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CHAPTER 7
OPTI ONS FOR NATI ONAL TRANSI T POLI CY

The Purpose of this chapter is to fornulate alternative
courses of action for resolving many of the issues naned in the
previous chapter. That chapter described measures that could be
taken independently to address each of the major problens affecting
community planning for mass transit. This chapter takes the next

| ogi cal step.

Conmpl ex interrelationships exist between many of the problens
and their potential solutions. Attenpts to renedy some of the
i ssues also seemlikely to affect -- positively or negatively --
one or nore other issues. Conversely, sone reform neasures would
have to be pursued jointly to be feasible. One particularly
effective way to acconmodate these interrelationships would be to
enpl oy a conbination of measures designed to inplement a particul ar
national policy.

Wthin the framework of general guidelines derived from the
findings of the nine case assessnents, this section sets forth
four broad 80I|cy options for inproving nass transit prograns . |
that could be considered by the Congress. Each package of policies
contains sone of the policy initiatives described in the preceding
chapter. The general relationship of those individual initiatives
to the four policy packages is reviewed in the concluding section

of this chapter.

The four policy options can be summarized as foll ows:

e Policy Option A -- Miintain the present mass transit
policy and program™ ThiS poliCcy requires no najor
changes in mass transit legislation and is independent
of potential changes in policy regarding highways,
energy, environment, and other areas of concern.

e Policy Option B -- strengthen the national mass trans-
portation program IS policy woulrd give much nigher

| priority to mass transit programs, but it would not be,
dependent upon restrictive policies concerning autonobile

use, energy conservation, and environmental protection.

e Policy Option C -- -Strengthen and create a policy-
oriented balance anobng all forns of transportation,
particular’y in urban areas. ThiS policy ai ns at
establ1shing a nultinodal %ggroach,to transportation
and specifically addresses conservation of energy,
environnental enhancenent, and other considerations
of national priority.
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e Policy Option D -- Strengthen conprehensive comunity
devel opment _progranms, making nuliinodal plranning and
devel opnent an integral elenment of community devel oprment.
Thi's pollc¥ glves urban growh nanagers and |and use
pl anners the decisive role in determning the characteris-
tics of the urban transportati on system

The ranPe of policies is not exhaustive and they are not
mutual |y exclusive. They represent different degrees of poten-
tial effectiveness in shaping the comunity transit planning
process to conformto guidelines for financing approaches, i1nsti-
tutional arrangements, and technical procedures devel oped during
the course of the assessnent.

Each policy is discussed in three parts. The first consti-
tutes an overview description of the policy. The second is a
nore detailed discussion of its constituent parts, and the third
is a summary assessnent of the policy option.

POLICY OPTION A Mintain the Present Mass Transit Policy
and_Program

Descri ption

This policy option calls for taking steps to inprove tran-
sit planning under the current UMIA program Federal assistance
woul d be provided under current legislative authority, although
due to inflation, funding levels mght decrease in real dollar
terns. Currently evolving policies for allocation of the avail-

able funds -- involving new requirements for the conduct of
techni cal planning and relationships between regional planning and
operating agencies -- would be inplenmented. -

~ Policy Awuld aimto achieve the objectives of current
national transportation policy as it relates to mass transporta-
tion.

D scussi on

Goal s and objectives. Even within the franework of the existing
fransit program 1nportant steps could be taken to renedy somne

of the problens identified in the nine nmetropolitan areas studied.
One of the nost significant steps would be to clarify the progranis
goals.

The absense of clearly defined goals and objectives serious-
|y weakens the present program and makes it difficult to devise a
rational systemfor allocating Federal financial support for nass
transportati on. The lack of explicit Federally established objec-
tives and neasurenment criteria has led to varying degress of con-
fusion and other difficulties in alnost alofthe cities surveyed.
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To reduce these difficulties% Federal adm nistrative policy-
makers could devel op nore explicit objectives and criteria to
measure progress toward the achievenent of Congressionally
established policy. This would provide a sound base upon which
to nobilize resources and evaluate the effectiveness of the
expendi t ures.

