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EXECUTIVE SUMMARY

The transportation planning environment is evolving due to the diminishing pool of
resources to fund transportation systems, strong public demand for improved mobility,: and the
Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA). New transportation priorities
are emerging in the face of these factors, priorities emphasizing connectivity and modal choices.
The underlying goal is to coordinate the network of transportation systems to enhance the
mobility of goods and people by efficiently utilizing existing resources.

This report examines the impact of intermodal and multimodal planning at state and local
levels in the public and private sectors. Requirements, organizational structures, and possible

benefits are discussed, as well as issues and causes leading up to the passage of ISTEA.







ABSTRACT

Issues relating to intermodal and multimodal transportation systems are introduced and
defined. Intermodal and multimodal transportation solutions are assessed within the framework of
legislative efforts such as Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA), Clean
Air Act Amendments of 1990 (CAAA), and North American Free Trade Agreement (NAFTA).
Effects of the shift in federal funding priorities are discussed, and catalysts for intermodalism in the
public and private sector are identified.

Federal involvement in state intermodal transportation systems, and state responses to
the growing intermodal and multimodal trends are also reviewed. Innovative intermodal and
multimodal programs are studied. The roles and responsibilities of the Metropolitan Planning
Organizations (MPO) in the post-ISTEA world is examined and the impacts of legislative mandates
considered. As a case study, the workings of the Houston MPO are examined.

Private sector intermodal and multimodal involvement is addressed, including issues in
management, regulatory, financial, economical, environmental, and even physical constraints.
Effects of regulaiion on private sector intermodalism are discussed, as are case studies in
partnering and management. This report summarized the potential and the possibilities that
intermodalism and multimodalism have at national, state, and local levels in both the public and

private sectors, and concludes with a look at the possible future of intermodalism.
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CHAPTER 1. INTRODUCTION

The transportation planning environment is evolving due to the diminishing pool of
resources to fund transportation systems, strong public demand for improved mobility, and the
Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA). New transportation priorities
are emerging in the face of these factors, priorities emphasizing connectivity and modal choice.
The underlying goal is to coordinate the network of transportation systems to enhance the
mobility of goods and people by efficiently utilizing existing resources. The purpose of this report
is to examine the impact of intermodal and multimodal planning at state and local levels in the

public and private sectors.

OBJECTIVES
This report seeks to achieve five objectives. They focus on the following intermodal and

multimodal transportation planning issues:

» To provide a reference of terminology and legislative requirements

* To survey current (May 1993) state and regional progress and ISTEA-related
implementation efforts

* To explore the nexus of opportunities for the State of Texas and its metropolitan areas

+ To examine the direction of private sector involvement in integrated transportation
systems

» To propose possible scenarios for the future of multimodal transportation

This report attempts to bridge the communication gap by identifying: (1) the forces responsible
for bringing the above issues to the forefront, (2) the current status of intermodal activity around
the country, and (3) the future directions of intermodal transportation. In pursuit of these goals,
the report is divided into six chapters. Chapter 1 provides an overview of the report and its
components. Chapter 2 defines critical terminology and analyzes the factors that have caused the
public and private sector to consider intermodal and multimodal transportation solutions. Chapter
3 reviews State responses to the growing intermodal and multimodal trends and identifies the
most innovative State intermodal and multimodal programs. Chapter 4 examines the roles and
responsibilities of the Metropolitan ’Planning Organizations (MPO) in the post-ISTEA world. In
addition, Chapter 4 takes an in-depth look at two Texas MPO's, Houston and Austin. Chapters 3




and 4 also consider legislative requirements affecting states and metropolitan areas respectively.
Chapter 5 addresses private sector intermodal and multimodal involvement. Finally, Chapter 6
brings the report to a conclusion by exploring the potential intermodalism and multimodalism have
at national, state, and local levels in both the public and private sectors.

BACKGROUND

Before specific intermodal and multimodal transportation issues facing state and local
interests can be raised, the terms "intermodal" and multimodal" must be defined. The ISTEA
states, "The National Intermodal Transportation System shall consist of all forms of transportation
in a unified, interconnected manner. . . ." An additional definition of intermodal
transportation is provided by the American Association of State Highway and Transportation
Officials (AASHTO):

Intermodalism as commonly understood involves the systematic merging of
different modes of transportation into a single functional system for movement of
freight or passengers. The concept of intermodalism takes advantage of inherent
modal efficiencies in different segments of the shipment or journey. A familiar
example can be seen in action at ports where ships laden with containers transfer
their shipments to rail or truck for delivery to final destinations. Airport passengers
who deboard their planes and continue an intermodal trip via bus or rail transit and
commuters that collect at park and ride lots to continue a trip via bus or rail transit
are additional examples of intermodalism.

