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California is headed for a crisis. Our mobility is challenged 
by our growing population and expanding economy, increased travel, 

and limited resources. If our transportation system fails to grow 
as well, California's economy and quality of life will be at risk." 

"We can reduce the impacts of growth on our mobility, 

but we need a number of changes-more road capacity, improving 

the way we use the automobile, alternatives to driving, better 

planning, and more effective use of resources." 

"The automobile remains the backbone of mobility, 
but a multimodal network is essential to a vibrant economy and a 
mobile society. Mobility must be recognized as a basic social and 
economic necessity-as important as health, education, and law 
enforcement-and funding for it must be provided accordingly." 

"California needs transportation 'champions' -leaders who will 
consistently and effectively seek and implement solutions. We must 

have leadership and achieve consensus on core values. Further, 
the public must be better informed and involved in transportation 

decisions. Mobility, not one mode of travel, is the issue." 
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We welcome your thoughts. 
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2 THE INTRODUCTION The Quiet Crisis 

II ince its founding in 1900, the Automobile Club of Southern 

California has been an advocate for increased mobility. \Ve put 

up the first road signs, made car insurance affordable , started the 

first highway patrol, advanced the art and science of highway 
engineering, promoted improvements in vehicle 
technology, and sponsored legislation for "good 
roads" and the safe use of those roads. Auto Club 
members are the largest single group of use rs and 
financial supporters of California:S transportation 
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network, and we are proud to be pan of devel­
oping a transportation system that has been 
among the best in the world. 

But now, Cali fornia:S mobility is challenged 
by our growing population and expanding econ­
omy, by increased travel, and by limits on 
resources. Most of California:S urban roadways are 
congested for increasingly long time penocls, and 
congestion is increasing at a rate of l 0 percent 
annually. Many of our rural roads are being asked 
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to carry much more traffic than they 
were designed to. 

Southern California's transportation 
system has rated the lowest grade, "D," 
in the Southern California Association 
of Government's last four annual "State 
of the Region" report cards. California 
now ranks last or nearly last among the 
states in road conditions and per-capita 
state expenditures on roads. Los Angeles 
and Orange Counties lead the nation in 
congestion delays and costs, and San 
Diego and the Inland Empire are not far 
behind. Inadequate road maintenance 
and poor road conditions cost California 
motorists, transi t agencies, shippers, 
businesses, and taxpayers millions of 
dollars annually in increased repair and 
maintenance costs for both roads and 

vehicles Transit continues to carry a very small share of trips despite 
substantially increased investment. 

Simply put, California will soon face a mobility crisis. A 1999 
study found an unfunded backlog of more than $100 billion in 
highway, local road , and transit needs over the next 10 years. And 
over the next 20 years, we can expect 10 million more Californians 
to be using highways , streets, and transit that are inadequate now 
We wil l have to work hard to accommodate this growth and the 
crisis it will precipitate 

We call this crisis "the quiet crisis." We didn 't choose that term 
because people are silent about congestion, the state of transit, and the 
cost of moving goods-they're not. Auto Club members frequemly rate 
transportation concerns along with crime and the economy as critical 
issues affecting their daily lives. But the crisis is quiet because most of 
us trave l fairly well today, although v.ith some amount of delay and 
inconvenience The transportation system functions we ll enough for 
most of us most of the time-for now 

The crisis 1s quiet because it hasn 't really hit yet-but it 
will. California will continue to grow There are limits to the 
transportation system 's capac ity and durabilit y and to the 
public's adaptabiltty and patience, and we are approaching and in 
some places exceeding those limi ts Years of effort and many 
billions of dollars-and changes in how we thrnk abou t mobili ty-

will be needed to handle the demands 
that will be placed on our transporta­
tion systems. If we don't meet this 
challenge, we will face enormous and 
unacceptable impacts on our economy 
and quality of life. 

Maintaining mobility calls for 
coordinated pub li c, private , and 
individual actions, ongoing public 
dialogue and involvement , and a 
general consensus on the directions 
we need to take. This report is 
intended to stimulate thought and 
discussion and help ac hieve that 
consensus. 

·we 've organized the discussion 
around five key policy areas: California's 
road system, the automobile, al terna­
tives to the automobile, the planning 
and implementation process, and resources. 
There is no one single answer. Many actions 
will be needed to so lve the problems we 
face . Translating those policy recommen­
dations into consensus and action will be a 
formidab le task, but one that we believe is 
both achievable and essen tial. 

The .Auto Club \x,,i ll continue its histo ric 
role in promoting and preserving Californias 
mobility. We look forward to working with 
other committed public and private interests 
to meet our transportation challenges with 
ingenuity and determination-and to keep 
our state, residents , visitors, and economy 
moving. 

Thomas V. McKernan Jr. 
President and CEO, 
Automobile Club of 
Southern Californi a 
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I 
istorically, the U.S. transportation system has 

been among the best in the world, providing a 
' 

remarkable level of mobility and access to goods 

and services. Moreover, the system's quality and perva­

siveness have been influential in shaping development 

patterns both locally and nationally In many respects, 

however, the system has been the victim of its own success. 

The very affluence it has helped create has resulted in a 

demand for travel and access that is increasingly difficult 

to meet, as witnessed by the growing congestion ~nd delay 

that characterize all transportation modes. Although this 

congestion may abate in the short term, in time the prob­

lems will return. In addition, as the infrastructure of.the 

system has expanded, it has increasingly intruded on 

neighborhoods and the environment. Society's responses 

to the complex challenges thus posed - even the failure to 

respond - will have fundamental consequences for the 

nation's future prosperity and quality of life, as well as 

for the environment. 

Executive Committee 

Transportation Research Board, 
National Academy of Sciences 
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TREY SOLBERG 

The Quiet 
Crisis­

Transportation 
and Mobility in 

Southern 
California 

ver several decades California has built a world-class 

system of highways, streets, and public transit , creating 

th e m obi lit y that is crit ica l to the econom y and lifes tyle 

we enjoy, to the ready access to Ca li fornia's cu ltural and 
recreat io nal riches, and to the effi cient movement of goods 
and services throughout the slate and beyond This trans­
portati on system is essentia l to life in Ca lifornia as we know 
and enjoy it today. 

However, California 's mobi li ty is decl in ing in the face 
of reduced investments, growing population and commerce, 
and wear and tear on ou r stree ts and highways, and we 
bel ieve it is headed fo r a crisis brought on by decades of 
popu lat ion and economic growt h without corresponding 
in vestments in transportation. At presern the crisis is 
relatively quiet-we still get around fa irl y well most of the 
Lime. Bm Californ ia 1vi1/ grow-by as many as 10 million 
more people by 2020. If our transportation system fail s to 
grow as we ll , Cali fornia 's economy and quality of life will be 
at ri sk. 
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In publishing The Quiet Crisis, the Auto 
Club offers a number of recommendations 
and ideas-some new, some that have been 
thought about for some time-on how we 
can address this coming crisis, in five key 
areas: roads, the automobile, alternatives to 
the automobile, the decision process, and 
resources. 'vVe offer these ideas and recom­
mendations to help generate discussion, 
agreement , and action. 

Our Key Messages 

Growth is inevitable. Whether we like it 
or not , California will grow, and this 

growth will place enormous burdens on 
transportation net works. 

The potential adverse effects of 
growth on mobility are not inevitable . We 
can influence the results of growth in 
transportation demand by how we plan for 
it and act. 

The automobile is the backbone of 
mobility. No other mode of travel provides 
more than a small fraction of the trips made 
in automobiles This will not change appre­
ciably over the coming decades. The auto­
mobile has brought unprecedented mobility 
and access to jobs, education, commerce, 
and recreation to hundreds of millions of 
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people. To retain these benefits, we need to evaluate the use of the 
automobile, while implementing technological improvements to 
increase its safety and mobility, and continuing to reduce its impact 
on the environment. 

Public transit is essential and must be strengthened and 
improved. Alternatives to the automobile, primaiily public transit, are 
essential to help reduce congestion and energy use , improve air quali­
ty, and provide choices for those who cannot or choose not to drive. But 
transit cannot continue to operate as it has, carrying a very small share 
of t1ips while spending an increasing share of transportation resources. 

The automobile and transit are both essential to mobility. They 
can and should be complementary parts of the mobility system, and 
the capacity of both must be increased. Transportation interest 
groups must cooperate-not continue to squabble-over modes and 
resources . 

Technology can greatly improve mobility. How we use automo­
biles and operate public transit, and whether we need to make trips 
at all, can be greatly changed by technology-hut how and when 
remain uncertain. 

We must have leadership and achieve comensus on core values. 
lv1ohility, not one mode of travel, is the critical issue. Environmental 
sustainability, public safety, independent mobility, and cost-effective­
ness are some of the overarching values to be incorporated in our 
decisions. California transportation needs "champions"-leaders 
who will consistently and effectivel y seek and implement solutions. 

Transportation resources must be used wisely. \Ve must ensure 
that the money we already have is being used as efficiently and effec­
tively as possib le before we seek more. Key to doing so wi ll he pri­
oritizing all transportation investments based on the best mobility 
results for the funds spern. 



Transportation in California at the 
Beginning of the 21st Century 
Consider that . . . 
Between 1967 and 1997, California 's road capac ity increased 
by 29 percent-but our population increased by 70 pe rcent , 
licensed dri vers hy 91 percent , and annual ve hicle miles driven 
by 184 percent 

Highway spending in California has dropped from about $60 
per 1,000 veh icle miles driven in the 1960s to (factoring in inflati on) 
about $4 in 2002. Ten-year unfunded road-related construction and 
maintenance needs of up to $70 billion over the next 10 years have 
been identified 

Not coincidentally, in 200 l California's road conditions were 
rated the worst of all 50 states, and California drivers spent an aver­
age of over $500 per year per person on veh icle repairs related to 
bad road conditions. 

Public transit alone needs an estimated $30 billion more than it 
will have over the next decade for increased service and operation 
and maintenance. 

Our cities rate among the highest in congestion . According to 

one stud y, in 2000 , Southern Cali fornia drivers spent 50 to 140 
hours stuck in traffic , costing them an average of $1,000- $2,500 in 
wasted time and fuel. 

Southern California faces a transportation crisis-one that has 
taken many years to develop and that will take years, consensus, 
hard work, change, and resources to address. 

The good news is that we can maintain Southern California's 
vital mobility. We are making a number of suggestions as to how­
and we welcome others. 

Five Key Recommendations-A Summary 

I. Southern California must have additional road capacity. we must: 

• Build new roads and new lanes. 
• Creatively increase the efficiency of the roads we already 

have by applying advanced technologies to manage them and hy 
providing information to use rs to help improve their decisions 
on when and where to trave l. 

• Improve maintenance of ou r roads and reconst ruct existing 
roads to improve safety and travel time and reduce vehicle dam­
age. We have to rind better ways to minimize the di sruption that 
this work causes. 

• Change and im prove how and ,vhen automobiles and 
other vehicles use the roads. Spreading our work and other tri ps 
as we ll as truck de live ries over more hours would reduce peak 
congestion. 

• Improve law enforcemelll and the manage ment of 
incidents on our roads , both of which reduce congestion and 
improve sa rety. 

2. We need to improve how we use the 
automobi le. 

The automobile-a shorthand term 
for all kinds of privately owned 

passenger vehicles-clearly dominates 
transportation in California, for the 
simp le reaso n that the automobile 
meets the mobility needs of the vast 
maj ority of people hetter than the 
alternati ves. That will continue into the 
future-and yet we need to improve the 
autom obile and how we use it to 
continue enj oying its many benefits and 
to offset its adverse impacts and costs. 

• We need to continue the signifi­
cant progress we've made in reducing 
the automobile's energy use and mee t­
ing clean air goals. Improvements to the 
automobile have done more to clean 
our air than changes to any other source 
of air pollution. Today's vehicles emit 
less than 2 percent of the emissions of 
early 1960s models, and each class of 
ve hicle is mo re fuel efficient as we ll 
More can be done , however, to further 
reduce emissions by automobiles as 
we ll as heavy trucks , construction 
equipment, and other, more prolific 
sources of emissions. 

• \Ve must use technology to continue 
to make the automobile safer, smarter, 
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Where Are 
We-And Where 

Can We Be? 

I ow and during the next 20 years, Southern 

Cal ifornia faces a number of sign ificant challenges 

with its transportation systems, many or which we share 

with the rest o[ the state and nat ion. \Ve must meet and over­
come these challenges LO ensure continued mobility for all 
Californians and-since much of the nation's trade , travel, 
and tourism passes through Southern California- for the 
well-being or the nation as well. 

The follow ing table contains a number of current issues 
pertaining to our transportation system- where we are now 
and where we might be in 20 years if we make the right 
decisions. 

The Quiet Crisis THE CHALLENGES I 3 



CURRENT CONDITIONS 
Issues pertaining to California's current transportation system-and 

CONSENSUS . .. California lacks consensus on what needs to be done for mobility, 1~esulting 
in avoidable policy conflicts, shifting p1-iorities, inefficiency, and unfinished projects. California also 
lacks an effective way to measu1-e the performance of transportation investments, and ther·e­
fore lacks crit ical information needed to make crucial public policy decisions. As a result. tr·ans­
portation investment is usually ino-eased in response to crises. 

CONGESTION ... California's congestion rate is 65% higher than the national average 
and has increased I 0% per year since 1995. In Los Angeles, drivers are delayed an average 
of 136 hours and waste 1.2 billion gallons of fuel annually. Conditions in other Southern 
California metropolitan areas are not much better. 

AIR QUALITY ... has greatly improved over the conditions in the 1950s t hrough 1980s. 
Much of the improvement is due to technological advancements in light-duty motor vehicles, 
which emit about 98% less pollution than in the early I 960s. However; Southern California's 
major population areas do not meet all clean air standards. A large number of older, higher­
emission vehicles remain on the roads. Mobile sources-automobi les, trucks, buses and oth­
ers-sti ll contribute more than half of our ai r pollution and a share of the "greenhouse" gases, 
which some believe contribute to global climate changes. 

VEHICLES OPERATING ON ROADS ... The transportation network 
is based almost completely on vehicles operating on roads, including 
private passenger vehicles, buses, and trucks. 

ROAD CAPACITY ... California's road capacity inCl'eased by on ly 29% 
between 1967 and 1997, while population increased 70%, licensed drivers 
by 91 %. registered vehicles by 130%, and vehicle miles traveled by 184%. 

MAINTENANCE ... Despite maintenance being identifieq as the highest priority for fund­
ing, there continues to be a shortfall in maintenance funding. Ultimately, repairs cost four times 
as much if "mediocre" roads are allowed to deteriorate to "poor." Local agencies face an 
estimated $400 million shortfall in funding for deferred maintenance and repairs every year. 

PRIVATE PASSENGER VEHICLES . .. a1-e used for the overwhelming majority of trips. 
There are enormous benefits to individuals and society in making these t rips. Calls for signifi ­
cantly higher taxes and fees and other limitations on p1-ivate passenger- veh icle use would 
adversely affect mobility and quality of life. 
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PUBLIC TRANSIT ... use is growing in absolute numbers but, in most cases, transit car­
ries a lower percentage of trips despite billions of dollars in public investment Transit is not 
convenient or accessible for many people. 

