that 
MPOs will be competently staffed in all of the technical 
areas that might be included in TSM projects. Probably 
the best mechanism is through local technical commit-
tees composed of technical representatives from all 
local and regional agencies in the hope that some of the 
people in these committees will have sufficient skills to 
catch ill-advised or poorly designed projects. In effect, 
at least one of the local jurisdictions represented is 
likely to have a competent traffic engineer or transit 
planner who can meet this need. 

Finally, several workshop participants expressed a 
general lack of information and understanding of the 
energy implications of alternative TSM strategies. Al-
though some data on this subject have been generated 
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by studies at the federal level, this information has 	for evaluating alternative TSM projects, for quantifying 
apparently not filtered down to many of the local people 	and measuring trade -off s between alternative strategies, 
actually involved in planning and evaluating TSM projects. and for assessing the effectiveness of various types of 
In line with this, there was a general need expressed 	TSM improvements. 
for more research on the development of better means 