The key concepts raised by these two definitions are connectivity, coordination, and cooperation.

Intermodalism focuses on connecting several different modes into a seamless
transportation system with efficient intermodal transfer terminals. These connective terminals, or
nodes, are perhaps the most important part of an intermodal transportation network. If intermodal
transfers are slow or inconvenient users will resort to what they perceive as the more efficient
unimodal system. To best utilize intermodal transportation resources, the planning of these
intermodal transfer terminals requires the coordination and cooperation of all unimodal planning
authorities that will utilize the terminal. Without such cooperation, inefficient modal gaps can
develop. An example of such an occurrence would be if a new airport was built without the
consultation of local transit authorities, which would have been able to construct a light rail line
from the central business district (CBD) to the airport. Without efficient “built-in" transit service,
airport users would be forced to use indirect and slow bus service, expensive taxis, or highway-
congesting private autos to fill the modal gap between the CBD and the airport.

Rather than focusing on transportation system nodes, multimodal transportation systems
focus on transportation system links and providing system users with a choice of modes along




those links. An example of a multimodal system would be if two cities were connected by air
routes, highways, and railroads. In an urban sense, a multimodal network might consist of linking
the airport with the CBD with public transit, private automobiles, and taxis. Much of the United
States has such a system, but, due to federal, state, and local governments' modal bias towards
highways, many modes have not been equally represented in the national transportation network.
Modal bias can involve direct governmental funding of a transportation mode or can be much more
subtle, such as failing to consider other modes in the planning process or failing to charge users
the true cost of using a particular mode. The ISTEA has reduced some of the traditional federal
highway bias by making funding programs more flexible and attuned to local needs, but it remains
to be seen if state and local governments are willing to pursue multimodal networks by equalizing
modal subsidies.

The bias question raises two key interrelated multimodal issues: choice and competition.
These issues are interrelated because the choice of a particular mode will inevitably depend on
how competitive that mode is with other modes. Governmental bias towards a particular mode
usually implies that it will be more competitive than the other modes because of the "perks" that
mode will receive. In such a situation, mbde'choice is no longer determined by the free market,
but is instead pre-determined by the public sector. A "level playing field" upon which all modes
can compete for traffic is a requirement for successful multimodal transportation systems.

With the terms “intermodal" and "muitimodal" thus defined, one question remains: why
should intermodal and multimodal transportation systems be pursued? There are many reasons
why intermodal and multimodal transportation systems can improve transportation networks.
These reasons can be grouped into three broad categories: (1) efficiency, (2) quality, and (3)
choice.

Intermodal transportation networks improve efficiency by using modes best suited to
each portion of a transport route. Intermodal efficiency gains can be illustrated with a freight
_shipping example. A shipment of electronic devices needs to go from a manufacturing plant in
Seoul, Korea to a store in San Marcos, Texas. The shipper contacts a containerized freight
company which picks up the shipment which has been loaded into a freight container. The
container is lifted onto a trailer and is hauled to the port. At the port, the container is loaded onto a
ship and carried to Long Beach, CA. In Long Beach, the container is loaded onto a train which
transports the container to San Antonio, TX oyér two railroad companies tracks. In San Antonio, at
a distribution center, the contents of the container are broken down into separate shipments and
loaded onto trucks. One of these trucks carries the San Marcos shipment to the store. The
receiver pays a single freight bill from the containerized freight company and has been able to use




the lowest cost modes, particularly containerized rail transport, for each trip leg. Assuming the
intermodal transfers were handled with a minimum cost, efficiency has been improved over
shipping the components overland solely by the more resource-consuming truck mode. The
same type of efficiency improvement can be realized with intermodal passenger transportation.
Park-and-ride transit facilities which reduce single passenger vehicle congestion, thus reducing
transportation costs, are an example. '

In addition to efficiency, intermodal systems can also improve transportation system‘
quality. This gain in quality can be illustrated with the containerized freight example from above.
Freight, well-packed into its container in Seoul, is much less susceptible to damage than it would
be if it was shipped break-bulk on truck lines across the continental United States.

Improved quality and choice can result from an effective multimodal transportation
network. Quality results from the competitive forces that underlie multimodal systems. Choice is
of course inherent in an effective multimodal network. This choice allows shippers to select the
mode that they believe can best serve théir needs. In this way, increased choice combined with
free market dynamics can lead to transportation efficiency gains.