EMPLOYMENT PATTERNS . .. a1~e alt-eady changing away from traditional industrial and office 
employment in fixed locat ions toward a mo1·e mobile, flexible workfor·ce that works in mo1-e 
locations and changes jobs more often, challenging existing highway and tr·ansit networks. 



WHERE WE CAN BE 
• how these will change and can be improved over the next two decades. 

An improved and continuous statewide planning effort will regularly identify needed trans­

portation projects and funding, making objective performance comparisons between various 

transportation projects and modes. Transportation investment will be based more upon reli­

able data, sound planning, and continuous improvement than on sporadic episodes of"crisis." 

Congestion wil! continue to exist. It's not feasible to build, operate, a,nd maintain trans­

portation systems thatWill handl peak l~~.1s without congestion. However, we "'fiH mant~f 
congestion and provide more o avoid. being .. 1!,fff:!cted .. by. it. Travel time predictability 

will .iq,prove. 

Light-duty motor vehicles will be relatively minor contributors to smog. Considerable 
progress will have been made to reduce their emissions of greenhouse gases. Highly efficient, 

near-zero polluting vehicles will have replaced most of the passenger vehicle fleet. Most will 

continue to use carbon-based fuels; a growing percentage will use alternative fuels and propul­

sion systems. Significant emissions reductions will have been made in heavy trucks, construc­

tion equipment, locomotives, buses, off-road and recreational vehicles, ships, and aircraft. 

The backbone of our transportation network will continue to be automobiles 

operating on roads. However, all of the components. of • the. network will 

have been re-examined; their integration, effectiveness; and efficiency 

improved; and new components added. 

Road mileage will continue to lag behind increases in population, drivers, vehi­

cles, and travel. There is no feasible way to increase road mileage proportionately. 

However, we will make key capacity increases-such as building new roads, improving 
bottlenecks, and closing freeway gaps. Roads will serve these growing numbers more 

efficiently through technology, management, and changes in demand. 

Adc:litional funding for maintenance and repairs will be provided, especially atthe city and 
county level. New techniques and materials will result in longer-lasting road i~onstruction 

and repairs. High-technology inspections and sensors imbedded in pavement and bridges 

will identify maintenance needs earlier, and as a. result maintenance. will be conducted at 
more appropriate intervals and roads will last longer. 

Private passenger vehicles will continue to be the preferred and necessary mode of travel for 

most people, but their effectiveness will improve greatly. The adverse impacts of driving will be 
reduced through voluntary actions resulting from information, incentives, and the availability 

of attractive alternatives, not from punitively high fees and mandated restrictions on driving. 

Improvements in transit systems and service delivery will offer useful travel choices to more 
people, partly by offering flexibility that approaches that of the private passenger vehicle. 

High-demand, well-defined transportation corridors will continue to be served by fixed­

route systems, but innovative options will provide better service to other areas. 

Employment pattern changes will accelerate, with work being conducted at more hours of 

the day, at more locations, and frequently electronically, allowing for greater flexibility in trip 

planning. Fixed-route transit and ride-sharing will have been modified to better serve the 

more irregular and dispersed trips that result. 
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CURRENT CONDITIONS 

GO ODS MOVEMENT ... is expanding enormously because 
of growing California-based manufacturing and agriculture and 
a booming global trade market. California also transports 
much of the goods for t he entire nation through its ports, air­
ports, and border ports of entry. Capacity for goods move­
ment is lacking and severely affects other road uses. Trucks 
may comprise 60% of t he vehicles on some Southern 
California freeways by 2020. Heavy t rucks do not pay fu lly for 
t he damage they cause to highways and roads. 

FUNDING ... for highways, roads and public transportation is 
based primar·ily on fuel and sales taxes, which have not kept up 
with investment needs. Fuel t axes ar·e diminishing in real value 
over time and county transportation sales taxes face a two-thirds 
vote r·equi1·ement for· renewal. Technology-based pricing mecha­
nisms have only been tried in a few demonstration situations and 
face significant technical and political obstacles. Overall, there 
is a shortfall of several billion dollars per year in revenue for 
transportation. 

GROWTH AND "SPRAWL" ... are becoming serious con­
cerns in some areas. Much of our suburban land uses do not 
lend themselves to alternatives to private automobiles. However. 
most people generally prefer less dense living environments. 

OLDER ... Our population is growing older: Only 4% of the 
population was older than 65 in 1900, but 12% are over· 65 in 
2000 and 19% will be over 65 in 2025. Older members of soci­
ety have unique mobility needs. which today are often not met 
well either by automobiles or transit.The disabled share many of 
these needs. 

TECHNOLOGY ... is beginning to improve our road and 
transit management, provide improved information to com­
muters and travelers w ith w hich to make decisions on routes 
and times of travel, and make vehicles safer and more reliable. 
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WHERE WE CAN BE 
Some infrastructure will be built specifically for trucks, includ­

ing exclusive ramps and lanes on heavily impacted freeways. 
Truck tolls will provide an equitable share of the costs. 

Shippers and receivers will reschedule their operating hours 
to allow more truck movements to take place during off-peak 
demand periods. California will have truck fees that more 

accurately reflect heavy truck impacts on roads and bridges 
and produce adequate revenues to mitigate these impacts. 
New truck technologies and configurations will increase both 
efficiency and safety. 

Funding for all modes will be expanded and stabil ized. A varie ty 
of sources will be used that reflect user impacts and benefits. A 
combination of efficiencies and revised and new revenue sources 
will more equitably and adequate ly fund the transportation sys­
tem. Overall revenues will increase and will better address 
needs. Increased federal funding will compensate California for 
its extraordinary costs in accommodating international travel 

and trade, which benefits the entire nation. 

Many land uses will. be much the same as today, due to 
the long useful lives of housing, commercial, industrial, and 

utility. infrastr_ucture. However; a wider variety of urban and 
suburban development forms will provide additional options 
for differing lifestyles and travel needs. 

Transportation systems will offer greatly increased mobility to 
older and disabled pe ople through more flexible and individual­
ized transit and paratransit se rvices and through te chnological 
improvements in vehicles that enable these people to operate 
them safely. The disabled and elderly will also take increased 
advantage of the Inte rnet and other electronic communications 
to meet their needs. 

Technology will improve mobility in ways that we can only 
begin to imagine, much the same as we could not imagine in 
1990 how the Internet would change our lives today. 
Technology will improve some trips and provide suitable 
alternatives to travel in others. It will also provide new ways to 
equitably and efficiently charge fees for using the transporta­
tion system, augmenting or replacing today's taxes and fees. 
Infrastructure will be planned, built, and retrofitted to accom­
modate the needs of advanced technology. 
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Southern 
California 

Needs 
More Road 

Capacity 

SECTIQ 
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e use our network of roads and highways for most of 

our travel-for business, pleasure, and to transport 

goods and services. And for most of these trips, there is no 

feasib le substitute. The number of automobile, transi t, and 
truck trips is growing rapidly, as is air travel and shipment 
of goods by air and sea. 

Our most important roads are becoming more and 
more congested. Up to a point, drivers, transit riders, and 
shippers can accept some congestion as a result of increas­
ing commerce , personal travel, and population growth . 
However, increasing congestion and its byproduct, increas­
ingly unpredictable travel times, create both frustration and 
socia l and economic costs. For exam ple, South ern 
Californ ia drivers spend 50 to 140 hours a year stuck in traf­
fi c congestion, cost ing drivers $1,000 to $2,500 in \Vasted 
time and fuel. 

An annual nationwide survey found that in 200 1, 
California ranked 50th in road condition and per-capita 
state spending on roads Highway spending in Ca li forn ia 
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has dropped from about $60 per 1,000 
vehicle miles clnven in the 1960s to 
about $4 today, factoring in in!lation. 
From 1967 to 1997, California's road 
capacity increased 29 percent-but pop­
ulation increased 70 percent, li censee! 
drivers by 91 percent , and an nual vehi­
cle mi les driven by 184 percent. 

'vVe can reduce congestion and 
improve our ab ility to pred ict travel 
times in three basic ways: 

• We can build new roads and 
more lanes on existing roads. 

• We can manage the capacity 
we have by using vehicles and 
roads more efficiently. 

• We can create an environ­
ment that will reduce or lim it the 
increase in demand. 
None of these approaches will do 

the job by itself. For example, one study 
estimated that if we relied solely on con­
struction, Los An geles and Orange 
Counties would have to add 39 lane­
mi les of freeway and 79 lane-miles of 
major streets every year in addition to 
what we're building now to keep con­
gestion from growing, which is clear ly 
infeasible \Ve will need to implement a 
combination of these approaches. 

Road Construction 

I n 1986, the Auto Club authored 
Freeway Devclopmrnt to the Year 
2000. We n oted that Southern 

California's population was expected to 
increase from 16 to 19 million by 2000, 
and daily trips wou ld increase from 50 
to 65 million. The report recommended 
406 additional route-miles of freeway 
development , as well as improved pub-
li c transit and better operation and mainte­
nance of exist ing freeways and local streets. 

The 1986 estimates were remarkably 
accurate hut somewhat understated. In 
2000, Southern Cal ifornia's populat ion was 
19. 9 million and dai ly trips totaled 69 mil­
lion. Despite that growth , on ly 77 miles of 
the proposed freeways have been built and 
58 mi les programmed for at leas t partial 
construction. Public opposition , environ­
mental issues, politi ca l decisions, and fund­
ing shortages make it unlikely that they will 
be resurrected. However, we must provide 
the mobility in existing urlxrn areas that 
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Freeway Service Patrol tow trucks provide assistance to motorists who've broken 
down on the freeway, thereby clearing traffic lanes and reducing congestion. 

these foregone freeways represent . 
Rapid ly developing "edge" cities and suburban areas present 

their own issues. In many cases, both the number of roads and their 
capacity are inadequate . We will need to increase both to provide 
adequate mobility in those areas. Southern Cali fornia 's In land 
Em pi re is a case in point. It is estimated to absorb 1.8 million of 
Califorrna 's expec ted 10 mill ion popu lation growth by 202 0, and 
will in ma ny places need entirely new roads as we ll as sub,;tan tia l 
upgrades to its exi sting road system. 

RECOMMENDATION: Create additional freeway and road 
capacity. 

In older urban areas, some construction of new road s may 
be possib le, bu t more likely we will increase capaci ty by 



widening and making other imprnvemcnts w existing routes. In 
nevver urban areas and in suburban and rural areas, we must 
build new roads and make major improvements where needed 
and appropriate. Significant improvements wi ll also he needed 
at and around seaports and ai rports to accommodate growth in 
world trade and trave l. 

We can achieve significant improvements to existing routes 
without building entirely new freeways and major highways in 
developed urban areas. We can improve major arterial streets 
with advanced traffic signals, through-traffic lanes, access ramps 
or lanes, bus-priority movement , grade separations, and other 
modifications. 

We can also make considerab le improvements to the carry­
ing capacity and safety of highways and roads by relatively minor 
construction, including widening roads, improving intersection 
layouts, unclogging bottlenecks, creating reversible lanes in free ­
ways and streets that have highly directional morning and 
evening traffic , and eliminating railroad grade crossings. Such 
improvements , which permit more efficient use of the existing 
infrastructure, usually cost less than building new capacity. 

RECOMMENDATION: Pursue innovative and nontraditional ways 

to increase capacity. 

Nonconventional capacity improvements include auto­
only, bus-only, and truck-only roads, lanes, and ramps; 

freeway-to-freeway and freeway-to-arterial HOV/transit 
connectors ; "super streets"; additional freeway leve ls below­
grade; and urban vehicle tunnels . All are like ly to be 
expensive, but not providing additional capacity will he 
more so. 

RECOMMENDATION: Make safety-related improvements in 

existing roadways. 

Congestion on Southern California's 
freeways consists of both recurrent con­
gestion (rredictable, regular slowdowns 
at specific locations) and nonrecurrent 
congestion , which occurs in different 
places because of such things as crashes, 
vehicle breakdowns, load spills, road­
work, special events, and police activity 
Operational and safety improvements 
will relieve both kinds of congestion. 

RECOMMENDATION: Greatly increase 

investment in road m aintenance and 
reconstruction and in the research, 

development, and use of advanced con­
struction and maintenance techniques. 

Much of our freeway network was 
built during the 1950s, '60s , and 

'70s, and many of our other high ways 
and local stree ts are even o lder. 
Rehabilitation , safety, and reconstruc­
tion needs between 2000 and 20 l 0 
are estimated at $2 billion annually. 
Although California designates high­
way system maintenance as the high­
est priority for transportation funding , 
significant improvements still need to 
be made, inc luding the use of 
advanced technologies in pavement 
composition and design, bridge con­
struction , and other areas to extend 
the effective life of roads. 

Maintenance protects existing invest­
ments, defers expensive reconstruction Road conditions are a factor in 30 percent of high\,vay fatali-

ties . More than 11 ,000 peop le a _ ____________ _______________ _ 

year are killed in collisions with fixed 
objects such as trees , guardrai ls, and 
poles, and more than 400 are killed at 
ra ilroad crossings. Road im prove­
ments, which will increase capacity 
and effect iveness and reduce crashes, 
inJuries, and deaths, should include 
roadway lane and shoulder widening, 
removal of obstacles, addi ng or 
improving medians, redesign ing barri ­
ers and guardrails, improving sight­
lines, separating rai lroad and street 
crossings, adding lanes and medians, 
traffic-management centers, advanced 
signa l synchronization , new roads and 
gap closures, and geometric, signal, 
and signage improvement s. Heavy­
duty ve hicle sizes and we ights must be 
co mpauble with the ca rrying capacity, 
durabilit y, and safe opennion of the 
road system 

Average Annual Costs of Congestion Per Driver 

LOS ANGELES AND ORANGE COUNTIES 
136 Hours 

, -=~-·- j 204 Gallons 
$2,510 

188 Gallons 

$1,015 

The Quiet Crisis THE ROADS 19 



(sometimes fo r decades), and fac il itates 
smoother, more effici ent drinng. [ffective 
maintenance will require developing and 
implementing advanced construction tech­
niques; maintaining pavement, h1idges, and 
other structures; and more frequent main­
ten:mce intervals to avoid higher future re­
pair and reconstruction costs. 

RECOMMENDATION: More effectively 
alleviate the disruption caused by con­
struction and maintenance. 

A s maintenance is acce lerated 
and obsolete facilities are rebuilt , 

traffic congestion and disruption to 
businesses and the community will 
become an increasingly critical issue. 
To mitigate the impacts o f construction 
and maintenance, government agencies 
and contractors will need to use inno­
vative construction management tech­
niques and advanced materials and will 
also need to effect ively coordinate with 
cities, businesses, community groups 
and transit providers 

RECOMMENDATION: Distribute community, 
environmental, and business disruption 
equitably. 

Historica lly, some communities have 
been disproportionately disrupted 

by the construction of freeways and 
other transportati on facilities Since all 
segments of society benefit from trans­
portation improvements, all should be 
willing to accept some of the adverse 
impacts. Coope ration between ci ties 
and counties , plus addi tional regiona l 
and state involvement, may be neces­
sary to reach consensus on location and 
mitigation issues. 