Al t hough UMTA has not established explicit objectives, the
recently proposed policy for ngjor urban mass transportation
investnents could provide the inpetus for conducting further
goal -setting and evaluation procedures. UMIA is calling for the
recipients of capital grants to use cost-effectiveness techniques
to evaluate alternative plans for achieving | ocal |y established
obj ectives, and to develop plans that can be inplemented in incre-
ments.

The overall effect of this approach could be beneficial,
SO Ion? as the program is admnistered appropriately. The pro-
cess of evaluation mght lead localities and UMIA to devel op
far nore explicit statenents of goals, along with realistic
criteria to measure how tile goals could be achieved. In the long
run this latter course mght be able to provide the basis for a
more effective and efficient national policy for mass transit.

“Fi nanci al aspects. The ngjor financing issue presented by Policy
A concerns whether present authorizations wll provide sufficient
funds to carry out the transit programs ‘objectives. The National
Transportation Assistance Act of 1974 increased support for the

mass transit program by authorizing $7.825billion for capital
expendi tures over a SiXx-year period from 1975 to 1980, and $3.975
billion for the same period for either operating cost subsidy

or capital inprovenents at local di scretion.

Mai ntai ning the existing mass transit policy and program
however, will not significantly increase and might in fact decrease
Federal assistance in constant dollar terms. ile there is no

specific cost-price index for transit capital facilities and
rolling stock, other appropriate indices indicate that increases

I N Federal capi tal grant funds have not kept pace with inflation.
In addition, the $300 mllion of Federal funds nmade avail able
for the first time in fiscal year 1975 for operating deficits

is less than the increase in total national operating deficits
between 1974 and 1975. Thus, depending upon rates of inflation
bet ween 1975 and 1980, the prograned increases in capital and
operating assistance funds nmay decrease in constant dollar termns.
Present policy makes no provision for establishing |evels of
funding and financial mechani snms conmensurate with the objec-
tives to be achieved.
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The NMIA Act of 1974 inPyoved the stability and pontinuitY of
the existing mass transit policy and program by adopting an alloca-
tion formula for portions of the authorized funds and by providing
contract authority. Thus, local governnents are assured of the
exact amounts they will receive each year over the five-year period
for the formula grant funds.

Exi sting policy and programs, however, continue the discre-
tionary authority of UMIA to allocate capital grant funds, which
detracts from the continuity and stability needed for large multi-
year public inprovenment prograns. Under the current discretionary
nggran1 incentives for long-term regional systems will remain in
ef fect.

~ One other financial issue cannot be addressed under present
policy. Although the Federal-Aid Hi hmaﬁ_A@t of 1973 has alle-
viated the pressure to achieve nore flexibility in a [ocal area's
ability in the use of funds for either highways or transit, a
consi derable ‘disparity still exists between the size of the suns
avai lable for the two nodes of transportation. Especially if the
UMTA program proves unable to neet the demand for aid to transit,
?nnecessary conpetition between the two nmodes will persist in the

uture.

nstitutional aspects. The intent of current administrative policy
S to pronbfe closer coordination among regional planning agencies

nd transportation nodal agencies. The experience in the netro-
0
f

I
[
a
politan areas indicates further steps nust be taken under Policy A
If the goal of coordination is to be achieved.

Two recent Federal actions have tended to enphasize the role
of the regional planning agency. The 1974 NMIA Act called for a
conprehensive transportation planning process identical to the
requi rements of the Federal-aid highway program Earlier, the
1973 Federal - Aid H ghway Act |ed to issue a new administrative
requi renent for designating a single Metropolitan Plannin? Or gan-
ization to channel Federal capital grant funds to regional transit
and hi ghway organizations and prepare a joint transportation im
provenent program

Wiet her the new MPGs will inprove coordination is question-
able in view of the considerable competition between regional and
| ocal agencies over responsibility for transit programmng and
priority setting functions. Mst MO designations have gone to
regi onal conprehensive planning agencies, and nost of these agencies
are forned by nutual agreement anong menber |ocal governnents
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and agencies. Mst do not have statutory power to tax, finance,

or admi nister prograns. In contrast, nost agencies with' responsi-
bility for operating transit systens do not have the authority to
plan, devel op, and finance new, expanded, os rehabilitated sys-

t ens.