CHAPTER 2. CATALYSTS FOR CHANGE

The emergence of intermodal and multimodal focuses in the transportation arena has not
happened without provocation. In the United States, the "catalysts" that have forced
transportation professionals to consider multimodal and intermodal transportation systems are
multifold and come from both the public and private sectors. This chapter details these catalysts
and analyzes the impact they are having on the U.S. transportation system.

PUBLIC SECTOR CATALYSTS

The public sector has several compelling reasons to pursue intermodal and multimodal
transportation solutions. Many of these reasons are related to federal transportation legislation.
To bé effective, such legislation must promise susbtantial rewards for shifting to intermodal
paradigms or impose substantial penalties for resisting change. The ISTEA is a good example of
the reward approach, and the Clean Air Act Amendments are good examples of the penalty
approach. Both pieces of legislation are examined in detail below. In addition to legislation,
increasing global competition and shrinking public sector resources are forcing the public sector
to reconsider intermodal and multimodal transportation systems.

Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA)

The ISTEA is probably the most powerful of the catalysts mentioned below. This power,
however, has more to do with the ISTEA's status as federal legislation than it does with the
legislation's content. With the ISTEA, the federal government gave intermodal transportation
national recognition and credibility. The legislation also promised extensive funding for such
systems, but, so far, few of these promises have materialized. Will the promises be enough to
build intermodal and multimodal momentum? To answer such a question, the promises

themselves should be analyzed.
As stated above, the goal of the ISTEA, is "to develop a National Intermodal

Transportation System that is economically efficient, environmentally sound, provides the
foundation for the nation to compete in the global economy and will move people and goods in an .
energy efficient manner." In pursuance of this goal, the ISTEA explicitly emphasizes the
development of the National Intermodal Transportation System (NITS). The ISTEA envisions the
NITS as a unified, combined transport network consisting of air, road, rail and sea links connected
by efficient intermodal terminals. The legislation implicitly assumes that the optimization of
transportation system performance inherent in the development of such a system can



simultaneously reduce resource consumption, increase network connectivity, and reduce
transportation costs.

Unfortunately, the "I" in the ISTEA's has often been overshadowed by the legislation's
provisions related to pre-ISTEA transportation programs. In fact, most of the ISTEA's intermodal
coverage is restricted to one title, Title V, of this eight title act.

Title V authorized the creation of the Office of Intermodalism. This office, independent of
- the United States Department of Transportation's (USDOT) traditional unimodally-oriented
organization scheme, reports directly to the Secretary of Transportation himself. It is charged with
maintaining and disseminating intermodal transportation data, and coordinating federal research
on intermodal transportation. Title V also authorized the Secretary of Transportation to grant
states up to $3 million to develop model intermodal transportation plans. Title V also established a
National Commission on Intermodal Transportation to study the status of intermodal
standardization, impacts on public works infrastructure, legal impediments to efficient intermodal
transportation, financial issues, new technologies, research and development needs, and
relationship between intermodal transportation and productivity. However, as of September
1993, funds had not been appropriated to pay commission members' salaries. As a result, the
commission has never met to resolve the issues with which it is tasked.

In addition to the explicit coverage of Title V, the ISTEA implicitly promotes intermodal and
multimodal transportation systems by emphasizing funding flexibility across modes and facilities.
Performance and cost-effectiveness, rather than mode selection, become the key criteria for
funding appropriation. In additon, the ISTEA makes substantial progress towards eliminating
cross-modal funding barriers and thus enables the development of creative multimodal and
intermodal solutions to transportation dilemmas.

Another revolutionary characteristic of the ISTEA is the legislation's delegation of
transportation planning and programming responsibilities to state and local governments. This
delegation of authority allows those most familiar with the problems, state and local governments,
to develop appropriate solutions. Metropolitan Planning Organizations (MPOs) are given the
responsibility for developing long-range transportation plans and a transportation improvement
plans (TIP) for the area. The planning process must now include such factors as land uses,
intermodal connectivity, methods to enhance transit services and congestion management
measures. Newly required under the ISTEA are statewide planning processes, statewide
transportation plans, and statewide TIPs. Statewide TIPs must be consistent with both long range
transportation plans and air quality implementation plans. States, in cooperation with MPOs must
develop and implement management systems for highway pavement, bridges, highway safety,




traffic congestion, public transit, and intermodal transportation facilities and systems. The new
flexibility provided by the Act encourages programming decisions which best reflects state,
regional, and local priorities. The management systems' requirements reinforce the ph‘ilosophy of
strengthening local planning methods, and encourage systematic evaluation of conditions and
needs, and consideration of life-cycle costs and cost-effectiveness in the development of
improvements.