Road Management 

C 
urrent and emerging techn. ologies can 
help exist ing transportation systems 
operate more effi c iently They include 

ad vanced roadway-system operat ions; 
dissemination of interact ive and real-ttme 
traveler information ; in-veh icle and in-road 
sa fet y dev ices ; improved commercial­
vehicle operation s: im proved vehic le 
crash-avoid ance and operation al diagnos­
tics systems: and emergency assistance. 

The appropriate use of advanced tech­
nology, sometimes referred tu as i111elligent 
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transportat ion systems (ITS), combined with selected capita l 
improvements, will increase the carrying capacity of our roads, 
reducing both recurrent and nonrecurrent congestion at less cost 
than extensive physical improvements. 

RECOMMENDATION: Implement, expand, and upgrade traffic­
management centers, freeway and roadway traffic-condition 
detection and information sharing, and advanced-management 
systems. 

Current free,vay management typically gathers information 
through in-road detector loops, cameras, and other tech­

niques and shares it with various systems and operators. Using 
this information to improve roadway operations, however, is not 
as well deve loped. 

For example, older ramp meters are programmed using 
hi storical, n ot rea l-time , congestion in fo rmation , me not 
active ly managed , and do not provide adequate queuing space 
for smooth freeway operation. Some advanced free\vay­
and arterial-management systems have been funded and 
implemented, but much more can be achieved by upgrading and 
coordinating technologies. 

RECOMMENDATION: Require that new road construction and 
reconstruction embed the necessary hardware for ad,,anced 
technologies. 

Fiber-optic and electric cable , sensors, active and passive 
guidance mechanisms, communications , low-power rad io , 

and other equipment must be included in future construction . 
Thi s will avo id the much higher costs of retm fitttng 
them later This is especially important fur "specialty" faci li ties 
such as truck-un ly, transit-onl y lanes, and automated vehicle 
operatiun lanes. 

~ 

"' ;;, 
,:: 
;:: 



RECOMMENDATION: Expand and improve law enforcement and 
incident management resources and technology. 

Traffic law enforcement agencies help to significantly reduce 
congestion by abating behavior that causes it and by 

clearing incidents rapidly. In demonstration projects, the 
California Highway Patrol has shown significant improvements in 
congestion and incident clearance and in mitigation of truck 
impacts through increased and targeted enforcement and incident 
clearance. Freeway Service Patrols (roving tow trucks that move 
disabled vehicles out of traffic) have also shown that they 
can clear incidents rapidly and restore traffic flow. Both shou ld 
be expanded to alleviate nonrecurrent (incident-related) 
congestion. 

RECOMMENDATION: Assess the vulnerability of transportation­
system users and key elements of the infrastructure to terrorism, 
develop effective countermeasures, and implement them. 

The tragedy of September 11, 200 l demonstrated that the 
American people , our insti tutions , and our infrastructure 

are vulnerable to violent disruption. Transportation systems 
concentrate people in places that can become targets- stations, 
tunnels, bridges, interchanges, airports and the like-and their 
disruption or destruction can cause severe socia l and economic 
costs. Although we are just beginning to understand the long­
term requirements of homeland security, we nevertheless need 
to address transportation-related security issues, including: 

• Identify appropriate levels of security for transportation 
facilities and appropriate amounts and sources of funding . 

• Identify key transportation assets, assess their vulnerability, 
and update disaster p lanning. 

• Improve 911 and communications among emergency-

Traffic management cente rs help reduce congestion by monitoring traffic 
flows, adjusting traffic signal timing, alerting motorists to problems via 
highway message signs, and dispatching emergency personnel to crashes. 

response and traffic-management agen­
cies. 

• Fu lly explore privacy concerns 
related to improved personal identifica­
tion and data gathering based on driv­
ers licenses. 

• Provide survei !lance and protec­
tion of key facilities that uti li ze 
Intelligent Transportation Systems tech­
nologies. 

• Continually track and monitor 
hazardous material shipments by road, 
rail, and air and more thoroughly inves­
tigate and monitor the licensing of com­
mercial drivers. 

Reducing Demand 

I e can increase effective road capacity 
by reducing demand. This can be 
achieved in several ways , including 

how we use the automobile, described 
below, and by providing attractive alterna­
tives to automobiles, discussed in the fol­
lowing section. 

RECOMMENDATION: Increase the number 
of occupants per vehicle. 

Filling empty seats-ridesharing-is 
a potentially effective approach to 

reduce the number of vehicles on the 
road and increase ava ilable road space , 
but it is one that has not caught on well 
Ridesharing in carpools and vanpools 
has been encouraged for several decades 
through education and outreach, facili­
tating carpool formation, employer 
mandates , tax incentives, and by con­
struction of special carpool or high 
occupancy vehicle (HOV) lanes. At best, 
however, average vehicle occupancy has 
hovered around 1.1 persons per vehicle. 
Despite these modest results, ride shar­
ing remains an inexpensive and effective 
means to decrease road demand, and it 
should continue to be encouraged with 
new and creative incen tives . 

RECOMMENDATION: Make the auto­
mobile safer, smarter, and more 
reliable. 

Future ve hicles wil l he equipped with 
a variety of rnmputer-controlled mech­

anisms to facil itate communications and 
vehicle operation. These will enable two­
\Vay communications so that drivers or 
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passengers ca n obtai n eme rgenc y 
assistance, travel advice, congestion and 
alternate routing information , locations 
of repair facilitie s, and a wide variety of 
food, entertainment, and lodging options. 
They will also enab le the vehicle to be 
operated in automated and semiautomated 
mode on certain roadways. And they will 
provide real-time transit options, routes, 
schedule s, and comparisons between 
driving and transit time to destinations. 
However, operating in-vehicle devices 
and information sources can crea te 
driver distraction, a significant problem 
discussed later. 

RECOMMENDATION: Reschedule some 
commute trips and goods movement 
out of peak periods. 

In some metropolitan areas, traditional 
peak travel periods have expanded 

dramatically in to late morning and 
early afternoon hours and even into 
weekends. A traditional remedy for 
congestion-taking more trips at other 
times- is less of a solution than it once 
was. A number of changes wou ld have 
to be made in traditional employment, 
education , retai l, and other schedules, 
but the potential benefits are worth 
pursuing because a small pe rcentage 
shift of travel out of peak periods would 
reduce congestion considerably. 

The benefits of rescheduling trips 
may be more substantia l in goods 
movement. The increased cost of ship­
ping because of congestion in peak 
periods may help encourage flexibility 
in working hours agreements and ware­
housing and delivery times. 

RECOMMENDATION: Ensure that automo­
biles effectively, efficiently, and safely 
share the roads w ith other users, includ­
ing pedestrians and bicyclists. 

W e must he certa in that the auto­
mob ile continues to be a good 

urban citi zen and enhances the quality 
of life in residential areas. Traffic is 
becom ing increasingly intrusive in 
man y residential areas. Proven , techni­
cally sound traffic engi nee ring measures 
should be empl oyed to assure safety 
and maintain our quality of life 
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RECOMMENDATION: Inform drivers about the costs of driving . 

Increas. ing the publi cs awareness of the consequences c,f buying 
and operating cars-such as the impacts of vehick design, 

size, weight, fuel economy, safety, use, and emissions-may help 
people make appropriate and su itable decisions ahout the way 
they trave l. 

"Many existing residents facing 
greater congestion want to 'limit future gn:>wth.' 

But these sentiments are delusions. 
Existing residents in any region cannot stop 

either domestic or foreign immigration 
into it by adopting anti-growth policies. 
A region's growth rate is determined by 

such basic traits as its climate, 
its location in the nation, its topography, 

its natural resources, its demography, 
and past investments made in it by 

governments and businesses. 
These traits cannot be changed by 

local or even statewide policies. 
Our challenge is to accommodate growth, 

not prevent it." 
-Anthony Downs 

Senior Fe llow, 
the Brook ings Inst ituti ons 



The 
Automobile's 

Contributions 
to Mobility 

he next two sections di scuss partners in mobility 

that can and sh ould be complementary-the private 

passenger ve hicle and its a lt e rnatives . One of th e m os t 

important transporta tion goals should be to build a comple­
mentary system that maximizes the contributions of the 
automobile and public transit. In urban areas, the private 
passenger vehicle can become more like transit ( with higher 
ve hicle occupancy, vehicle sharing, and advanced technolo­
gy) and transit can b ecome more like the p rivate passenger 
vehicle (with greater fle xibility in available times and routes 
and more tailored to ind ividual travel needs) 

There are, of course, a wide variety of private passenger 
ve hicles, including automobiles. motorcycles , light trucks, 
vans, minivans , spo rt ut ility ve hicles, and variations yet to 
come. For ease of refe rence, we'll use the term c1u1mnobi/c for 
all of them 

The automobile is the dominant met hod of travel f,1r 
hundreds of millions of people throughout the world It wi ll 
remain so. In most of Southern California , as in most areas of 
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the U.S, 91 lo 95 percent of rnm mute trips 
and about 98 percent of all trips are taken by 
automobile. Automobiles allow us LO travel 
\vhen, where, with whom, and for whatever 
purpose we want. There is no better alterna­
tive for most peoples varied tra\·el needs. Most 
people will not change their travel mode 
unless a better alternative is avai lable. They 
should not be fo rced or coerced to do so 
through punitive taxes or other disincentives. 

The fees and taxes associated with the 
automobile are also assets to society because 
they contribute to the economy, help pay for 
most transportation infrastructure and oper­
ations, and provide general fund resources. 
In 2000, about $2.7 billion was provided 
from new and used motor vehicle sales taxes 
and about $1 billion from state sales taxes on 
motor ve hicle fuels. Motor vehicle fuel excise 
taxes totaling $3 billion paid fo r road con­
struction and maintenance , and $1 billion 
from motor vehicle registration fees support­
ed operations of the California Highway 
Patrol and the Department of Motor Vehicles. 

Indisputably, automobile use also gener­
ates direct and indirect costs-for example, 
time spent in congestion ; deaths, injuries, 
and associated costs clue to crashes; con­
sumption of fuels and mate1ials; and envi­
ronmental and land-use impacts. To mitigate 
these costs, we need to continue to make the 
automobile more efficient, safer, and envi­
ronmentally friendly. 

RECOMMENDATION: Encourage and 

require technical advances to reduce 
energy use and meet sound and scientif­
ically supportable clean-air goals. 

• Set fuel and efficiency standards 
that are ambitious enough to require 
the commitment of auto manufacturers to 
continued, marked improvements in 
fuel efficiency and reduced emissions but 
realistic enough Lo ensure passenger safety 
and consumer choice. 

• Encourage significant research and 
development fun ding for alternative-fuel 
vehicles and alternative fuel -distribution 
systems. 

• Maintain and enhance clean fue l 
standards nationwide for both gaso line 
and diesel fu el 

• Establi sh and ,:nforce rigorous 
standards for proper veh icle mamte­
nance to reduce em issiuns. 

• Aggressively pursue emissions 
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The latest safety devices for cars of the near future include see -through 
pillars for better visibility and improved safety belts, 

reductions in heavy commercial and industrial vehicles, port 
and airport equipment, construction equipment , off-road and 
recreational vehicles, and ships and watercraft, including 
requiring low-sulfur diese l fu el and alternative fuels . 

The automob ile has already met a key challenge-emissions from 
new automobiles have decreased by more than 98 percent since the 
ea rly 1960s and 60 percent since 1990 alone. The percentage of air 
pollution attributed to automobiles and ligh t trucks has dropped 
from 50 percent to 25 percent , despite substantial increases in the 
number of vehicles and miles driven. Driving the cleanest new gaso­
li ne-powered passenger automobi les for I 00,000 miles is th t: emis­
sions equivalent of spilling about five ounces of gasoline or ope rating 
a two-cycle snowmobi le for seven hours. If we continue to develop 
and apply innovative automotive technology, emissions from passen­
ger ve hicles will become a relatively minor source of air polluion in 
the fut ure 

[n add ition to reducing emissions and im proving fuel con­
sumption of gasoline- and di ese l-powered vehicles, we sh ould accel­
erate research , development, and deploymem of veh icles that use 
alternative fu els, such as natural gas, hydrogen , and ethanol, as we ll 
as elec tri c vehicles and "hybrids," which have internal -combustion 
engines and electric motors. These vehicles offer reduced emissions 
and reduced dependence on petroleum-based fuels, much of which 
are imported and therefore subj ect to supply disru ptiun ancl/c,r price 
instability 

More and more frequently, veh icles classified as light trucks are 
being used as passenger ra ther than wo rking vehicles. Their emis­
sions and fuel-cunsump tion characteri stics should be improved. 
Heel\'}' trucks, const ruction and cargo- handling equipment, off-road 
recreation vehic les, and ot her nonau tLJmut ive mobile sourct s con­
tribute much mo re lll air po llution than automobiles both on ,m over­
a ll and individual b;.isis. For example, the Los Angdcs Timrs reported 
in 2002 that emissions just from vesse ls in the pons of Los Ange les 



and Long Beach equalled thuse of one mil li on automobiles. 
California's rigorous standa rds for emissions-control equipment 

and fuels have contributed significantly to cleaner air and should nol 
be lowered Fuels should mee t defined performance standards rnther 
than having government mandate specific formulas or add itives. 

RECOMMENDATION: Implement Intelligent Transportation 
Systems (ITS) technologies. 

• Encourage, develop, and implement projects that demon­
strate the usefu lness of ad vanced vehicle contro l, guidance, and 
info rmation technologies. 

• Develop and implement uni fonn systems standards to 

acce lerate ITS deve lopment and implementation. 
• Inform the public, decision makers, and the media about the 

safety and congestion-relief advantages of in-vehicle technologies. 
• Provide financial and other incentives that reflect the value 

of in-vehicle safety-related technologies. 
• Identify workforce needs for future tech­

nologies and implement high school, college , 
and vocation programs to train and continu­
ously retrain vvorkers. 

I ntelligent transportation systems include 
advanced technologies that can make major contri­
butions to congestion re lief and safety by helping 
to prevent crashes and breakdowns , two major 
sources of traffic congestion, death , and injury 
These include: 

• Providing real-time traffic information 
and route alternatives (including transit alter­
natives) that offer usefu l cho ices in trip routes , 
times and modes. 

• Interactive in-vehicle assistance including 
road service, route advice, and guidance to 
services. 

• Diagnostic systems that detect impending 
problems (such as low Lire pressure, overheat­
ing, low fluids , pans failures) and identify the 
needed correction. 

• Devices that warn about potential hazards 
outside the vehicle, such as slowing traffic 
or obstacles ahead , or drive r errors, such as 
deviating from a lane. 

• Contro l assistance that supp lements a 
d river's ability to operate the vehicl e, such as 
"smart" crui se controls that vary speeds 
acco rding to traffic ahead or traction control 
that shifts power to wheels with the best 
tract ion. 

• Advanced safety devices, such as second­
genera tion air bags. that activate how and 
when they are needed. 

• Ove rrides that detect dange rous si tua­
tions and intervene in the dri ve rs cont rol of 
the vehicle , such as automatic braking or 
keeping the vehicle in the lane. 