Division of responsibility carries with it |ack ofaccount-
ability. Under the present policy and program nost of the
metropolitan areas nust seek biparty or nultiparty approvals for
pl anni ng, financing, and inplenentation. The Federal requirenents
providing for accountability through the MPO ignore the realities
of the decisionnmaking process.

Federal admnistrative policy and required process cannot
convey to regional organizations a decisionmaking authority and
responsi bility they do not have by statute. However, the "Federal
program coul d be adapted to penalize regions that do not act
on their own to structure an effective decisionnmaking forum
and/or reward regions that do. The latter course would be
politically nore acceptable.

If, under Policy A, MPOs with insufficient statutory powers
continue to be recognized, the current |ack of effective inte-
gration between |and use planning and transPortatipn pl anni ng
may be perpetuated, regardless of the formal coordination that

m ght occur.

Techni cal pl anni ng considerations. The Urban Mass Transportation
Admnistration™s planning requirements until recently listed the
types of studies and anal yses that were involved in the plan-
ning process. They did not stipulate specific procedures or
require that a detailed analysis and evaluation of alternative
courses of action be the basis for transit system selection,

fundi ng, and inplenentation.

Over the past two years, UMIA's planning requirenents have
become nore rigorous, particularly since the requirenent for
alternatives analysis and eval uation based on cost-effectiveness
was published in recent nmonths. The actual procedures for this
new policy still are being devel oped.

The analysis of alternatives and eval uation of cost-effec-
tiveness can bring nore discipline to the planning process,
provi ding eval uation takes into consideration a defined and mea-
surabl e set of objectives that give evenhanded consideration
to the tradeoffs involved in selecting one alternative over
another.  UMIA defines the evaluation to take into consideration
a full range of goals and criteria.
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- UMTA also could anplify its guidelines for citizen partici-
pation under the current program and thus strengthen anot her

aspect of the technical planningdProcess. Finally, it could
pursue the necessary research and development to inprove fore-
casting met hodol ogy.

Summary Assessnent

Mai ntai ning present national mass transit policy and prograns
wi Il continue devel opments of the |ast few years on a reasonably
stable basis, but it will not provide for significant inprove-
ment and expansi on of mass transit systems and services. Devel op-
ment of inproved mass transit could be slowed if the rate of in-
flation is greater than the incremental increases in both capital
and operating assistance funds. The state and | ocal governnents
are not likely to provide the extra amount that woul d be needed;
inflation hits them harder than it does the Federal Governnent
because their revenue sources are nore |imted.

In addition to these shortcomngs in the real mof financing
Policy A would have difficulty correcting other deficiencies in
the current program  Confusion will continue if no clear defini-
tion is made of what mass transit is to acconplish, of how nuch
and what kind should be purchased, and of who pays for it.

State, regional, and |ocal agencies would continue to conpete for

responsi bility unless theg acted on their own initiative in response
to Federal incentives to bring order to these institutional conflicts.

Policy A does have the potential to in?roye the quality of
the technical planning work. Rigourous analysis of alternatives
and eval uation of different courses of action can and should be

a part of any policy option

POLICY OPTION B: Strengthen the National wmss Transit Program

Descri ption

This policy would give priority to the devel opment of the
nation’s mass transit system independent of other public poli-
cies. The policy would aimto nobilize financial resources and
stream ine 1nstitutional mechanisns and technical planning pro-
cesses in order to expand the Federal mass transit program and
provide increased transit facilities and services to the nation's
ur bani zed areas.

In pursuit of Policy B, goals and objectives would be es-
tabli shed that enphasize providing increasing service at |ower
cost to riders without giving significant weight to social, eco-
nom ¢, and environnmental goals. The Federal Governnent woul d
provi de the bul k of the increased capital and operating costs.
The transit operating agency would have primary institutional
responsibility on the state, regional, and local levels. Tech-
ni cal planning requirenents woul d be sonewhat sinplified.
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To assure the polic% i's inplemented, UMIA and the regiona
or local agencies would be required to develop plans and ti me-
tables for incremental system and service inprovenents in order
to achieve the objectives by a target date.