Clean Air Act Amendments of 1990 (CAAA)

Amendments to Federal Clean Air Act, passed in 1990, are having major impacts on the
transportation planning and project development process in the non-attainment areas. These
areas are required to implement transportation control measures in order to reduce vehicle miles
of travel and congestion. The most significant provisions of the 1990 CAAA, with respect to
planning, are strengthened requirements for conformity between the state implementation plan
(SIP) for air quality and the approval for federal funding of regional transportation plans, programs,
and projects. Conformity must now be based on a demonstration that the total emissions from the
mobile sources, which would occur due to the combination of projects and programs in the
transportation plan, are consistent with the levels of emission in the SIP.

The transportation plans must be analyzed once every three years in order to comply with
the standards set by air control authority in the area. These new amendments, together with the
transportation/air quality provisions of ISTEA, will necessitate much closer cooperation between
transportation and air quality planning agencies and a broader evaluation of the impacts of
transportation projects.

North American Free Trade Agreement (NAFTA)

NAFTA establishes a free trade area between Canada, Mexico, and the United States of
America, consistent with the agreement on tariff and trade. The objectives of the agreement are
the elimination of barriers to trade, the promotion of fair competition, the creation of new
investment opportunities, the protection of intellectual property rights, and the establishment of
effective procedures for both the implementation of the agreement and the resolution of
international disputes. This agreement will affect transportation in the U.S. by opening up borders
to Mexican and Canadian trucks, trains, and ships. There are several concerns that this opening
of the borders presents to regulatory authorities, including: (1) the establishment of universal
standards on equipment such as tires, brakes, weights, and dimensions of containers,
maintenance, repair, and certain aspects of emission levels; (2) the establishment of medical
standards for truck drivers; (3) international regulation of hazardous materials transportation; and



(4) the development of standards for locomotives and rail equipment used in cross-border
operations.

Enhancement of Global Competitiveness

Efficient transportation is one of the keys to a strong economy. An efficient transportation
system should provide a fluid movement of goods and services. The development of this
efficient transportation sysiem requires public and private sector coordination during the
planning, design, construction, and management of transportation services. Businesses that are
"of markets" and not "of nations" are a new reality in which the U.S. maintains a dominant voice in
research and advanced technologies among its trade partners. Also, expanding scope of free-
trade agreements and regional trade formations will have a greater impact on fostering
collaborative mechanism.

Two of the major objectives of the ISTEA are the promotion and the planning of
transportation systems that enhance economic development and support America's leading
position in the global market. Ports and airports provide vital infrastructure to international
commerce. These are the intermediary points in the international transportation, providing

transfer of cargo between modes. Consistent standards are most important in ensuring that

containers can be safely and easily interchanged between transport modes and between nations.
Standardization of equipment increases productivity, speed, safety, reliability, and efficiency for
both shippers and consumers. The size and structural integrity of transportation equipment and
facilities are standardized by International Organization for Standardization (ISO) regulations.
Both the American National Standards Institute and American Society for Quality Control have
adopted these standards.

Landside access to both ports and airports is given increased emphasis in the new
legislation. Ports are the least understood component of land, water, and air intermodal
movements. Issues such as land availability, land accessibility, and trade policy require
coordination of many public and private entities. Air cargo movement has always been intermodal.
Boeing projects worldwide air cargo fleets to increase in size by 110% by 2015. Worldwide trade
with the U.S. is increasing, requiring more intermodal terminals at ports and airports and improved
landside access. In addition, the effects these expansions will have such as traffic congestion,
noise, and other environmental restrictions must be considered. Enhancing the global
competitiveness of the U.S. requires changing the single mode perspective to intermodal and.
multimodal perspectives of transportation systems.




Reallocation of Funding Priorities

Transportation resource allocation decisions are becoming more difficult and complex.
Resources are continuing to shrink while the set of problems needing to be addressed grows and
diversifies. The list of concerns competing for transportation funding includes aging and
decaying infrastructure, urban and suburban traffic congestion, improving traffic safety, balancing
new growth with infrastructure to support it, strengthening the economy, achieving air quality
standards, and reducing energy consumption. The legislation described above is forcing
stronger integration of some of these concerns into transportation decisions.