Adaptive Cruise Control 
Adaptive cruise control, now an option on a few 
luxury cars, is a first step toward avoiding crash­
es. In general, here's how it works: I. The driver 
chooses a distance to maintain from a vehicle in 
front and sets a desired cruising speed. 2. A laser 
radar sensor in the front bumper sends rays for­
ward to "see" if there's a vehicle ahead. 3.A dis­
tance-control computer calculates the distance 
and speed of the vehicle ahead. 4. If the vehicle 
ahead is moving more slowly, a computer closes 
down the throttle to decelerate and, if necessary, 
applies the car's brakes in order to ach ieve the 
proper fo llowing distance. 5. Below a certain 
speed, the system shuts down, and the driver is 
alerted that he or she must apply the brakes to 
stop the car. 
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The automobile has 
already met a key challenge: 

Emissions from new 
automobiles have decreased 

by more than 98 percent 
since the early 1960s 
and 60 percent since 

1990 alone. 

• Fully automated vehicle operation in controlled-access 
lanes. In addition to helping avoiding crashes. fully automated 
opera tion permits more effici ent road use, since ve hicles can 
safely travel (or "platoon") much closer together 

Whether these technologies and systems are incorporated will 
depend on market forces, pub lic policy, and motorists· willingness to 
accept and pay for them. Deployment can be accelerated through 
incemives or future pricing options that allow discounts for more effi­
cient use of the roads (such as full y automated operation), and pub­
lic education. 

Increased automation can also help peo ple with 
marginal driving abilities-some disabled and older 
people, for example-to enjoy the benefits ol driving 
longer and more safely. 

RECOMMENDATION: Pursue research and public 
education to ensure that drivers are not dis­
tracted by in-vehicle technologies and include 

procedures for proper device operation in driver­
training curricula. 

In-vehicle technologies offer many safety and con­
ven ience benefits, but if they require conscious 

interaction from the driver, they can also pose seri­
ous hazards. The growing debate over in-vehicle use 
of ce llular telephones provides an examp le. 
Expanded use of in-vehicle information systems, 
navigational assistance, concierge-type services, 
warning systems, ve hicle-diagnostic systems, and 
other interactive technologies \Viii increase public 
concerns. These systems should be made as easy and 
nondistracting to operate as possible , and drivers 
must learn how to operate them properly. New tech­
nologies must not detract from the most important 
role of a driver- operating the vehicle safely. 

RECOMMENDATION: Reassess the automobile's 
role in the current and future development of 
urban, suburban, and rural areas to assure a 
wide variety of development patterns reflecting 
local and regional needs and individual living 
and travel preferences. 

Concerns are heing expressed about ·'sprawl "­
low-density suburbs di stant from employment 

centers that lack public transit , depend on automo­
biles for almost all travel, consume land , and require 
ne\v infrastructure. Urban densificat ion as an alter­
native generates concerns that living and travel 
options \Viii be reclucecl, private ve hicle use and 
parking will be restricted , people \vi ii be forced to 

use puhl ic transit , hous ing will be too expensive, and 
public-deve lopment subsidies will be required . 

Auto mate d highway de monstration, San Diego County, 1997 

"Sprawl" is a diffi cult term tu define and is sub_1 ecl 
lll misinterpretation and misperceptiun For ex<1m­
ple, Southern California is often described as une of 
the least densely populated, most sprawling urban 

26 THE AUTOMOBILE The Quiet Cris is 



areas in the nation, and with residents that drive a high number of 
miles annually, mostly on the freeways. In fact, metropolitan Los 
Angeles is denser on a person-per-acre basis (8 31) than the greater 
New York City area (7.99), and Los Angeles's freeway mileage and 
miles driven per capita are below average for U.S. metropolitan 
areas. Many older, Eastern metropolitan areas with relatively 
unchanging populations and more developed public transit 
networks are expanding into open land far faster than growing cities 
in the \,Vest. 

Because of the expected increase of 10 million people in 
California by 2020, continued suburban and mral growth seems 
certain . As a result, there have been calls for changes in urban and 
suburban growth, as well as calls for changes in how land and trans­
portation systems are used, many generated by the real and perceived 
impacts of the automobile. Some potential so lutions include affordab le 
housing in areas closer to employment, more pedestrian- friendly 
communities and urban centers, and increased access to employment, 
service , retail , education, and recreation opportunities both for those 
who use automobiles and those who don·t. 

Many of these proposals include growth con trols, urban growth 
bounda1ies, increased densities, restrictions on road expansion , driv­
ing and parking, and increased dependence on transit , which may 
decrease mobility, access to jobs, and education options. 

Many who arc involved in the discussions about sprawl are con­
cerned with how \·arious land use and growth proposals may affect 
mobility and access . Proposed changes to devc lupment and living pat­
terns-sometimes referred to as "new urbanism" or "smart grmvth"­
should provide options that people want, avoid mandates, and 
demonstrate proposed benefits, including reduced congestion and 

Fuel-efficient automobiles of the future could include 
cars that are propelled by hydrogen fuel cells, such as 
Nissan's Xterra FCV, GM-Opel's Zafira (top left and 
right, respectively), or Toyota's gas-electric Prius 
hybrid (above), which is available now. 

Reactive Organic Gases 
~------------------. . . , 

"' 2 
· 7S 50 109 ., ·· ,: .--.-.-.-.-.-. -.-. -.• --.-.-.-..... ---. ' 

During the next decade , total reactive organic 
gases (ROG) emitted from automobiles in 
Southern California will continue to decl ine, as 
they have since 1965, even though the number of 
cars and the total miles traveled pe r year will 
increase. 
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increased mobility uptions. Transportation 
should not to be used as a means Lo limit 
choices, nor should automobile use be altered 
in response Lo problems it did not cause and 
cannot remedy such as growth and increased 
demand for goods, services, and recreation . 

Many of the land-use decisions that will 
affec t the next 20 years or more have already 
been made Changes will li kely be gradual 
and incremental and can-espec ially if 
guided by appropriate public policy-result 
in an increasing variety of newly developed 
and redeveloped urban and suburban forms. 
We see thal variety as a useful expansion of 
available living and working choices. As part 
of these efforts , planners and policy makers 
should better integrate the automobile and 
transit with urban, suburban , and rural land 
uses, growth and increased demand for 
goods, services, and recreation . 

Planning officials at all levels should view 
transportation policy as only one of many fac­
tors that influence sensible growth decisions. 
A comprehensive approach to community 
planning and deve lopment , including inte­
grated transportation strategies, is key to 
achieving sensible growth. Some of the ele­
ments of this approach include: 

• Respect for individual lifestyle and 
employment decisions. 

• Sound and scientifi call y based 
traffic enginee ring principles. 

• Accommodation of expected pop­
ulation levels and distribution. 

• Fair distribution of benefits and 
impacts of growth , revenues , and infra­
structure. 

• Balancing community and region­
al fiscal resources and responsib ilities 
and transportation needs. 

• Adequate provision and mainte­
nance of all infrastructure, including 
public safety, power, education, water, 
sewage, and transport. 

• Balancing loca l an d regional 
conce rns and needs. 

• Land-use planning that accom­
modates bot h short- and long- range 
needs 

• Reasonable environmental protec­
tions. 
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PHO!O COUI\! !:SY Ml/\ 

Alternatives 
to the 

Automobile 

uto Club members, like most Californians, rely on 

the automobile to mee t most of their mobility needs. 

They also use a variety of transportation modes, and they 

support maintaining other forms of transportation 
besides the automobile-for example, public transit, bicy­
cling, and walking. The Auto Club is firmly committed to 
multimoclal transportation and believes it is an essential 
component of our economy and society. Automobiles and 
alternatives, such as public transit , should be integrated as 
much as possible and should be mutually supportive 

Public Transit 

A lthough the actual number of people using public 
transit is growing in some areas, \Vith few exceptions, 
it has attracted an increasingly smaller percentage of 

travelers for severa l decades, losing most of its market share 
to drivmg. Today, transit carries 5 to 9 percent of commute 
trips and a very small share of all trips, despite substantially 
increased investment. Transit does not offer the fl exibilit y of 

The Quiet Crisis THE A LTERNATIVES 29 



the automobile , and for the near future, tran­
sit may cominue to be a "niche" mobility 
provider-necessary for some. attractive to 
some, but simply unable to attract more than 
a relatively sma ll ponion of the populat ion 
on a regular basis. 

The Transportation Resea rch Board of 
the National Academy of Sciences, in a 2001 
report on improving transit . noted that: 

Even dramati c changes in transporta­
ti on inves tmen ts, land-use controls , 
and publi c aUitucles-including the 
acceptance of much denser seulement 
patterns and Western Eu ropean-style 
disincentives to clriving-woulcl tahe 
many clecacles to reshape the American 
urban lan dscape in ways that woulcl 
Jundamcntal.!y Javor transit use .... 
St ill , there is ample opportunity for 
trans it to play a more prominent role in 

the urban transportation system of the 
United States. 

For various reasons, many people can't 
drive or choose not to . They might be too 
young to hold a license or too old to continue 
to drive safely. They might have an injury or a 
chronic condition that limi ts driving. They 
might never have learned to drive, or their car 

Transit services also provide ways to get around for 
people with disabilities and others who can't drive. 
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might be in the repair shop. Also, many peuple cannot afford to own 
and maintain a ca r, and some prefer lo leave their cars at home when 
they head to vvork. Public transit gives people options. Without it , some 
people would either have to reduce their trave l or depend on others 
with cars to prnvide them wi th transport. 

ln addition to providing alternative means of travel, public 
transit can improve mobility by making more efficient use of the 
existing transportation network. In 1999, for example , Southern 
Californians boarded buses and trains for a total of 687 million 
transit trips. 

Transit can be both efficient and an attractive alternative to driv­
ing. In too many cases, however, transit patrons are expected to 
adapt to the needs of the system instead of the other way around. 
Given the almost infinite flexibi lity of driving, it is no t surprising 
that most people who can drive, do drive. 

Some observers point to the success of public transit in other 
pans of the world as a model for transit in the United States. 
However, political and social conditions that foster higher transit use 
in some other nations-such as greater population and development 
densities, stronger central government authority to impose regula­
tions and land-use controls , stronger metropolitan area planning 
authority, disincentives to driving in the form of higher fuel and 
vehicle -use taxes, and historically high leve ls of transit use and lower 
rates of vehicle ownersh ip-generally do not exist in the U.S and are 
not li kely to be accepted in most areas. More importantly, although 
many of those conditions exist in much of Europe, overall transit 
mode share there is decreasing, and automobi le ownership and use 
is increasing faster than in the U.S. 

Increasing the overall use of public transit is essential to main­
tain and improve mobility. Some want to penalize drivers through 
increased fees and taxes, higher fuel prices, parking limitations, 
ope rating limitations, and other means to inhibit automobile owner­
sh ip and use , hoping to force some people to use transit instead. 
Such efforts will generate overwhelming resistance and not achieve 
the desired increase in transit use. 

Instead, to increase the use of transit , we should increase its util­
ity and appeal to a broader base of potential users. If it is to play a 
sign ificant ro le in improving mobility and continue to receive tax 
subsidies, transit needs to do a better job of meeting the public 's 
needs and expectations regarding safety, reli ability, and convenience. 
Some of our sugges ti ons follow. 

RECOMMENDATION: Approve and fund transit projects provid­
ing the greatest mobility benefits. 

Public transit receives the ma1or share of curren t transportation 
investment in Californias urban areas but is not returning pro­

portionate results. ln the six-county Southern California 
Association of Governments area, for example , 64 percent of trans­
portation revenues are spent on the capital and operating costs of 
public transportation, which represen ts on ly 2 percent of all trips. 

D ecisions to invest in transportation modes should be made 
by obJectively analyzing and eva luating road, bus , and rail projects. 
The issue should be not only how many highway lanes or what type 
of rail should be built Rather, we should decide how best to spend 
limited resources to obtain the greatest possib le mobi li ty, using 
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unbiased cost-benefi t and performance analyses to make decisions 
about investment choices. The selection of road , heavy rai l, light ra il , 
commuter rail, busway, bus types and sizes, smart shuttles, and 
other investments \vould then better match their proposed operating 
environments. Developing such a methodology and achieving con­
sensus on its use must be a h igh priority for researchers, planners , 
and interest groups. 

Decision-makers and the public also need to know the real costs 
of transi t, .1ust as they need information on the real costs of driving. 
In almost all cases , transit requ ires large and ongoing subsid ies, gen­
erally ranging from 40 percent to 80 percent or more of operating 
and maintenance costs (ove r and above capital costs). Adding new 
transit services frequently creates unfunded liabilities for ongoing 
operating subsidies. For example, the state Legislative Analyst esti­
mated in 200 l that the new transit services identified in the 2000 
Traffic Congestion Relief Program created an annual need for about 
$250 mi llion in subsidies, funding for which has not been identified 
nor provided from any source. 

Decisions to subsidize transit must be guided by a credible 
decision-making process. Planners must closely scrutinize the 
subsidy requirements of most forms of public transit and benchmark 
and monitor all transit systems for performance. Future funding 
increases should be cont ingent on maintaining and improving 
transit efficiencies and reducing subsidy requirements. 

RECOMMENDATION: Select the right form of transit to serve 
the intended markets to preserve future flex ibility. 

• Most high-capacity, fixed-route transit should use buses 
rather than rail. 

• Transit should be more fl exible tu appeal to more people. 

High-capacity, fixed-route transit-a light rail system, for example­
is approp riate in many circumstances, such as areas with high 
res idential and business density, low-income urban areas, and 
between outlying res identia l areas and concentrated a reas of 
employment However, heavy, light , and commuter rail are extremely 
expensive and inflexible alternatives that should be pursued unly after 
rigo rous analysis that objective ly compares its costs and benefits 

$34.8 million 

$212/hour 

$11.74/mile 

$2.63/trip 

16.8 mph 
1 Hf-. URBAN I R.A.NSPCJR!A!ION MONiTOR, !0/i/:Q! 

to other modes and options. 
Bus-based transit , including exclusive 

(and potentia lly automated) guideways and 
preferential stree t operation, should be the 
transit mode of choice in all but the highest­
service-level corridors. Buses are more flexi­
ble than rail, can be used in various applica­
tions, and can complete trips after leaving 
dedicated righ ts of way. Success of "Rapid 
Bus" pilot projects in Los Angeles and of 
dedicated bus guicleways in other cities sug­
gest that bus transit can provide capacity 
comparable to light ra il with a fra ction of the 
investment. If bus service cannot meet the 
demand in a specific area, upgrading to rail 
may be an option . 

The demand for transit that runs on a 
fixed route at specific times is relatively small 
and has been declining as a percentage of all 
trips. If transit service can become more flex­
ible, it may be able to increase its share of 
trips, improve mobili ty, and reduce the 
impact on our roads and resources. One 
approach can be extensive networks of "smart 
shuttles" that use advanced communication 
and economies of scope and scale tu allow 
tailored service to specific destinations with 
li ttle advance notice. Other examples of flex­
ibility include bus services that operate on a 
fixe d route but allow some flexibi li ty in route 
departure and timing: private operations 
such as jitneys and paratransit; coord ination 
by transit agencies of a variety of services, 
sometimes referred to as ··regional mobility 
management"; and extensive use of the high 
uccupancy vehicle (HOV) lane netwmk for a 
variety of transit vehicles. Providing adequate 
park-and-ride facilities and real-time transit 
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schedu les and destination information would 
also contribute to fl exibility. 