Di scussi on

Goals and bjectives. An essential strategy for strengthening and
expandng nass transportation would be to establish a precise set

of goals and objectives for transit inprovenent. Specific objectives
woul d be established for increasing transit ridership by certain

per cent ages depending upon trip purpose, time of day, and origins
and destinations within the netropolitan area. (Objectives woul d
include specified |levels of service.

The new goals would give priority to transit inprovenent
over other national goals, such as those involving social welfare,
communi ty devel opment, energy conservation, and environmental
protection. In providing expanded service in conmbination with
fare reductions, on the other hand, Policy B would tend to respond
to current goals for providing mobility to the transit dependent
(excl udi ng the handi capped).

The establishnent of such unitary objectives would focus
attention on a readily conprehensible policy and, assumng broad
public support, would assist in nmarshaling resources to carry
out the program Clear and sinplified sets of objectives also
woul d be susceptible to periodic neasurement and evaluation to
determ ne how resources should be allocated.

Fi nanci al aspects. To an extent that woul d depend on fare |levels
esfaBITEﬁEﬁ‘%ﬁH‘The extent of service inprovenents, the i mediate
financial effect of strengthening and expandi ng nass transport a-
tion would be an increase in operating deficits. Due to economc
realities, the Federal Governnment would have to subsidize the in-
Crease.

Nei t her |ocal, regional, nor state governments have the
financial capacity to Increase their su?port_for transit. The
case studies of the nine cities, as well as information readily
avai l abl e on other netropolitan areas, denonstrate that transit
agenci es and | ocal governnents have exhausted their own sources
of revenue to support mass transit and increasingly have turned
to the states for financial assistance. Mst states also cur-
rently are facing severe financial difficulties because of economc
conditions and are increasing taxes and curtailing services.

The anount of operating cost increase would depend upon the
fare levels established. An indication of the effect can be taken
fromthe experience of Atlanta, Georgia, when MARTA reduced fares
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from 40cents to 15 cents (and, at the sane_%fne _inProved Servi ce).
The system experienced a 28%increase In ridership (along with a

dramatic increase in operating costs) .

Analysisi ndi cates that adoption of a 15-cent fare nationally
woul d increase operating deficits about $1_billion based upon gresent
transit capacity and levels of service. This increased ridership

however, would require increasing |evels of service by approxinmately
15-20%

The option of adm nistering funds under a formula grant
program woul d be open under this policy. The fornula could
I ncorporate incentives for achieving the policy's objectives
and could permt greater flexibility between capital and
operating expenditures.

Institutional aspects. Strengthening and expanding nass trans-
portation in Iine with policy objectives of increasing ridership
and subordinating social and community devel opnent goal s woul d
place primary institutional responsibility on the transit plan-
ning and operating agency at the state, regional, or |ocal |evel
Strong financial 1ncentives could be offered to encourage states
and localities to provide the agency naking programmng and opera-
t%ons decisions with an assured source of revenue for the |ocal
shar e.

_ Gving the transit agency clearcut resBonsibiIity for plan-
ning, programnmng, setting priorities, and budgeting woul d over-
come much of the confusion and conflict anobng regional and

local agenci es. It would retard the evolution of nultinodal

pl anni ng, however.

This woul d present an obstacle to achieving t he poIicY’s
purpose. Significant increases in ridership and expanded |evels
of service would have sone effect upon autonotive traffic, but,
more inportantly, they would require nodifications in traffic
managenent in order to accommpdate the increased nunber of
transit vehicles for all transit systens except those having
excl usive grade-separated rights-of-way.

- By expanding the definition of facilities eligible for
capital grants to include real estate in the vicinity of station

sites and transit corridors, following the Rrecedent set in the
1974 legislation,/ Policy B could expand the opportunities for

1/ National Mass Transportation Assistance Act. Public Law
93-503, Section 104(b); 49.USC 1602.
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coordination between transportation investnment and service, on
the one hand, and land use planning, devel opment, and managenent
on the other hand. Except in this |imted way, however, the
policy would not be conducive to genuine integration between
transit and land planning and devel opnent.