The focus of these current transportation problems has changed to demand
management strategies, maintenance and preservation, operational and efficiency
improvements, multimodal solutions, and land-use controls. In many metropolitan areas,
expansion of highway facilities is no longer considered a viable solution. Instead, views are
shifting to the efficient operation of a multimodal system. The ISTEA dramatically increases
flexibility in the use of federal transportation funds. Instead of directing what funds should be
used for, it emphasizes the use of sound management approaches to resource allocation
decisions and considerations of the full range of solutions to solve the problems. In reality, some
portion of the funds available are likely to be allocated to modes, program categories, and
geographic regions at the start of the programming process. The more this occurs, the more
difficult it would be to examine kéy tradeoffs and establish true multimodal and multi-objective
programs. Hopefully, some balance can be achieved between modal funding stability and modal
funding flexibility. |

Taking full advantage of the ISTEA presents technical, institutional, and political
challenges. While improvements in technical methods can play a strong supporting role in
reshaping planning process, fundamental changes in how resource allocation decisions are made
will require strong leadership and revision of current roles and responsibilities, both with agencies
and among institutions which participate in transportation decisions.

PRIVATE SECTOR CATALYSTS

Much like the public sector, the private sector must have concrete reasons to abandon
unimodal networks in favor of intermodal and multimodal transportation systems before it will be
willing to pursue this multimodal and intermodal system. This project has identified five reasons
that are compelling the private sector to shift to an intermodal and multimodal focus. These
reasons are: (1) maintaining competitiveness, (2) increasing transpontation efficiency, (3)



improving transportation quality, (4) securing greater regional, national, and international markets,
and (5) meeting international standards. These five factors are described in greater detail below.

Maintaining Competitiveness

To remain competitive in the private industry, it is important that companies exploit all
applicable technologies to provide the most cost efficient and reliable service. In the past, many
trucking firms were content to see themselves as a single mode operation. They believed that
their markets were distinct from the rail markets, and therefore focused efforts only on over-the-
road operations rather than trying to open new markets by working with rail. Intermodal service
‘was also believed to be unreliable and was not seen as a threat to the over-the-road market. This
was the prevailing attitude in the trucking industry until the recent recession, when growth of the
industry slowed and truckload firms now faced greater competition as firms compefed for
additional freight.

Trucking firms neededto find innovative ways to improve their service and maintain
competitive pricing. The increased competition in the industry caused companies to rethink their
single mode transportation operations and investigate the possibilities of intermodalism.

A natural choice for trucking firms was to use rail lines to move freight over long distances,
creating an intermodal freight transportation system. One of the first major alliances, under the
name Quantum, was between the J.B. Hunt and the Santa Fe Railroad in 1990. This alliance
proved to be very successful for both companies, and'stood as an example of the possibilities of
intermodalism for other firms in the freight movement business.

" This is only one example of the way those in the freight movement industry will need to
rethink intermodalism. Many small freight movers, such as Federal Express, have used
intermodalism very successfully for years, relying on planes and trucks to move freight. As
competition in the industry increases, single mode iransponation will no longer be enough to
maintain the competitive edge. ' v

Increasing Efficiency

In general, an increase in efficiency should lead to either a cost or time savings, or both.
Intermodalism offers a great deal of possibilities to increasé efficiency in a transportation network.
For example, the Association of American Railroads estimates that a railroad can move a given
quality of freight for one-fifth the fuel of a motor carrier and carry seven times as much freight per
employee. Assuming the previous statistics are correct, it is much more efficient in terms of fuel
and labor cost to use rail when transporting freight over long distances.

With the use of computerized operating systems to manage large intermodal
" transportation networks, a variety of modes can now be used while still maintaining high levels of
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efficiency and reliability. Before such operating systems, the logistics of moving different types of
freight with several modes would be extremely difficult, resulting in unreliable service to the
customer.

A highly efficient use of intermodalism is displayed by New United Motor Manufacturing,
Inc. (NUMMI), based in Fremont, California. NUMMI is a joint venture between Toyota Motor
Corporation and General Motors Corporation that produces approximately 300,000 vehicles per
year, including Toyota Corollas, Toyota compact pickup trucks, and Geo Prizms. Parts and
materials for the plant arrive from Japan, Canada, Mexico, and the U.S. NUMMI operates its plant
ona "just‘ in time" basis, bringing in materials and parts only as needed. NUMMI generally operates
on a one day inventory for parts coming from within California, and a two to three day inventory for
items coming elsewhere. Four ships arrive at the Port of Oakland each week with materials bound
for NUMMI. - Midwest suppliers are organized through NUMMI's Midwest Orderly Pickup System,
which consolidates materials in Chicago and then ships them by train to Fremont. Suppliers in
Southern California, Mexico, and Texas use long haul truck routes to deliver materials. Due to the
various materials and parts that are constantly arriving at NUMMI, it is vital that an efficient container
system is used to reduce the cost of handling materials and to allow the materiais to go directly to
where they are needed.