RECOMMENDATION: Improve customer 
service to make transit a more appeal­
ing option 

Flexibility, reliability, frequency of 
service , in-vehicle time, seat avail­

ability, convenience of access and fare 
payment, cleanliness, sa fety, and the 
overall "feel" of a system are all impor­
tant factors in establishing transit as an 
attractive alternative to driving. Riders 
will be inclined to respond to systems 
that offer these qualities and will not be 
attracted to systems that don't. 

To maximize the potential benefits , 
transit services wi ll need to be more 
fl exible, more efficient, better coordi­
nated across city and county lines, and 
better integrated with other modes of 
travel, including the au tomobile. Ways 
to achieve these goals include: 

• Increasing private-sector involve­
ment to reduce costs, improve services, 
and stretch limited transit resources. 

• Using smaller transit vehicles wit h 
state-of-the-an communicat ions to pro­
vide on-cal l se rv ices Lo more areas. 

• Implememing uni versal passes or 
fare cards that can be used on all transit 
services across large geograph ic areas. 

• Taking advantage of advanced 
technologies that can improve the per­
formance of buses and shuttles and pro­
vide real -time arrival and departure 
mformation LO riders. 

• Testing the use of shared vehicles 
or short -term rental of electric cars and 
bicycles at se lected transit stations so 
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The San Diego Trolley and Metrolink are contemporary examples 
of light rail and commuter rail, respectively. 

that travelers can get to final destinations that are too far to walk 
to from transit stops. 

• Exploring personal rapid-transit systems with vehicles that 
can link up and function like trains in the middle of a trip , then 
separate and function like cars at either end of a trip . 

RECOMMENDATION: Treat transit as an essential public service 
and fund it from general revenues. 

The single most important contribution to transit's success 
may be to treat transit as an essential public service simi­

lar to educa tion, public health, and social services, and to 
assure funding for a defined level of transit serv ice from state 
and local revenues. This proposal is more than a paradigm shift in 
fundin,'?, mechanisms-we would olso be dtjining mobility as an 
essential activity in modern society, c1s important as health , ccluca­
tion, and law enforcement. None of these other necessities are 
possible without mobility This approach may largely obviate 
the conce rn over transit subsidy requirements, but operators 
must continue to b e required to focus on efficiency. 

RECOMMENDATION: Explore low-fare or fare-free transit service. 

Reducing or even eliminating fares may improve transit use 
and contribute to transit efficiency in severa l ways-saving 

the cost of personnel employed to handle the cash collected , 
speed ing bus boarding, reducing user confusion ove r fares and 
payment, eliminating ticket machines, and reducing enforce­
ment costs. 

Currently, transit fares represent almost $900 mil lion in 
annual income to transit agencies in Ca li forn ia, hut fares typi­
cally provide less than .30 percent of the cost of operating the 
services, let alone cap ital costs. Transit agencies are generally 
reluctalll to raise fares for fear of deterring riders. They have also 
heen reluctant to follow the example of airlines and other busi­
nesses in offering o ff- peak discounts to fill empty sea ts. It 1s 
unlikely that an y current transit operation can aspire to cover 
most or a ll of its operating expenses through any reasonable fare 
increases. 



The concept of fare-free transit needs to be explored and 
developed. Fares are already low on some systems, and fare lev­
els are only one variable in people's decisions to use transit. The 
fare and subsidy structures also impose a degree of responsibil­
ity on systems to keep costs down and provide appropriate and 
cost-effective services. Using other funding to replace fare box 
revenues should be limited to base line amounts and carefully 
audited service expansions to avoid inefficient demonstration 
projects , high subsidies on low-demand routes, and changes to 

the dynamics of management-labor relations. 
Fare and pass structures can also affect transit use and 

efficiency. Lowering the cost of base fares, transfers, and/or zone 
charges in some systems may increase ridership. Transit passes 
can be provided in bulk to employers and schools at deeply dis­
counted rates and only charged when used. 

Several demonstration programs should be conducted to 
determine if low-cost or fare-free operation will result in long­
term ridership expansion and congestion reduction If the 
demonstrations establish that low-fare or fare-free operation 
increases transit ridership and transit's appeal to a broader range 
of users, permanent funding for an appropriate level of low-fare 
or fare-free operation could be established, subject to local 
agency maintenance of effort and efficiency requirements and 
other appropriate fiduciary and operating controls. 

RECOMMENDATION: Explore subsidized automobile ownership 
under limited circumstances. 

Underwriting the costs of automobile ownership and/or 
operation for some transit-dependent people may be a 

cost-effective alternative to providing some heavily subsidized 
forms of transit, especially if the vehicles are pooled or used for 
ridesharing. Rural areas and multiple job sites are two possible 
situations where subsidized vehicle ownership may be more 
cost-effective than transit. If significant numbers of vehicles 
were provided in this manner it might also be appropriate to 

provide zero-emission or super-u ltra-low-emission vehicles. 
This would help address the state's goal to increase the percent­
age of these vehicles and would also help create a market and 
the essential infrastructure for them. 

RECOMMENDATION: Apply advanced technologies to transit 
services. 

Technology can enhance transit in a number of important 
ways. Regionally recognized, fraud-resistant transit passes 

would speed bus loading and improve fare collection Various 
types and sizes of vehicles from different operators could make 
use of common operational coordination for increased efficiency. 
Enhanced routing could make near "door to door" se rvice possi­
ble without the need for appointments made hours or a day in 
advance, as at present. Transit fleet maintenance can be enhanced 
through on-board diagnostic systems, and operations can be 
improved via vehicle location technology and on-hoard controls 
and sensors s1rn1br to those available in automobiles. For more 
efficient and reliable operation, full-size buses, shuttle buses, and 
vanpools cuuld be fully automated when traveling in separated 
rights of way and operated in ·'trains" during peak periods. 

Other operational improvements can 
also dramatically improve transit service. 
Increasing the distances between stops, 
conducting fare transactions off the vehicle, 
timing arrivals at transfer points, coordinat­
ing transit fare between jurisdictions and 
advanced fare media, traffic signal priority, 
and less expensive off-peak service are 
examples. 

Other Mobility Options 
RECOMMENDATION: Provide shared-use 
and specialized vehicles as an alternative 
to vehicle ownership. 

In some situations, many of the bene­
fits of automobiles can be obtained 

without owning one. Examples of 
shared-vehicle use include "station 
cars" rented for a short time from a cen­
tral location such as a transit station; 
shared-ownership vehicles, in which an 
established group owns vehicles used 
by reservation; and local-use vehicles 
such as ultracompact electric cars and 
electric bicycles. These options may 
lessen the need for additional automo­
bile ownership and operation in urban 
areas. These options may also be useful 
in improving mobility for people who 
depend on transit. 

A viable transportation system includes 
nonmotorized options for pedestrians 
and bicyclists. 
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RECOMMENDATION: Expand cost-effective 
alternative-mobility programs for special­
needs groups. 

• Provide tax benefits and other 
incentives for the provision of rides by 
non-traditional providers, and examine 
means to mitigate liability issues. 

• Establish information exchanges 
that increase awareness and coordination 
of private or infonnal ride opportunities. 

Millions of people do not drive , or drive 
under restricted circumstances. Driving by 
many seniors is restricted. Young people 
cannot drive before a certain age. Certain 
disabilities and chronic conditions limit 
driving by some people Public transit 
opportunities are not always convenient nor 
perceived as safe or easy to use. Transit in 
suburban and rural areas is frequently 
limited or virtually nonexistent. 

Mobility options must be increased for 
special-needs groups Many different 
approaches are needed . In some cases, 
enhancing these groups' abilities to drive 
can be accomplished using applied tech­
nologies, as discussed earlier. Making public 
transit a more attractive option will help. 
Specialized public services (for example, 
paratransi t) can provide some mobility, 
although these services tend to be very 
expensive. Many of these people are able to 
get around with help from informal 
providers, such as businesses, special groups 
including churches and community groups, 
and family, friends, and neighbors These 
sources of mobility need to be encouraged. 

RECOMMENDATION: Expand and enhance 
alternatives to taking trips. 

• Encourage changes to employ­
ment patterns, retailing, communica­
tions, and tax structures to promote 
alternatives to trip making. 

• Conduct fu rther research and 
analysis of elec tronic commerce and 
if warranted, facilitate it as an alter­
native to physical travel. 

Just as technology provides \vays to man­
age our rnadways and our ve hicles, it will 
also improve our access to work, informa­
tion, contacts, shopping, entertain ment, 
mid education, with the need for fewer 
physica l trips. Telecommuting, remote 
offices, and fl exib le work schedules are 
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limited examples of thi s trend . 
Retailing is one area that may be heavily modified by technology 

"E-commerce" is providing alternative purchasing and delivery chan­
nels that are being used by ever-increasing numbers of people. 
Purchases are made without the need for physical trips, and goods are 
delivered rapidly. Reduced numbers of buyer trips, however, may be 
offset by increases in delivery truck traffic. Electronic commerce may 
also reduce sales taxes , including those dedicated to transportation, 
in some areas because the actual transaction occurs elsewhere. 

.. 



Making 
Better 

Decisions 
About 

Transportation 

alifornia has a wel l-deve loped State Transportation 

Improvement Program (STIP) for allocating state 

and federal funds for cap ita l , des ign , engineeri ng, and 

administrative uses in statewide, interregional, regional , 
and local transportation projects and programs. A major 
revision of the STIP in 1998 shifted control of 75 percent 
of the capital funding and most of the project decision­
making to regional agenc ies- a boost to regional and local 
decision -making and a recognition of the diversity of 
transportation need s and interests among regions 
Californi a a lso estab lishes highway operations and mai nte­
nance as it s highest priority for fundin g through its State 
Highway Operations Protection Program (SHOPP) 

However, there are a number of areas in the trans­
portat ion planning, deci sion-making, and implementa­
tion processes where improveme nts are needed. The 
sugges ted revi sions a re a im ed at what are essentia l 
goa ls-improving the allocat ion o f sca rce transpo rtati on 
resources and assuring the pu bli c that the taxes and fees 
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the y provide are used in the best possible 
ways. 

RECOMMENDATION: Revise the state 

transportation planning and implemen­

tation process to regularly assess defi­

ciencies, measure the performance of all 

modes, and reduce costs. 

• The ST! P process fo r state and 
regiona l select ion of tran spo rtation 
captta l investments should be main­
tained . 

• Streamline project development 
and implementation processes, includ­
ing full use of outside contracting by 
Caltrans and concurrent rather than 
sequentia l environmental review by 
involved agencies. 

• Coord inate compliance with the 
California Environmental Quality Act 
and the National Environmental 
Protection Act. 

C alifnrrna does no t adop t a state trans­
ponati un plan at regular intervals. The draft 
Califorrna Transport al iun Plan developed In 
2001-02 was the first since 1993 . Califorma 
also clues not have an ove rall car,i ta l facilities 
plan that balances transportation and other 
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infrastructure needs. 

"Too often our planning has 
looked like plotting against 
the American people instead 
of planning for them. It all 
comes down to respect for 

the judgment of the 
American people. They are not 
recalcitrant children to be led 
to someone's idea of a more 
enlightened mode of living­

certainly not someone in 
Washington. The American 

people have no obligation to 
live in ways that make it 

convenient for government 
to serve!" 

-Alan E. Pisarski , 
In dependen t Transportation 

Consultant 

The ·'needs inventory" performed under Senate Resolution 8 in 
1999, the first conducted in more than a decade, identified about 
$110 bi ll ion in needed-but unfunded- projects between 2000 and 
2010. However. this evaluation was not clone through an established 
and we ll-understood process and may not have accurately or uni­
form ly identified needs_ The state also does not perform regular 
long-term revenue prnjections, although regional agencies are 
required to do so. Both processes shou ld he strengthened and 
performed at least every five yea rs. 

The state also does not have performance measurements 
or effective and reliable mudels in place to determine how proposed 
transportation investments will achi eve their adopted goa ls and 
desired ou tcomes. Public agenc ies are not able, therefore , to 
effective ly assess the performance of different proposed investments 
or to apply the results of performance measurements to fund ing and 
pub lic poli cy decisions. 

Performance measurement should include a statement of 
project objectives , establishing benchmarks, and monitoring and 
analyzing the project's progress. 

Many possible performance measurements can he used to hetter 
all ocate limited funds. A key element must be unbiased cost­
effect ive ness measurements that compare competing projec ts along 
different corridors and competing modal investments in the same 
corridor. Possible measurement categories include: 

Condition: age , usefu l life , cl estgn standards , stru ctura l 
adequacy, road surface quality, serviceab ility, appearance_ 
Performance: safety. securit y, mobility, accessibility, re li ability, 
efficiency, envmmrnenta l impacts. 



C alifornia has for decades large ly avoided executive and legislative 
determination of specifi c transpunation projens. Instead , the STIP 
incorporates a defined process of project evaluations and funding 
decisions by regional agencies and the California Transportation 
Commission . The ST!P and regional transportation agencies shou ld 
continue to govern the allocation process for federal and state trans­
portation fund ing 

RECOMMENDATION: Expedite project delivery. 

We must enact comprehensive cost -reduction measures to 
streamline the planning, environmental revinv, engineer­

ing, construction , and mitigation processes, while maintaining 
important environmental and fiduciary safeguards. These 
processes must retain the important elements of public partici­
pation and legal review to assure widespread involvement and 
resolution of issues, but they must not be used as tools to per­
petually delay or increase the costs of needed projects and pro­
grams. Delay alone can add 3 percent or more annually to the 
cost of projects , depending upon the rate of inflation . Public 
agencies must also have the option to contract for se rvices to 
reduce costs and foster competition. 

We must enact comprehensive 
cost-reduction measures to 

streamline the planning, 
environmental review, 

engineering, construction, 
and mitigation processes 

while maintaining important 
environmental and 

fiduciary safeguards. 

Express lanes, such as those on the 1-1 S in San Diego 
County (left), and elevated lanes for buses and 
carpools, such as the Harbor FreewayTransitway 
near Los Angeles (below), are two ways to augment 
road capacity. 
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Environmental revi ew is often the 
least predictable and lengthiest stage of 
proiect deve lopment because it often is 
undertaken by several agencies, sometimes 
co ncurrently but often sequentiall y. 
Typically, environmental rev iew includes 
a number of steps. Extensive technical 
studies must be undertaken and reviewed. 
Public hea rings must be conducted at 
various stages of review, pub lic comment 
periods are often extended, and lengthy, 
exacting draft and final reports prepared. 
Legal chal lenges are common. Many 
projects mus t comply with both the 
California Environmental Qua lity Act 
(CEQA) and the National Environmental 
Policy Act (NEPA), whose requirements 
are often very similar. Wh ile these very 
important environmental and pub lic 
involvement safeguards must be preserved, 
environmental review can and should be 
streamlined . Two such measu res that 
should be undertaken a re concurrent 
rather than sequential reviews, and CEQA 
compliance satisfying NEPA requirements 
and vice versa, where appropriate. 

RECOMMENDATION: Develop, fund, and 
implement ongoing publ ic information 
and involvement programs, and conduct 
research regarding public expectations 
and preferences. 