Techni cal planning considerations. In inplenmenting Policy B,

fhe policies that UMIA has developed for transit planning and

deci si onmaki ng woul d have to be altered somewhat, but no changes
in procedures for analysis of alternatives and eval uation of cost-
ef fectiveness necessarily would be required. The inprovenents

di scussed under Policy A could be applied also in Policy B.

~The technical planning requirements would be sonewhat sim
plified by reducing the inportance of evaluation plans in |ight
or social considerations and relationship to community devel oprment
pl ans.

Sunmary Assessnent.

The policy option to strengthen and expand mass transportation
through fare reduction or elimnation and expansi on of service can
significantly increase transit ridership. Private sector savings
woul d tend to offset the high cost of public funds as drivers
switch to transit.

The anal yses contained in a companion volume of this study,
Energy, the Econony and Mass Transit, clearly indicate that fare
reduction and expanded service are the nost productive of all tran-
sit incentive concepts examined. The adoption of this policy option
woul d not result in significant savings in oil-based energy,  but
woul d have environnental benefits and woul d of fer higher quality
and | ess expensive transit service to the transit dependent.

placing the transit agency in control of decisionmaking woul d
overcome nuch of the confusion and conflict anong regional and
| ocal agencies. However, the policy would retard the evol ution
of multinodal planning and it would be unable to bring about a
broad-scal e integrated approach to transportation and |and use
pl anni ng.

The policy would require a nunber of |egislative changes.
The Po[|cy may be nore likely to win acceptance than an approach
i nvol ving constraints on auto use or sharing of highway revenues.
On the other hand, it may have difficulty gaining support because
it would bypass a nunber of public environnental goals.
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Policy Option c: Strengthen and Create Policy-Oiented Bal ance
Among AIT Forns_of Transportation

Descri ption

The policy option to strengthen and create a policy-oriented
bal ance annn? all forms of transportation, particularly in urban
areas, specifically is intended to create transit incentives and
aut onobi l e disincentives. This policy alternative is intended to
fundamental |y shift the priority and enphasis away from public
investnent in facilities for private autonobiles and instead place
priority on expansion and inprovenent of nmass transportation.

This policy option would require significant changes in Con-
gre33|onally enacted policy relating to mass transit, highways,
ederal taxation, and energy conservation.

The significant results which can be achieved by a deliberate
policy of transit incentives and autonobile disincentives are
di scussed in detail in another report in this study, Enerqy, the
Econony and Mass Transit.

Di scussi on

Goal s _and objectives. The establishment of goals and objectives
for this policy option would rely heavily upon national objectives
for energy conservation and environnmental enhancement. Specific
obj ectives would be established for both transit and hi ghway
facility devel opment and system operations, but their policy base
woul d depend upon the allocation of energy for transportation

as conpared with other energy requirenents.

The goal s and objectives established as a matter of national
policY_wnuld be given much nore weight and Friority than those
established at the state, regional, or local |evel because they
woul d be based upon the conservation and allocation of a scarce
national resource.

Fi nanci al aspects. Federal transportation funds would be conbined,
a relatively greater portion would be devoted to transit, and

auto disincentive prograns would be established to generate addi-
tional revenue.

Pl acing the highway and transit programs on a joint funding
basis woul d inprove the efficiency and econony of Federal trans-
Bortation spending. For one thing, joint use of facilities would

e encouraged. econdl y, al though increased enphasis on mass trans-
portation would require significantly larger levels of Federal in-
vestment, for the reasons described in the discussion of Policy B,
the total Federal assistance required under PolicK C woul d be no
greater than the sum of the exisitng transit and hi ghway prograns,

lus the additional revenue from auto disincentive programs. The
arger urban areas would require relatively Iess highway funding,
partly because of the inpact of auto disincentives.
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The analyses in Energy., the Econony, and Mass Transit, ‘indicate
that increasing the cost of gasoline and levying a charge on

comruter parking, particularly in the central business districts.
of metropolitan areas, are the two nost effective neans of creating

di sincentives to the use of private autos through pricing policy.

The policy-oriented devel opment of a balanced transportation
system woul d not have any significant effect upon the financial
requi renent for highway facilities in exurban and rural areas,
where the provision of extensive mass transit services would be
extrenely costly and would not result in a significant diversion
from private transportation.