By using the "just in time" delivery approach, NUMMI reduces handling costs, inventory
control costs, and floor space needs. This translates into reduced manufacturing costs, which
allow for greater profitability. The vital link in this manufacturing approach is an efficient intermodal
transportation system. If other companies wish to take advantage of the "just in time" approach,
they too will need to rely on more than one mode of transportation to meet their delivery needs.

improving Quality

Improving quality is necessary for acceptance of intermodal transportation. Several
changes have occurred in the past years that have increased the reliability and simplified
intermodal transportation use for the customer. An analogy to a phone system is appropriate in
this case. It does not matter to the caller over which lines his call is routed, or who owns those
lines — only that his call goes through. Likewise, for the freight customer, the concern is not the
method that is used to deliver the freight, but rather the reliability and the cost. ’

Many intermodal freight companies are now wdrking with this in mind, delivering an end-

to-end service. Previously, the customer had to make arrangements if freight were to be.

transferred from one rail line to another. Freight companies can now take advantage, through
partnerships and alliances, of intermodalism using trucks, rail, and ships, making all the necessary
arrangements for the customer. The customer's only concern is the pick up and drop off points of
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the freight, all transportation in between is taken care of by the freight company. This can result in
~ a cost and time savings for both the freight company and the customer, as well as an increase in
reliability.

The competitive nature of the transportation field will soon demand that all freight
companies improve their quality of service to the customer.

Securing Greater Regional, National, and International Markets

The use of intermodal transportation may be vital for a company to expand into new
markets. As seen in the example about NUMMI, their use of different transportation methods
allowed them to tap markets for automotive parts in several different countries. This would not be
possible if an efficient and cost effective transportation network could not be developed.

For freight movement companies that do no use intermodalism, the loss of possible
markets may mean the end of the company. In the opposite case, use of intermodalism can allow
access to markets that may have been unavailable to single mode transportation companies. The
purchase of Sea-Land Service by CSX Corporation in 1985 allowed CSX immediate access to the
global transportation market. There is a great deal of potential for intermodalism to open new
markets to a company, whether the company be a manufacturing or freight transportation
company. |

Meeting International Standards

The International Organization for Standardization (ISO) is made up of the standards
organizations from 91 countries, including The American National Standards Institute (ANSI) that
represents the United States. 1SO 9000 is a set of quality management and quality assurance
standards developed by the ISO in 1987. The standards do not apply to any particular products or
manufacturing processes; instead, they were developed to help provide the framework for
companies to implement a total quality management program, and to gain certification under the
ISO 9000 standards. The standards have gained a high rate of acceptance among the European
Community (EC) and are gradually gaining greater acceptance in the U.S. In November of 1992,
there were approximately 400 U.S. companies with ISO 9000 certification, with several thousand
other U.S. companies actively seeking certification.

There are several implications of ISO 9000 to the transportation field. First, in order to
gain certification under 1ISO 9000, a company will have to meet a series of quality management
and quality assurance standards. For many companies, increasing quality may mean increasing
the use of intermodal services. The question of reliability of the companies' intermodal services
must also be addressed. In short, companies will have to examine the way they move freight and
look at implementing improvements in each area.
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The second impact of ISO 9000 will most likely be the ease of freight movement between
international boundaries. This idea is already being pushed in the European Community.
Certificates given for exports in one country would be valid in all other EC countries, allowing easy
access to all EC markets. If 1SO is 7accepted worldwide it could mean easy access to global
markets. This type of access will demand an increase in intermodal freight transportation in order
to keep up with global markets.

Finally, ISO has been working to develop a standard for wide-body containers. These
containers would be used for shipping, rail, and trucking operations. ISO has held several
meetings on this issue, but they have yet to agree on an international standard. They are
continuing to study the issue to determine the ideal dimensions, but it seems as if a solution may
still be several years away. However, the eventual creation of a standard container for freight
movement will inbrease the efficiency of intermodalism and further the acceptance of

intermodalism as a standard practice in freight movement.
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CHAPTER 3. STATE RESPONSES TO INTERMODALISM

FEDERAL INVOLVEMENT |IN STATE INTERMODAL TRANSPORTATION
SYSTEMS

The federal government is enabling states and MPOs to pursue intermodal transportation
systems with two pieces of legislation: the Intermodal Surface Transportation Efficiency Act of
1991 (ISTEA) and the Clean Air Act Amendments of 1990 (CAAA). This section of the report
enumerates the specific provisions of these acts as they relate to statewide intermodal
transportation planning.