A ll transportation interests in 
Californ ia need to be tter inform 

and engage po licy makers, legislators, 
and the public on the importance of 
transportation and its funding , the 
impact of decisions on peoples· lives 
and on socie ty and commerce, and 
what people can do to he involved and 
influence decisions. 

L ·ansporta ti on agencies need to better 
understand th e expec tati ons and trave l 
preferences of their customers-the pub­
lic. Transportat ion interests and decision 
makers also need to find ways to engage all 
segments o f California 's increasi ngly 
diverse society and economy. 
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Establishing and 
Maintaining 

Adequate, 
Reliable 

Funding for 
Transportation 

I n fiscal year 2000-01, California had about $ 17 .5 

billion from federal , state, and local sources to spend 

on transportation , including a $2 billion, one-time infusion 

from the Transportation Congestion Relief Program. The 
major sources of this funding are discussed in the following 
pages. This is a lot of money, but it hasn't met current needs, 
nor will it assure that transportation will be able to do what 
will be asked of it in the coming decades. 

ln 2000, California was falling behind in providing for 
its already-identified transportation needs by the equivalent 
of $10 billion annually. The adoption of Proposition 4 2 in 
2002, allocating more than $1 billion in gaso line sa les taxes 
to transportat ion each year, is a considerable contribution to 

closing that gap-but it does not fill it. 
Our insufficient transportation funding does not mean 

that we must increase fees and taxes. Most importantly, 
transportation agencies must ensure, and assure the public, 
that existing taxes are spent as efficiently and effecti\'ely as 
possib le, making use of many of the recommendations 
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Some Southern California freeways, such as the 1-710 
near Long Beach (above), are so damaged they must 
be completely rebuilt . 

noted earlier in this report. Only then is it 
appropriate to ask for additional revenue. 

Goals for transportation revenue 
must include: 

• Public agencies responsible for 
building, maintaining, and operating 
our transportation networks wi ll 
become more efficient and act as 
responsible stewards of scarce revenue. 

• The public will be assured that 
transportation resources are spent effec­
tively and efficiently 

• Mobility will he recognized as a 
necessa ry and basic social and econom­
ic necessity, and funding for it will he 
provided accordingly 

• The fund ing system will empha­
size the complementary natu re of road , 
transit , and nonmotorized transporta­
tion modes. Funding will he provided 
to each mode in a way that best 
addresses California's mobility needs 

• Tax and fee revenues will be fairly, 
effectively, and efficiently allocated to 
meet the growing demand for trans­
portation infrastructure. 

Criteria to evaluate current and poten­
t ial funding sources include: 

• Effectiveness-Funding sources 
should generate adequate, reliable, 
and predictable revenues that mee t 
identified needs 
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• Eff i ciency -Fu nd ing 
sou rces should have low adminis­
trative and overhead costs relat ive 
LO the revenue collected They 
should be resistant to fraud and 
evasion. 

• Equity-System users and 
communities affected by the trans­
portat ion network shou ld have 
their interests taken into account. 
Disproportionate impacts on par­
ticular groups of people or busi­
nesses should be minimized. 

A ny review of funding needs and 
sources must fir·st include an 

assurance that existing revenues 
will receive wise stewa rcLship. Next, 
we must evaluate and possibly revise 
current funding requirements. Fina lly, 

we shou ld determine whether to increase revenues and/or ident ify 
new funding sources. Togethn; these procedures would provide more 
transportation n:sourcrs and provide them more efficiently and effectively. 
Our recommendations include, first, measures we believe should 
be implemented as soon as possib le, and second, long-term 
recommendations that warrant further exploration. 

Recommended for Implementation 
RECOMMENDATION: Maintain the motor-vehicle fuel excise tax 
as a cornerstone of transportation funding. 

• Prese rve the constitutional dedication of California motor 
vehicle fuel excise taxes predominantly for road construction 
and maintenance. 

• Continue to dedicate federal fuel taxes exclusively fo r 
transpo rtation purposes, and increase the all ocation to 
Cali fornia. 

M oto r vehicle fu el excise taxes, frequently referred to as the "gas 
tax" (al though d iesel fuel , avia tion gas, and other fuels are also 
taxed), have been the mainstay of highway construction and main­
tenance funding since the 1920s. Fuel taxes are easy to collect, easy 
to impose on both in-state and out-of-state vehicles, and have low 
administrative costs and low evasion rates. Federal and state fuel 
taxes toge ther provided $6 billion in 2001. 

However, fue l taxes also have lim ita tions. The amount of fu el 
tax paid by a gi\'en vehicle is only roughly proportional to that veh i­
cle's impacts on the road system, since mileage (and therefore fuel 
consumption and fuel taxes pa id) does not necessarily va ry directly 
with the size and \Veight of the veh icle. This is especially true wit h 
heavy trucks. Also, fuel taxes are not adjusted to reflect the needs of 
the transporta tion system. Instead, periodic pe rceptions o f crises 
have initiated ad_1ustrnents in fu el tax rates (most recently by nine 
cents per gallon between 1990-94 in the case of the Cal ifornia state 
fuel tax), which have not kept up with either infla tion or needs To tal 
fuel taxes rnllected in 2000 have on ly 48 percent of the purchasing 



power of those collected in J 965. Wnhout ad1ustment , their v,llue 
will continue to d iminish over the next two decades because of 
inflation , increased gas mileage in amomobiles, and the increasing 
use of electric propulsion and alternative fuels , which are not now 
subject to fuel taxes. 

Stale fuel tax revenues , current ly 18 cents pe r gallon for 
both gasoline and diesel, are protected by Article XIX of the 
California Constitution , which restricts their use to public stree t and 
highway construction and maintenance, and for mass transit guide­
way construction and maintenance (a "guideway" is a dedicated 
pathway for a transit train or bus) . This protection has served 
California well for decades, guaranteeing that funds raised from 
highway users are spent predominately on highway needs, and 
should be maintained. 

Federa l fuel taxes, currently 18. 4 cents per gallon for gasoline 
and 24.4 cents per gallon for diese l, are distributed to states 

Luca! sales taxes approved by voters 
spec ifica ll y for transportation purpos­

es have become a mainstay uf funding in 
California , raising almost $2 .6 billion 
annually Several are permanent, but the 
taxes in 13 counties, representing about 
$1 billion pe r year, wi II expire between 
2005 and 20 I 1 unless renewed. Under 
current law, a 2/3 vote is required to enact 
or renew these taxes. 

Local sc1les taxes have provided a 
critical source of funding. They c1re 
effective and effi cient , rnn be tailored to 

locc1l needs, enjoy popubr support and 
generate reliable revenues . However, 
they can also be a vola tile source of 

through complex formu las and 
also allocated for projects identi­
fi ed by Congress. A wide variety 
of conditions and requirements 
are p laced on their use, but there 
is also some fl exibility in state 
decisions over which transporta­
tion modes receive funding. 
Currently, California receives 
only a minimum guarantee of 
90.5 cents from every dollar co l­
lected in California of federal fuel 
taxes distributed by formu la 
Although funding allocated by 
Congress to specific proj ects 
partly redresses this imbalance, 
California provides extraordinary 
transportation services to th e 
entire nation because of the 
state's tourism, travel, and inter­
national trade Additional federal 
fund s should be made available 
to co mpensa te Cali forn ia for 
these costs. 

The Alameda Corridor, which connects the ports of Los Angeles and Long Beach with 
downtown L.A., is a high-speed, high-capacity route for trains and trucks that both 
improves safety and mitigates congestion. 

RECOMMENDATION: Reduce the 
current two-thirds vote 
requirement to enact or re­
enact local transportation 
sales taxes. Local jurisdictions 

should be able to determine 
when to place the issue on the 
ballot and, prior to the elec­
tion, should be required to 
adopt a plan specifying the 

projects and programs to be 
funded, include a sunset date 
on the tax, and to have annual 
external oversight of the plan 
and expenditures. 
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funding, because they require both 
public approval and periodic reenact­
ment, especially give n th e current 
"superma1ority" vote requi rement, c1nd 
they bring the risk of an abrupt loss of 
revenue if not reenacted A 2/3 vote is 
difficu lt to obtain for any proposed 
tax or fe e, including transportation. 
Although transportation sales tax reen­
actment measures were adop ted in 
2000 by more than 2/3 of the vote in 
Alameda and Santa Clara Counties, 
there is no assurance that other 
measures will be. 

RECOMMENDATION: Increase the use of 
bonds under appropriate circum­
stances. 

Bonds are an appropriate pa rt of 
tran sportation funding sources. 

They have the benefit of '" front -loading" 
project financing so needed projects 
can be completed more quickly They 
can also be a valuable fund leveraging 
and management too l , acce lerating 
receipt of future taxes or gran ts, and 
they permit future users to participate 
in paying for projects that will continue 
to be in use decades into the fu ture. 
However, projects funded by bonds 
cost more than pay-as-you-go funding, 
and some bonds must compete for 
vote r approval with bonds for other 

The Coaster is a commute r-rail line in San Diego County. 
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purposes. Bonds are e ffective but not especially effi cien t 
because of the long-term redemptio n charges They are some­
what equitable in the sense that everyone pays for them. 

Bonds are most appropriate as responses to specific u rgent 
needs, such as the highway seismic re trofit program and 
rebuilding of earthquake-damaged bridges, and fo r projects 
supported by knmvn future revenue sources or direct revenue 
streams such as tolls. They also have advantages in times of eco­
nomic downturn, providing helpfu l spending and the refore 
jobs, and also potentiall y capturing low interest rates. Bonds can 
also provide additional general revenues to support transporta­
tion capital programs, but bonding should not provide the 
majority of funding for ongoing transportation infrastructure 
improvement efforts and should never pay for operation and 
maintenance expenses. 

RECOMMENDATION: Periodically transfer general funds for trans­
portation purposes. 

During times of economic prosperity, support for transporta­
tion infrastructure should be provided by the state's 

Genera l Fund. This was clone by the governor and legislature in 
2000 and was a welcome addition to transportation funding. 
Periodic appropriations are neither su fficient nor reliab le 
enough to solve long-term funding shortfalls and, of course, are 
not to be expected during times of economic distress. 

Recommended for Evaluation 

E
ven \Vith increased effectiveness and efficiency regarding how 
we use existing funds and the additional revenue suggested 
above, it almost certainly will be necessary to explore the ade­

quacy of current resources. Soon , transportation system users and 
beneficiaries may be asked to pay differently from the way they do 
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now, and perhaps pay more. 
Users are paying to use trans­

portation in many ways now-in 
congestion-related costs such as 
delay, lower fuel economy, vehicle 
wear and tear, and lost opportuni­
ties to do other things ,vith their 
time; in uncertain travel time and 
conditions, which require dedicat­
ing more time to a trip than might 
otherwise be necessary; and in 
lack of options to pay these costs . 
Transportation also affects the 
cost of goods and services. In 
short, we are indirectly paying a 
significan t amount now to use the 
roads, and generally don't have 
choices in how or how much we 
pay. We might well prefer to pay 
based on choices, which is why a 
comprehensive evaluation of how 
and what users now pay and 
might pay in future is necessa ry. 



But as noted, before calling for any new revenue sources, the 
public must be assured that current funding is being used as expe­
ditiously, efficiently, and effectively as possib le. lf such assurances are 
forthcoming, the following are appropriate for evaluation, analysis, 
and public debate. 

RECOMMENDATION: Evaluate the adequacy of the motor vehi­
cle fuel excise tax. 

Largely because of inf1atiLJn and improved gas mileage, total 
fuel taxes collected in 2002 have less than half the purchas­

ing power of those collected in 1965, even though the tax per 
gallon has more than doubled. \Vithout adjustment, their value 
will continue to diminish over the next two decades. 

Future increases in motor-vehicle-fuel taxes may he needed. 
However, it ,vould be inappropriate and likely unsuccessful 
to simply propose an increase. Rather, a needs-determination 
process, a list of high-priority projects, and an effort to inform 
and involve officials and the public should precede any decision 
on the amount and timing of a possible increase. An effort 
comparable to 1990s successful 'Transportation Blueprint" may 
provide a useful template. 

This effort utilized extensive research, collaboration 
between interest groups, defined objectives including both 
highway and transit projects, public information, and a balance 
of increased fuel taxes and bonds. The "Blueprint" resu lted in 
Propositions 111 and 116, adopted by voters in 1990, which 
along with re lated legislation provided both a graduated 
increase in the state fuel excise tax from nine to 18 cents per gal­
lon and a series of four $1 billion bond issues (only the first was 
approved by voters). \Ve are not prescribing either a similar tax 
increase or comparable bonding, but do suggest a similar 
process to explore the adequacy of current state fuel taxes. 

Other approaches may also be appropriate. However, 
"indexing" the fuel tax to a varying rate such as the Consumer 
Price Index, or ongoing indefinite increases such as one cent per 
year, should be avoided, because the amount and impact of 
increases should be part of the public policy deliberation process. 

RECOMMENDATION: Evaluate whether alternative fuel and 
alternative propulsion vehicles are paying an appropriate 
share of road construction and maintenance costs. 

Vehicles that use alternative fuels or electric power, or combi­
nations, impose the same congestion burden and wear on the 

roads as gasoline- and diesel-fueled vehicles. As they become a 
significant percentage of the vehicle population, they should pay 
an appropriate share to construct, maintain, and operate the 
roads. The imposition of any additional taxes on these vehicles 
should include discussion of the proper level and source of 
incentives to encourage alternative vehicle use. 

RECOMMENDATION: Reevaluate the appropriateness and struc­
ture of tolls. 

• Existing facilities should not be tolled 
• Toll faciliues should be in public ownership 
• There shou ld always be reasonable free alternatives to 

tolled facilities 

Ta>ces make up about one-third of the cost of a 
gallon of gasoline. 

• Privately operated toll facilities 
should ensure that the public interest is 
protected, including assuring that criti­
cal safety and capacity improvements 
can always be made. 

Ry-as-you-go funding should remain the 
preferred method for paying for roads. 
However, chronic funding shortages suggest 
that to lls may be an appropriate funding 
alternative under certain situations, such 
as to accelerate needed projects or to build 
projects to a higher design standard than is 
otherwise affordable Electronic toll collec­
tion technology has mitigated the congestion 
and safety impacts of toll booths. Requiring 
tolls may also impose a certain discip line on 
project selection, since only projects popular 
enough to generate sufficient toll revenues to 

pay costs are likely to survive the financing 
process. Tolls can also be used to support 
special-purpose facilities such as truck-only 
lanes. 

To assure revenues, the agreements 
establishing the public and private to ll roads 
in Orange County preclude needed capacity 
improvements near the toll roads unless the 
operator is compensated Also, these toll 
roads have uneven revenue histories . 
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Therefore, we are reluuant to recommend 
toll roads except under extraordinary cir­
cumstances. Even then, they should meet 
the principles articulated under the recom­
mendation above. 

RECOMMENDATION: Evaluate whether 
heavy-truck fees could be more appropri­
ately assessed through a weight, distance, 
and configuration-based truck-taxation 
system. 