The entire program could be admnistered on a formula allocation
basis, with a relatively snmall discretionar¥ fung_to sugport _
| arge-scale transit devel opment programs. Hlexibility spendi ng
bet ween operating and capital costs could be permtted.

| nstitutional aspects. This policy option would encourage inte-
?ratlon of transportation planning and facility devel opnent at all
evel s of governnent.

The Federal Governnent would play a stronger role in planning,
programm ng, and budgeting than in any of the other policy options.
The fundanental poIicK rationale is based upon energy conservation
?ndlallocation, and these decisions are best nade at the Federal

evel .

The major shift in enphasis between public transportation and
autonmobiles |ikew se would significantly shift the roles and
responsibilities of highway and transit agencies at all |evels of

overnment.  The policy encourages nodal i1nstitutions at all

evel s of governnent to nerge and assunme nultinodal responsibilities
OL_at | east. to devel op nore thoroughly integrated working relation-
shi ps.

Channeling a |arge anount of Federal transportation aid to a
| ocal or state agency, acconpanied by explicit criteria governing

the purposes the funds are to achieve, would provide a strong in- _
centive for the agency to set priorities anong area highway and transit
projects. In addition, nore direct, financial incentives could be
?ffgredlto encourage one agency to assume this kind of effective

ead role.

Techni cal planning considerations. This pollcz option woul d _
respond to the same kinds of Inprovements in the technical planning
process described in the discussion of Policy A although new
met hodol ogi es m ght be necessitated.
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Policy C would encourage greater enphasis on |owcapital al-
ternatives because decisionmakers would be able to inplenent them
Under the current program transit decisionmakers nust negotiate
with street and highway agencies to be able to put traffic manage-
ment inprovenents into effect.

The policy would encourage the Federal Covernnent to devel op
gui del i nes describing planning nethodol ogies that provide infor-
mati on on the conparative advantages and di sadvantages of investing
in facilities for the autonmobile and transit systens. Decision-
makers will want to understand these tradeoffs as a guide for
al l ocating resources anong highway and transit projects. Because
Policy C enphasizes energy and environnental goals, the methodol o-
gies tor conparative analysis should be oriented to these factors.

Pl anni ng procedures and met hodol ogi es al so shoul d be designed
to take into account the probably changes in |and use and conmunity
devel opnent that inevitably would result from such significant
changes in national transportation policy. Wth energy conservation
as a domnant factor in comunity growth and devel opment, historic
patterns of residential and enploynent |ocations would be altered.

Summary Assessnent

This option would carry out systenatically as a natter of
national policy the experience produced by the oil embargo in late
1973 and early 1974. It would not involve a sudden shift away from
reliance on petroleum for transportation purposes, which would
have disruptive consequences, but it would recognize the eventua
limts of oil supply, and gradually shift to |ess energy-consum ng
modes of transportation.

- Systematically and over a relatively short period of years,
this policy option would essentially reverse the trend in urban

transit versus private auto use. It would provide sources for
the additional Federal financial aid to transit. It would permt
an inmproved technical planning process. It would respond to popu-

lar interest in environmental enhancenment and energy conservation

The principal obstacle to its acconplishnent is the diffi-
culty of gaining political consensus for a program this sweeping
in scope and effect. The approach would require significant change
in Congressionally enacted policy relating to transit, highways,
Federal taxation, and energy conservation, and it would significant-
ly shift the roles and responsibilities of highway and transit
agencies at all |evels of governnent.

~ However, such broad changes are necessary for sone of the
critical issues in current transit planning to be addressed.
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POLI CY OPTION D Strengthen,%?ggre?gT%lvel%?nnunity Develo%nent
Prograns, anning an Vel op-

nent an Integral Elenent o Conmmunity Devel opnent

Descri ption

This policy would make urban transportation subordinate to .
urban growth managenent and |and use planning objectives. Transit
woul d be considered a support service simlar to water, . sewers,
or another elenment of the community infrastructure. Thi's policy
option and pJ.arning concept is the one practiced nost frequently in
many countries throughout the world and specifically in Europe.