The Intermodal Surface Transportation Efficiency Act declares that, "the policy of the
United States to develop a National Intermodal Transportation System that is economically
efficient and environmentally sound, provides the foundation for the Nation to compete in the
global economy, and will move people and goods in an energy efficient manner." The ISTEA
places the responsibility for achieving this policy in the hands of those most familiar with their
region's transportation needs: state governments and MPOs. In terms of state responsibilities,
the ISTEA proclaims:

It is in the national interest to encourage and promote the development of
transportation systems embracing various modes of transportation in a manner
that will serve all areas of the State efficiently and effectively. . . .the State shall
develop transportation plans and programs for all areas of the State. Such plans
and programs shall provide for development of transportation facilities . . . which
will function as an intermodal State transportation system. The process for
developing such plans and programs shall provide for the consideration of all
" modes of transportation and shall be cooperative and comprehensive to the
degree appropriate based on the complexity of the transportation problems.

One of the ways the ISTEA enables the states to meet this mandate is by giving them "more
flexibility in determining transportation solutions, whether transit or highways."

Most of this flexibility stems from the Surface Transportation Program (STP), which
eliminates many of the restrictions on the use of federal funds that existed prior to the ISTEA. The
STP accounts for $23.9 billion of the ISTEA's $120.86 billion in apportionments over the six years
the ISTEA is in effect. This level of funding may be augmented by the transfer of funds from other

programs and by equity funds (including Donor State Bonuses, Reimbursement, Hold Harmless,

and 90 Percent of Payments) . With this augmentation, the Texas Department of Transportation's
Planning and Policy Division predicts $37.82 billion in funds will be available to states over a 6 year
period under the STP.
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There are a few restrictions concerning the allocation of STP funds within a State. Ten
percent of STP funds must be provided to safety programs and an additional ten percent for
"transportation enhancement activities.” In terms of project distribution, 62.5 percent of the
remaining 80 percent of STP funds must be allocated to urbanized areas with populations greater
than 200,000. The remaining 37.5 percent can be allocated to any other areas within the state.

The ISTEA permits states to allocate STP funds for the following intermodal projects:

« Construction, reconstruction, rehabilitation, and improvements to highways and
bridges . . . including any such construction or reconstruction necessary to
accommodate other transportation modes

» Capital costs for transit projects eligible for assistance under the Federal Transit Act
and publicly owned intracity or intercity bus terminals or facilities

« Carpool projects, fringe and corridor parking facilities and programs, and bicycle
transportation and pedestrian walkways

» Transportation management systems including congestion and intermodal
management systems.

The scope of projects allowed under the STP in ISTEA is much broader than the scope allowed
under previous transportation funding statutes. This broadened scope hopefully will serve as a
"carrot” to lure states into pursuing an intermodal transportation network. However, it must be
noted that the STP does not require states to pursue intermodal or multimodal transportation
networks. As a resullt, under the STP, the initiative for planning and constructing innovative
intermodal networks must come from the states themselves.

The Congestion Management and Air Quality Improvement Program (CMAQ) contained in
section 1008 of the ISTEA is another program under the ISTEA that encourages states to
develop intermodal transportation systems, albeit indirectly. CMAQ program funds account for $6
billion of the ISTEA's six year apportionment and, in air quality non-attainment areas, can only be
used for projects which will contribute to the attainment of the air quality standards set forth by the
Clean Air Act. Many intermodal projects, such as the construction of efficient transit terminals, can
result in improved air quality by rémoving polluting, private automobile users from the highways
and easing traffic congestion. These projects would be eligible to receive CMAQ funds.

In addition to the funding brovided by the programs above, Title V of the ISTEA allocates
$3 million in grants to be used to develop model state intermodal transportation plans. These
funds are allocated to individual states at the discretion of the Secretary of Transportation, and
$500,000 is the maximum grant any one state can receive.
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In addition to the funding "carrot,” the ISTEA uses several "sticks" to induce states to
pursue intermodal transportation systemé. Most of these inducements involve requirements for
states to develop transportation planning procedures, management systems, and project
programming systems that are geared towards intermodalism. Most of these requirements are
contained in section 1025 of the ISTEA. This section details 20 factors that must be considered
in the state transportation planning process. The factors that deal directly or indirectly with

developing efficient intermodal transportation are:
- Strategies for incorporating bicycle transportation facilities

« International border crossings and access to ports, airports, intermodal transportation
facilities, and major freight distribution routes

« Connectivity between metropolitan areas within the state and with metropolitan areas
in other states

« Transportation system management and investment strategies designed to make the
most efficient use of existing transportation facilities

. Methods to reduce traffic congestion and to prevent traffic congestion from
developing in.areas where it does not yet occur, including methods that reduce motor
vehicle travel, particularly single-occupant motor vehicle travel

« Methods to expand and enhance transit services and to increase the use of such
services ’

« The effect transportation decisions have on land use and land development,
including the need for consistency between transportation decision-making and the
land-use and development plans

Many of the above factors do not deal directly with intermodal transportation systems, but their
consideration could conceivably contribute to the development of an intermodal network. The
fifth factor, which deals with congestion mitigation, is a good example; intermodal park-and-ride
transit terminals may be included in a transportation plan because the state was required to
consider congestion mitigation methods in the planning process.