Fees based on the weight, distance 
traveled, and configuration (e .g , 

type of truck and number, size, and 
type of trailers) should be charged to 
heavy commercial trucks that accu­
rately ref1ect their impacts on road and 
highway repair and improvement 
costs. Currently, California (and most 
other sta tes) charges heavy trucks 
based on their declared operating 
weight, not on their actual weight, and 
not on how much they travel on the 
roads, which results in encouraging 
higher weights Fees based on actual 
weight, distance driven , and truck 
configuration may be more accurate 
means of assessing direct user charges, 
as demonstrated in Oregon and other 
states that impose weight-mile fee s. 

Emerging technologies, which 
truck f1eets will likely utilize to improve 
their operations, will make it possible to 
track the time, place, and weight of a 
truck in operation and assess fees 
accordingly '·Weight-mile" taxes have 
been proposed before in California and 
defeated by strong trucking industry 
opposition based in pan on cumber­
some aclrnin istrative requirements that 
can be largely obviated by these 
technologies Implementation of the 
technology will also aid in other 
trucking-related regulation, such as of 
hours of service enforcement , condition 
of vehicles and equipment, and incident 
investigation. 

Weight-distance fees would he 
effective and feasible; they would be 
efficient, if technological solutions to 

administrative complexities can be 
developed; and would be equitable, in 
that the largest and heaviest vehicles 
will pay the largest fees The total 
co llected should accom phsh two 
goals co llect an appropriate amount of 
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revenue from all medium- and heavy-duty trucks that reflects 
the total costs of their impacts on the roads and appropriately 
assess truck configurations and operations 

A national technology standard and a corresponding 
nationwide weight-distance fee would facilitate collection of the 
fees and estab lish interstate uniformity. Demonstration pro­
grams involving large fleets should be pursued, along with 
incentives for installation of Clobal Positioning Satellite 
(CPS)- type technology in smaller f1eets or owner-operated 
units. Ultimately, a national weight-distance fee structure should 
be imposed in lieu of current state fees, set to appropriately allo­
cate costs of various sizes and we ights of commercial trucks. 
States should be allocated a share of the revenues or allowed to 
impose their own weight-distance fees if they are compatible 
with the methodology and technology of the national fee. 

RECOMMENDATION: Reevaluate and expand on the principle of 
"user fees" by conducting further research and demonstra­
tion projects of direct road-use pricing. 

N umerous proposals have been made for electronically 
charging specific fees or charges for driving, based on the 

amount of road use, and possib ly also on the time, p lace, and 
conditions at the time of use. "Congestion pricing" is one fre­
quently used term. The purpose is usually articulated as charg­
ing a more accurate fe e for use of a scarce resource (in this 
case, road capacity) , which is worth more at times of high 
demand (e g., rush hour) and less at off-peak times, but the 
purpose also envisions using the fee to reduce driving. 

Proponents note that similar variable pricing is applied to 
some other consumer charges such as reduced off-peak airline 
and cruise fares, matinee theater prices, and clay and night 
charges for electricity and telephone use . However, it should 
also be pointed out that these act ivities are far less necessary for 
business and personal life and that n's generally easier to 
change the time we use these services than it is to change the 
time we drive. 

In principle, such fine-tuned methods more fairly assess a 
charge for using a resource (in this case, road capacity) in times 
of high demand by charging a higher fee, and reward use of the 
resource when it is in low demand by charging less . ln princi­
ple, the underlying economic theory is sound and could result 
in reducing congestion as people who are able to make more 
trips outside of heavy demand periods. 

In realny, direct road-use pricing faces considerable chal­
lenges. It may not be very effective, since it may be difficult to 
implement and politica l and popular support is lacking. lt may 
not be efficient, since administrative and overhead costs are 
likely to absorb a large percentage of fees collected, and fraud 
and evasion may be pervasive. And it may not be equitable 
because impacts may he felt more sharply by low-income peo­
ple , people who cannot ad_just the times in which they travel, 
and people dependent on driving for their occupatiLms. 

None of these objections are insurmountable , but all will 
require extensive development, refinement, demonstration, and 
public information before widespread use occurs. A wide vari­
ety of pnvacy, technological, financial, jurisdictional (such as 



out-of-state vehicles), implementation, enforcement, and 
administrative issues will need to be resolved before a com­
pelling case can be made for direct road-use charges. The hest 
that can be hoped for may be to charge for premium facilities 
(such as toll roads or lanes) or or to use this approach as a vol­
untary offset to fuel taxes for those choosing to participate in 
direct pricing. 

Before implementing direct pricing, pilot and demonstration 
programs of the principles of direct pricing should be conducted, 
including extensive public involvement, to further understand 
how they might be applied and how the obstacles might be 
addressed. Direct pricing should be eva luated as a possible alter­
native (not addition) to current fuel excise taxes and other less 
precise means uf chargi ng for road use. A critical principle in 
exploring direct user charges must be that they are developed to 
impose fair and equitable charges, not to ·'force·· changes in 
behavior nor to exact additional revenue from drivers. 

"Vehicle Miles Traveled" (VMT) fees are sometimes proposed 
as a means to charge for rnad use. VMT fees would be hased on 
the amount of miles dri ven per year and collected periodically 

based on odometer readings. VMT fees 
are a crude iteration of direct pricing 
that considers all driving as equal-a 
trip across the Los Angeles Basin in rush 
hour traffic is treated the same as a 
weekend visit to a national park. Such a 
fee has no relation to the time and place 
of driving or the impact on congestion 
or the roads and is therefore inappropri­
ate as a pricing mechanism. 

RECOMMENDATION: Explore a fixed-fee 
approach to provide support for road 
infrastructure construction and mainte­
nance in lieu of the current Vehicle 
License Fee. 

A basic fee to support California's 
roads could be similar to fees that 

are charged for telephone and utility 
access. These fees support the underly­
ing infrastructure and are independent 
of actual use. This annual fee could be 
collected instead of the current vehicle 
value-based Vehicle License Fee (VLF), 
which is an in-lieu property tax that has 
no relationship to impact on the roads 
and is almost the only remaining 
remnant of the state's former personal 
property taxation system. It would be 
collected annually by the Department of 
Motor Vehicles along with the basic reg­
istration fee (currently $30 for private 
passenger vehicles) This fee should be 
uniform for all vehicles, similar to 
utility standby fees , which do not, for 
example, vary based on the number of 
telephones per household , and should 
be a relatively small amount so as not to 
impose a hardship on vehicle owners. 

As an example, an annual "road 
fee" of $33 applied to the 29 million 
nonexempt commercia l and noncom­
mercial vehicles registered in California 
in 2001 would raise about $960 mil­
lion . Even when added to the basic $30 
registration fee, the total payment 
would be less expensive for almost all 
vehicle owners than the current VLF A 
substantial share could be allocated to 
counties and cities for road construc­
tion and maintenance according to 
an appropriate formula that would 
partially offset the lllSS of VLF funds to 

cities and counties. The remainder of 
the VLF loss to local governments could 
he made up by the state. 
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Such a fee could be effective in gen­
erating reliable and predictable revenue 
and wou ld be efficient to collect. 
However, it may not be seen as equitable 
(even if set at a low level), since older 
vehicles owned by lower-income people 
would be charged the same fees as all 
other vehicles. In that respect, it would 
be no different from the current $30 reg­
istration fee. Vehicle owners would be 
assured of benefit in the form of road 
infrastructure investments. The fee 
could be reduced or eliminated for low­
income motorists, similar to telephone 
and utility "lifeline" programs. 

RECOMMENDATION: Explore expanded 
beneficiary payments. 

Beneficiary fees and charges capture 
some of the va lue that a we ll­

functioning transportation system 
represents to landowners , businesses, 
and employers. They could take several 
forms. For example, additional fees on 
new development to pay for the costs of 
providing improved roads or transit 
service could be assessed proportionally 
to the new development's needs. Some 
fees are charged in some jurisdictions 
now, but often don't reflect the costs of 
providing the increases in service that 
new development requires , and rates 
currently vary from one jurisdiction to 
the next. The obvious downside is that 
the fees are passed on to home buyers, 
increasing the cost of housing 

Also, property in close proximity to 
transit stations and freeway exits may 
increase in value because of the access 
that the proximity represents. Fees and 
taxes to "capture" a portion of that 
increased value to support transporta­
tion have met with limited success to 
date but could conceivably be refined 
and applied more widely. 

Current beneficiary fees are 
applied in widely varying amounts and 
situations, and there is a wide variety 
of complex economic and equity issues 
in such fees, such as a tendency to 
drive investment and business to areas 
that do not have the fees and, in some 
cases, to impose the highest costs on 
the newest arrivals However, there is a 
definite value to access, and means 
should be evaluated to fairly capture 
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some of the value to support the systems that make access pos­
sible. They should be explored further to assess whether they 
could be more widely and evenly applied and whether the 
public would support them 

CONCLUSION 

Southern California's mobility, economic vitality, and quality 
of life are challenged by a growing population, increasing 

national and world trade, and growing congestion on streets 
and freeways. Our roads, once the model for the nation, are 
increasingly overcrowded and in poor condition; workers 
spend more and more time commuting, leaving less time for 
work and family; businesses pay ever higher prices for ship­
ping goods and receiving supplies; and public transit does not 
meet the needs of most people. 

Southern California can, however, rise to and overcome 
these challenges. We can improve the condition and safety of 
our roads, \Ve can reduce congestion and commute times, we 
can ensure speedy and on-time delivery of goods and services, 
and we can provide reliable and efficient alternatives to com­
muting in rush-hour traffic. 

To accomplish these goals, Southern Californians and 
their elected and appointee! officials will need to agree on basic 
and achievable goals, and make sound transportation invest­
ment, policy, and project decisions to move our region toward 
a better, more prosperous, and more livable future. These 
decisions will necessarily include increasing the capacity, 
efficiency, and safety of our transportation facilities and 
services-including roads, public transit , and public and 
private transportation technologies. 

The Auto Club looks forward to working with all 
Californians to keep our state moving. 

] 



GLOSSARY OF 
SELECTED TERMS 

A LTERN ATIV E FUEL/PROPULSION 
VEHIC LES 

Vehicles that use a fuel other than 
gasoline or diesel (such as com­
pressed natural gas) or another 
means of propulsion (such as an 
electric motor) lo move. 

BUS RAPID TRANSIT (BRT) 

A transportat ion servi ce that 
combines th e capacity and quality 
associated \Vith rail transit and the 
fl exibility and lower cos ts o f bus 
transit. BRT systems typically include 
special buses that provide frequent 
service in special lanes or on regular 
streets and that use a variety of tech­
nologies to improve speed , reliability, 
and overall se rvice quality in h igh­
transit demand corridors. 

BUSWAY (OR TRANSITWAY) 
Travel lanes dedicated to the exclu­
sive use of transit vehicles . L·mes 
can be located within, or parallel to, 
general-purpose freeways or streets 
or in a separate right-of-way. 

CALIFORNIA DEPARTMENT OF 
T RANSPORTATION (CALTRANS) 

State agency responsible for planning, 
design ing, bu il d ing, maintaining , 
and ope rating state transportation 
facilities and services, administering 
state transportat ion resources, and 
making various tran sporta ti on 
decisions specifi ed in law. 

CALIFORNIA ENVIRONMENTAL 
QUALITY ACT (CEQA) 

Cali fornia law that estab lishes state 
po licy fo r the environme nt and 
requires environmental impact 
reports before transportation (and 
other) projects can be approved 

CALIFORNIA H IGHWAY PATRO L 
(CHP) 

State agency responsible for, among 
other things, patrolling state high­
ways and enfo rcing traffic laws. 

CALIFORNIA TRANSPORTAT ION 
COMMISSION (CTC) 

A nine-membe r panel appointed 
by the governor responsible for 
overseeing and making decisions 
on various tran sportatio n pro ­
grams specified in law, including 
approv in g projects and all ocating 
state-controll ed transportat ion 
fu nds to prnjects and services. 

FREEW AY SERVICE PATROL (FSP) 

Government-funded rovin g tow 
services that quickly identify and 
remove stalled vehicles and debris 
from travel lanes and roadway 
shoulders to improve traffic flow 
and reduce congestion . 

GRADE SEPARATION 
Ve rtical isolation of travelways 
through the use of a bridge or tun­
nel so that traffic conflicts (b etween 
crossing highways or highways and 
rail lines) are eliminated or mini­
mized . 

H IGH OCCUPANCY TOLL (HOT) 
LANES 

An HOV lane that can be used by 
single-occupant vehicles fo r pay­
ment of a toll or fee. 

HIGH OCCUPANCYVEHICLE 
(HOV), OR CARPOOL, LANES 

Highway travel lanes restricted to 
vehicles occupied (typically) by 
two or more people, including 
the driver. 

INTELLIGENT TRANSPORTATION 
SYSTEMS ( ITS) 

Systems of highways and transit 
services that use advanced technolo­
gies to improve traffic monitoring, 
management , and safety, and to 
reduce congestion . 

JITNEY 
Privately owned small- or medium­
sized transit vehicle usually 
operated on a fixed route but not 
on a fixed schedule. 

METROPOLITAN PLANNING 
ORGANIZATION (MPO) 

A federall y designated public 
agency responsible for various 
aspec ts o r the transportation 
planning, fundin g, and decision­
making process. Examples include 
the Southern California Association 
of Governments (SCAG) , which 
cove rs th e six-county greater 
Los Angeles area , and th e San 
Diego Association of Governments 
(SANDAG) in San Diego County. 

MODE 

Method of travel; for example driv­
ing, walking, or taking transit. 

MO DE SH ARE (OR SPLIT) 
Percentage of trips using a particular 
mode or form of transportation. 

MOTO R VEH ICLE FUEL EXCISE TAX 

A tax, commonl y referred to as a 
gas tax, charged on each gallon of 

moto r-vehicle fuel sold . 
Californians pay a total of 
36. 4 cents per gallon in 
motor vehicle fuel excise 
taxes ; 18 cents per gallon 
goes to the state and 18.4 
cems per gallon goes to the 
fe deral government. State 
gas-lax revenues are pro­
tected by Anicle XIX of the 
State Constitution and can 
only be used for street and 
highway purposes and 
mass transit guideways (for 
example rail line construc­
tion), but n ot tran sit 
operations. Federal gas-tax 
revenues are dedica ted 
exclusively to transporta­
tion purposes. 

NATIONAL 
ENVIRONMENTAL 
POLICY ACT (NEPA) 

Federal law that establish­
es national policy for the 
environment and requires 
en vironmental -impac t 
studies before projects can 
be approved. 

PARATRANSIT 

Flexible forms of transit 
services that are not con­
fined to a fixed rou te 
and tha t are usually used 
to provide door- to-door service 
for the elderly and people with 
disabilities in compliance with 
the Americans with Disabilities 
Act of 1990 (ADA). 

RAIL, COMMUTER 
A rail lin e or system th at uses 
diese l locomotives to pull or push 
large passen ge r cars for longer­
distance trips , typically from out­
lying suburbs to a central city Local 
commuter-ra il systems include 
Metrolink, which provides services 
in Los Angeles, Orange, Ventura, San 
Bernardino, and Riverside counties , 
and the Coaster, which operates in 
no rthern and ce ntral San Diego 
County. 

RAIL,HEAVY 
An electric ra il way with the 
capacity to transport a heavy vol­
u me of passenge r traffic and char­
acterized by exclusive pathways (in 
tunnels, on overhead structures, 
and within fenced rights-of-way), 
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multicar trains, and high speed 
Southern California's only heavy 
rail system is the Metro Red Line 
subway in Los Angeles. 