The option would give priority to |land use and community devel op-
ment goals oriented toward minimzing the need for transportation and
limting the length of the trips that woul d be necessary.

Institutional Aspects. Policy D would fundanentally alter the

rel ationshi p between transPortation agencies and | and use planning
and devel opment. Transportation agencies would not make policy or
deci de upon plans for transportation facilities and services.
Instead, they would play a technical support role in designing,
constructing, and operating the transportation system which would
be selected as an integral part o-f a land use plan.

The unit or agency of government charged with the responsibility
for growth planning, developnent, and management would nake trans-
portation decisions in the sane way as it would nake decisions about
other utility support systems. A Tegional unit of government or
agency woul d have the authority and responsibility to nake deci -
sions over aspects of land use that are regional I1n character.

Policy D would in effect encourage the creation of netropolitan
governments. Land use planning agencies at the city or county |evel
woul d be able to assune the general devel opment planning and adm n-
istration responsibilities necessitated under the policy, but this
is unlikely except in single-county or city metropolitan areas wth
a tradition of strong |eadership at those |evels of government. In
these cases, the coupling of the necessary statutory powers to the
new conprehensive responsibilities of planning agencies could be
expected to occur without issue. In other areas where a gradual
transfer of planning (as distinguished frominplenenting) authority
to regional bodies, including regional transportation agencies, haS
been occuring over the past two decades, the new responsibilities
under Policy D logically would be taken on by the regional planning
organi zati on.
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Responsibilities for conprehensive growh managenent at the
regional level would require shifting of nunerous statutory authori-
ties fromthe local to the regional governnment. Although the Fed-
eral Government may not be able to acconplish this shift directly,
the availability of Federal funding for such purposes would pro-
vide a strong inducenent for states and |ocal governnents to nake
the necessary statutory changes.

Institutional changes al so would occur at the Federal |evel.
Federal transportation agencies, as well as other Federal
agencies with specific program responsibilities, would assess com
_Prehen5|ve devel opnment plans in relation to national priorities.
hey would no longer carry out detailed oversight and step-by-step
approval of the planning process.

Techni cal pl anni ng consi derations. The technical planning require-
ments to support this policy option would not be S|gnifipantly _
different fromthose wdely in use today for transportation planning,
as they mght be nodified and inproved in the ways described for
Policy A and Policy C

A recent worldw de survey of transportation planning require-
ments reveal ed that nost countries utilize planning nethodol ogies
and techniques originally developed in this country follow ng
Wrld War I'l and subsequently inproved and refined. In nany nations,
and specifically in European countries, these techniques are enployed
in a planning process that for years has considered transportation .
just one elenent of a conprehensive plan.

Sunmary Assessnent

The policy option of considering transportation an integral
and subordinate elenent of a conprehensive |and use and devel opnent
pl an has considerable potential to overcone some of the problens
of resource allocation, scattered |land use patterns, energy waste,
and inefficient transportation systems. The United States is one
of the few highly devel oped countries that separates transportation
planning to a major extent from general |and use and devel opnment
policies and plans.

I'mplenmenting the policy would be difficult due to the broad-
reaching nature of the reforms and the fact that, historically,
this country has not exercised much public control over |and use.
However, a base of political support for devel opment controls and
pl anni ng has been evolving in recent years and is reinforced by
recent awareness of the desirability of reducing energy consunption.
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UNPACKAG NG THE PQOLI CI ES

The descriptions of the alternative conbinations of policies highlight
the changes in the Federal transit program that would be neces-

sary to achieve particular national objectives. Mst of these

changes involve one or nmore of the policy initiatives described

i n Chapter 6,.and.the(follqy options thus offer renmedies for the

maj or issues identified during the course of this study. However,

the policy options do not expressly discuss each of the individual
policy initiatives described in Chapter 6, or explain when these
Initiatives could be pursued independently.

In general, Policy A describes all the initiatives that
coul d be taken under the present programto resolve the issues
described in Chapter 6. Policy B addresses additional issues re-
guiring availability of additional transit nmoney for resolution.
olicy C answers the problems created by |ack of joint admnistra-
tion of transit and hi ghway prograns, ile Policy D addresses the
need for integration of transit and |and use planning.