RAIL, HIGH SPEED 
A rail transportation system with 
an exclusive right-of-way that serves 
densely traveled, and usually inter­
city, corridors at speeds of 124 miles 
per hour and greater. 

RAIL, INTERCITY 
A rail line or system that transports 
passengers from one urban area to 
another. In Southern California, 
AMTRAK operates intercity rail 
service between Los Angeles and 
San Diego. 

RAIL,LIGHT 
A streetcar-type vehicle operated 
on city streets or exclusive rights­
of-way. Southern California light 
rail systems include the Metro Blue , 
Green, and Gold (under construc­
tion) lines in Los Angeles County 
and the San Diego Trolley. 

REGIONAL TRANSPORTATION 
PLA~NING AGENCY (RTPA) 

A state-designated public agency re­
sponsible for various aspects 
of the transportation planning, 
funding, and decision-making 
process. Examples include Los 
Angeles County Metropolitan 
Transpot-tation Authority (MTA), 
Orange County Transportation 
Authority (OCTA), San Bernardino 
Associated Governments (SANBAG), 
Riverside County Transportation 
Commiss-ion (RCTC), and Ventura 
County Transportation Commission 
(VCTC). 

RIGHT-OF-WAY 
The land used by, or rese rved for, 
transportation systems, including 
streets, sidewalks , bike paths, 
busways, and rail lines. 

STATE HIGHWAY OPERATION AND 
PROTECTION PROGRAM (SHOPP) 

Caltrans's annual program of 
projects and activities designed to 
operate, repair, and maintain the 
state highway system in a safe and 
reliable condition 

STATE TRANSPORTATION 
IMPROVEMENT PROGRAM (STIP) 

The State of California's primary 
decision-making process and doc­
ument for allocating a portion of 
the state's share of state and federal 
transportation funds primarily to 
road and transit construction 
projects. 

SUPER STREET 

An urban street ,vith a high capacity 
for traffic and transit movement, often 
including added lanes, coordinated 
traffic signals, priority bus move­
ments, grade separations, restricted 
turns, and other improvements. 

TRAFFIC MANAGEMENT CENTER 
(TMC) 

A Caltrans, city, or county control 
cen ter that uses technology, 
in-pavement (and other) sensors, 
closed-circuit video cameras, and 
communications equipm ent to 

monitor the performance of streets 
and freeways, to directly operate 
traffic signals, and to dispatch 
emergency and maintenance crews. 

TRANSIT (PUBLIC TRANSIT) 

Transportation by bus, rail, or other 

WE'RE ALWAYS WITH YOU.~ 

conveyance, either publicly or pri­
vately owned, which provides to the 
public general or special service on a 
regular and continuing basis . 

TRANSPORTATION DEMAND 
MANAGEMENT (TOM) 

Policies and programs intended to 
reduce congestion and improve air 
quality by decreasing vehicle use . 
TDM strategies typically seek to 

achieve this by increasing vehicle 
occupancy (for example, increasing 
transit use or carpooling), increasing 
bicycling or walking, or decreasing 
the need for trips (for example, 
telecommuting and flexible work 
schedules) 

TRANSPORTATION RESEARCH 
BOARD (TRB) 

Part or the National Academy of 
Sciences, National Research Council, 
TRB serves to stimulate, correlate, 
and make known the findings of 
transportation research. 

TRANSPORTATION SYSTEM 
MANAGEMENT (TSM) 

Strategies, projects, and services 
designed to improve the efficiency 
of the existing transportation 
system. 

VEHICLE LICENSE FEE (VLF) 

A state tax based roughly on the 
value of privately owned motor 
vehicles that goes to state and local 
government general funds for a vari­
ety of purposes. 

VEHICLE MILES TRAVELED (VMT) 

A measurement of the total miles 
traveled for all vehicles within a 
specified areas and for a certain time 
period. 
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Auto Club Warns California Headed For Transportation Crisis 
Launches "Quiet Crisis" Initiative 

(Los Angeles, October 2, 2002) - The Automobile Club of Southern California 
warned today that California is facing a traffic congestion crisis that will have 
"enormous and unacceptable impacts on its economy and quality of life," if not 
addressed with comprehensive planning at all levels of government within the next 
two decades. 

"As traffic congestion increases in California, residents will have increasingly 
difficult commutes to work, goods and services will be delayed in reaching the 
marketplace and leisure travel may be restricted," said Thomas V. McKernan, Jr., 
president and CEO of the Auto Club. "Our current process is not effectively 
anticipating and addressing this looming transportation crisis. For too long we have 
put off critical transportation decisions and innovative solutions because we are still 
moving, however slowly. The Auto Club wants to put the issue on the front burner 
so California doesn't hit a mobility roadblock." 

The Auto Club today released "The Quiet Crisis," a report which looks at 
transportation problems in California and possible solutions. The report makes five 
key recommendations for dealing with the state's transportation future: 

• Southern California must have additional road capacity - including new 
roads, increasing the efficiency of current roads and improving maintenance 
to improve safety and travel time. 

• Improvements must be made in automobile use - including reducing 
energy use, continuing to meet clean air goals and using technology to 
make vehicles safer. 

.. Better alternatives to the automobile must be found - including new and 
flexible forms of public transit. 

o California needs to improve its decision-making processes for 
transportation. 

0 California needs to get more from its transportation investments and provide 
more resources for transportation. 

"The Quiet Crisis" report points out that California's congestion rate is 65 percent 
higher than the national average and is increasing by 10 percent annually. In 
Southern California alone, drivers spend between 50 to 140 hours a year stuck in 
traffic jams at a cost of up to $2,500 in wasted time and fuel. 



"Southern California has four of the top ten most congested freeway interchanges 
in the nation," said McKernan, "yet the state ranks last in the nation in per-capita 
transportation spending. With 10 million more Californians expected to be using 
highways, streets and public transit over the next two decades, we can't put off 
planning for the future." 

As part of its effort to build a transportation consensus in California, the Auto Club 
is forming a Mobility Advisory Council. The Auto Club, along with council members, 
will hold meetings throughout Southern California over the next year to help 
facilitate ongoing public dialogue and involvement in identifying viable solutions to 
the state's transportation problems. 

"There is no single answer to solving congestion problems," said McKernan. 'We 
hope our recommendations will start much needed dialogue toward building 
consensus. Creating comprehensive and cohesive transportation policy is a 
formidable task, but one we believe is achievable and essential." 

"The Quiet Crisis" report is available on the Auto Club's web site at www.aaa­
calif.com. 

The Automobile Club of Southern California, the largest affiliate of the AAA, has 
been serving members since 1900. Today, the Auto Club's members benefit by 
roadside assistance, insurance products and services, travel agency, financial 
products, automotive pricing, buying and financing programs, automotive testing 
and analysis, trip planning services and highway and transportation safety 
programs. Information about these products and services is available on the Auto 
Club's Web site at www.aaa-calif.com. 
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October 2, 2002 

More Freeway Lanes, Transit Spending Urged 
Traffic: Auto Club calls for action to combat increasing gridlock, and says 
transportation must become a priority with policymakers in Southern 
California. 
By HUGO MARTIN, TIMES STAFF WRITER 

The Auto Club of Southern California has added its voice to the public debate over 
the region's worsening traffic congestion by issuing a plan that calls for increased 
spending on transportation, the construction of more freeway lanes and routine 
evaluations of existing transportation programs, among other ideas. 

The plan, which will be released today, is the first comprehensive traffic blueprint 
issued by the 102-year-old organization and signals a growing frustration among 
its 5 million members over the region's increasing gridlock. 

"We are not prepared to tell our members that we are just going to wait until traffic 
stops dead," said Auto Club President Thomas V. McKernan Jr. 

Dating back to the 1930s, the Auto Club has endorsed transportation initiatives, 
such as bond measures and ballot proposals. 

But for the most part, the organization has limited its public policy initiatives to 
promoting safe driving programs, such as reducing teen drunk driving. 

Over the last three years, McKernan said, Auto Club members have urged the 
organization--through surveys and polls--to play a bigger role in solving Southern 
California's worsening traffic problems. 

In response, a committee of the club's board of trustees drafted the 48-page plan 
with the consultation of various academics and transportation planners. 

Most of the recommendations are short on specifics and echo ideas proposed by 
local public transportation agencies. 

Still, Auto Club leaders say they hope the plan will spur Southern California 
policymakers to put traffic on the top of their agenda. 

"California transportation needs champions--leaders who will consistently and 
effectively seek and implement solutions," the plan states. 

Transportation experts who have read advance copies of the plan give it positive 
reviews, saying it proposes--for the most part--common-sense ideas. 

"What they are proposing is nothing radical," said Brian Taylor, director of the 
Institute of Transportation Studies at UCLA. "Its tone is moderate and promotes 



consensus-building." 

Taylor agreed that Southern California's worsening traffic congestion should 
receive more attention from state lawmakers. 

"Until a crisis occurs, there tends to be not much action," he said. "Unfortunately 
that is the nature of politics." 

Evidence of the worsening conditions on Southern California freeways is without 
dispute. 

Motorists in Los Angeles County spent an average of 136 hours on gridlocked 
freeways in 2000, making it the most congested county in the nation for the 15th 
year in a row, according to an annual study by the Texas Transportation Institute. 

Based on current trends, average freeway speeds in Los Angeles County are 
expected to drop to about 20 mph by 2025. 

The Auto Club's recommendations include: 

* Build more freeway lanes. The study notes that from 1967 to 1997, California's 
population increased 70%, the number of licensed drivers jumped 91 % and annual 
vehicle miles traveled shot up by 184%. At the same time, roadway capacity--or 
miles of new lanes--increased by only 29%, according to the report. 

The Auto Club study does not specify how many miles of roadway should be built 
each year, but McKernan said additional lanes could be built by widening or 
double-decking existing freeways. 

* Devote more money to transportation. The Auto Club supported Proposition 42, 
an initiative adopted by voters in March that permanently designates gasoline 
sales tax for transportation projects. 

In addition to that funding, the plan suggests that the state increase the use of 
bond money and general fund dollars to pay for transportation improvements. 

The plan also recommends eliminating the two-thirds majority needed to adopt or 
reenact a local transportation sales tax. 

"Putting more money into transportation is absolutely necessary," said Mark 
Pisano, executive director of the Southern California Assn. of Governments, who 
has seen an advance copy of the plan. 

* Approve and fund public transit projects that give the greatest benefits. Although 
the plan describes automobiles as the "backbone" of Southern California's 
transportation system, it calls for continued funding of cost-effective transit 
programs such as buses and rail lines. 



McKernan said the Auto Club believes the traffic problem can be fixed only with a 
combination of strategies, including cars, buses, trains and bicycles. 

"We don't believe there is a magic bullet," he said. 

* Streamline the funding and construction process. The federal environmental 
review required to build a major freeway project takes an average of 5 1/2 years. 

* Prioritize potential transportation projects. The plan recommends that 
transportation spending give priority to those projects that move the most people 
efficiently. The plan also calls for regular evaluations and audits to weed out those 
projects that are not meeting their goals. 

"We want to support what is the best cost-efficient way to move the most people," 
McKernan said. 

He complained about what he sees as a lack of leadership on the problem. 

McKernan also noted that traffic is not the sole responsibility of one elected official 
or one public agency. 

SCAG, the California Department of Transportation, Metropolitan Transportation 
Authority and dozens of local agencies all take a supporting role in managing and 
building Southern California's transportation system. 

But Pisano said all of those agencies cooperate well together. 

"Our strategies are integrated," he said. ''We have a game plan." 
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Los Angeles Daily News Wednesday, October 02, 2002 

Road crisis grows, says Auto Club 
Underfunded, crowded, freeways need major help 

By Troy Anderson, Staff Writer 

Calling traffic congestion a "quiet crisis" that will dramatically worsen in the years 
ahead, the Automobile Club of Southern California called Wednesday on state 
and federal lawmakers to work harder to solve the region's transportation 
problems. 

"Southern California has four of the top 10 most-congested freeway interchanges 
in the nation,' Auto Club CEO Thomas V. McKernan Jr. said while releasing the 
"Quiet Crisis" report on California's traffic problems. 

"Yet the state ranks last in the nation in per-capita transportation spending. With 
10 million more Californians expected to be using highways, streets and public 
transit over the next two decades, we can't put off planning for our future." 

Los Angeles City Councilman Hal Bernson, chairman of the Metropolitan 
Transportation Authority, said local officials need to call on state and federal 
lawmakers to make transportation their top priority. 

"Despite all the elected officials we have in Sacramento and Washington, D.C., 
they don't act as a team to get the transportation improvements we need,' 
Bernson said. "We are not getting our fair share of the funding." 

The report calls for a major effort to achieve a regional consensus on congestion 
relief, pushing for more freeway lanes, more money for transit projects and more 
innovative ways to relieve congestion. 

The report comes on the heels of a study by the respected Rose Institute of State 
and Local Government at Claremont McKenna College which found Los Angeles 
gets less per person in state and federal funds than most large cities in 
California. 

The new report, issued by the Automobile Club of Southern California, found that 
between 1967 and 1997, California's road capacity increased by 29 percent while 
the population skyrocketed 70 percent. But highway spending has dropped from 
$60 per 1,000 vehicle miles driven in the 1960s to $4 in 2002. 

It said the state has a 10-year, $70 billion backlog in road construction and 
maintenance needs. In 2001, the state's roads were rated the worst of all 50 
states, and Californians spent an average of $500 a year on vehicle repairs 
related to bad road conditions. 



Bernson said state and federal lawmakers need to focus on the growing gridlock 
crisis on the Ventura Freeway in the San Fernando Valley. Transportation 
planners have three proposals for improving traffic on the Ventura Freeway that 
include double-decking, putting a rail line down the middle, adding car-pool lanes 
and widening it in sections. 

"A lot depends on the funding being made available to us by the federal 
government," Bernson said. "But our delegates in Sacramento and Washington, 
D.C., are not working together as a team." 

State Sen. Tom McClintock, R-Thousand Oaks, vice-chairman of the Senate 
Transportation Committee, said he welcomes the Auto Club's fight to expand 
freeway and road construction. 

"Californians bear the third heaviest highway taxes in the country and yet we're 
dead last in our per capita spending on highways," McClintock said. "That is a 
not a lack of resources, but badly skewed priorities at both the state and federal 
level." 

Rep. Brad Sherman, D-Sherman Oaks, said Congress needs to make 
transportation a top priority. 

"We need to fund all the different elements," he said. ''We need the east-west 
Valley busway. We need park-and-ride opportunities in lots for both for east-west 
Valley busway and the Metro Rapid Bus on Ventura Boulevard." 

David Fleming, chairman of the Economic Alliance of the San Fernando Valley 
and co-chairman of the Valley Transportation Strike Force, said traffic congestion 
is the No. 2 issue for people behind public safety. He said lawmakers need to 
make it a top priority. 

The task force was instrumental in getting the city to begin a traffic-signal 
synchronization project in the Valley that is expected to coordinate lights at 700 
intersections by 2003. 

"This will turn major east-west and north-south roads into mini-freeways so at 
peak times you can get across the Valley in 20-25 minutes or north-south in a 
matter of 20 minutes," he said. 
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