This section |ooks at the question from another perspective.
It briefly reviews the conditions under which the policy initia-
tives described in Chapter 6 would be feasible and fruitful. For
conveni ence, the same heading categories are used: Institutiona

policies, technical planning process policies, and financial poli-
ci es.

Institutional Policies

~ The responsibilities of organizations involved in transit
activities could be clarified, and a |ead agency identified, under
any of the options. In any case, appropriafe action at the state or

| ocal level would be needed to provide the necessary shifts in
statutory authority.

However, a Federal initiative would have greater inpact under
policies C and D, which would provide the exanple of a consolidated
transportation agency at the Federal |evel and could offer a substan-

tial sum of Federal noney allocated under a formula with built-in
i ncentives.

Integrated transit and hi ghway deci si onmaki ng woul d becomne
possi bl e only under policies C and D, and integrated |and use and
transportation decisionnmaking could be achieved only under Policy D.
In general, whereas under each option the |ead agency could be any of

the four alternatives cited in Chapter 6 (local government, transit

operator, state agency, or netropolitan planning agency) , the state agenc
aPternat|ve IS nné% kaely undeerollcy %, and§1hélne9?opol|tan Jeney
pl anning agency alternative is unlikely to be a possibility except

under Policy D. Inasmuch as policies Cand D are nore likely to

lead to a strong |lead agency and thus a rationalized decisionmaking

for UM these options would bring the greatest gal NS N account abi |1 ty. ‘
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Even at present, however, Federal guidelines could be nodi-
fied to recognize the need for structuring deci si onnaki ng processes- -
genui ne deci si onmaki ng processes, not just at the MPO |level--to be
close to the elective review process. Federal guidances could ex-
plain the various alternative measures to gain acco¥nt%bility!
and their consequences, nore carefully. Under any of the policy
options, Federal guidelines could be provided outlining procedures
that will provide the opportunity for citizen participation

Techni cal Pl anni ng Process Policies

| nprovenments ‘in the technical planning process would be possible
under any of the policy options. Basically, UMIA needs to clarify
how it wll admnister its proposed polic¥ on maj or mass transpor-
tation investnents 1In a maz that neets the criticisms that have
been made, and to augment these guidelines with nore explicit des-
criptions for how to set goals and use neasurable criteria in eval-
uat 1 on.

In a nunber of respects, the technical planning process coul d
be significantly improved if highway and transit programs were
merged at all levels of government,  an advantage that would be pro-
vi ded under policy options C and D. This step would encourage nore
serious consideration of transit options that use hi ghways. It
also would permt analysis of transit-plus-highway alternatives,
in contrast to transit-only alternatives! and open the door to a
serious exam nation of whether integrated surface transportation
prograns meet particular national goals.

These inmprovements al so woul d be possible under Policy D. This
?olicy woul d provide the additional benefit of genuinely integrating
and use and transportation planning.

Transit Financing Policies

The only policy initiatives in the financing category that could be
pursued under the current program would entail nodest use of finan-
cing incentives for obtaining existing Federal goals. Broader re-
structuring of the national goals and criteria for use in devel oping
financing incentives (or in building incentives into an allocation
fornula) would be possible under policies B, C, and D

Policies B, C and D all would provide opportunities for in-.
creasing the funding levels for transit, IncreaSIHP the flexibility
bet ween capital and operating purposes, and for allocating a greater
portion of the funds by formula. These changes woul d address many of
the financing issues described in Chapter 6.

However, a nerging of the transit and highway program woul d be
necessary to permt meeting national goals for using highways
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to provide transit capacity, to allow devel opnent of a nore equi-
table allocation fornula, and, in general, to provide greater eco-
nom c efficiency in Federal transportation spending.

In conclusion, a great nmany issues affecting the conduct of
transportation planning could be addressed at the present tine,
under the current program and w thout Congressional action. Mbst
of these issues involve the technical process of transit planning--
the steps taken by planners to generate the infornation needed b
deci si onnmakers. wever, to renedy the fundamental institutiona
and financial issues that influence how that technical information is
used (and, to a certain extent, its content), basic changes nust
be brought about through Congressional action and related initiatives
at the state and local |evels.