In addition to the consideration of these factors, states are required under the ISTEA to
develop both a long range transportation plan and a state transportation improvement program
(STIP). The plan and the TIP must be developed in cooperation with metropolitan planning
organizations, local government agencies, private transportation providers, and the citizenry at
large; these two plans must also be consistent with implementation plans required by the Clean
Air Act and the plans and TIPs developed by metropolitan planning organizations. Hopefully,‘
these state planning requirements will lead states to more fully consider intermodal transportation

networks as solutions to their transportation problems.
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The strongest federal requirement for intermodal transportation development is
contained in section 134 of the ISTEA. This section requires states to develop six transportation
management systems, three of which can apply to intermodal development. These are: (1) a
traffic congestion management system, (2) a public transportation facilities and equipment
management system, and (3) an intermodal facilities and systems management system. The
ISTEA does not specify what the scope of the first two management systems should be, but is
quite specific about intermodal management system requirements:

The management system required under this section for intermodal
transportation facilities and systems shall provide for improvement and integration
of all of a state's transportation systems and shall include methods of achieving
the optimal yield from such systems, methods for increasing productivity in the
state, methods for increasing the use of advanced technologies, and methods to
encourage the use of innovative marketing techniques, such as just-in-time
deliveries.

_If states fail to develop and implement such a management system by 1995, up to ten percent of
their ISTEA apportionment may be withheld. Thus, with this section, the federal government
forces state governments to consider intermodal transportation networks. This regulatory "stick"
serves as a complement to the flexible funding "carrot” and is hopefully sending a strong
message to the states about the importance of intermodal transportation planning.

The CAAA's also have been guidirig states towards intermodal transportation solutions.
The regulatory framework of the Clean Air Act was greatly enhanced by these amendements,
which stated strict and specific air-quality improvement measures that must be implemented by
non-attainment areas. Many of these measures concentrate on reducing vehicle emissions. The
CAAA approach this reduction from the standpoint of reducing total vehicle miles traveled (VMT)
in non-attainment areas. Although intermodal methods of reducing VMT are not explicitly
mentioned, intermodal transit and freight projects definitely could contribute to such reductions.
As a result, intermodal projects should be viewed as a critical portion of the State Implementation
Plans (SIPs) for attaining the National Ambient Air Quality Standards (NAAQS) set forth by Title | of
the CAAA. However, for the CAAA to be an effective intermodal promoter, financial penalties for
non-attainment of the NAAQS must be implemented and enforced. If states are hit in the
pocketbook by the federal government, the development of intermodal projects that reduce VMT
will become important state goals.

Additional federal guidance concerning both the ISTEA and the CAAA has been
forthcoming in the form of Notices of Proposed Rulemaking that appear in The Federal Register .
The first of these, detailing federal requirements for the ISTEA mandated management systems,
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appeared in the June 3, 1992 issue of this government publication. Of key interest are the
proposed requirements for Intermodal Management Systems (IMS). The June 3 document first

defines an intermodal facility as "a transportation hub that interconnects different modes of

transportation,” and an intermodal system as providing "a means for moving people .and goods
using various combinations of modes." The proposed rules also outline the following five IMS
elements:

1. Identification of Intermodal Facilities: including passenger and freight facilities

2. Identification of Efficiency Measures and Performance Standards: including, but not
limited to, travel time, transfer time, and total cost

3. Data Collection and System Monitoring: perpetual inventorying of the condition and
operational characteristics of intermodal facilities

4. System and Facility Performance Evaluation: determination of specific causes for the
efficient or inefficient movement of goods and people in the intermodal transportation
system

5. Strategy and Action Identification and Evaluation: consisting of the identification and
evaluation of future state intermodal opportunities, including the consideration of
advanced technologies and innovative marketing techniques

These five elements are to be incorporated into a statewide IMS that addresses both short and
long range intermodal needs and opportunities. In the end, this IMS should result in:

An inventory of intermodal facilities and systems, incorporation of IMS strategies
and actions into state . . . transportation plans and transportation improvement
programs, and an implementation plan as part of the statewide . . . transportation
plan. ,

A second set of proposed rules, appearing in the March 2, 1993 Federal Register, detail
statewide transportation planning requirements. These proposed rules specify many of the
details concerning statewide planning procedures and scope. However, like the ISTEA itself,
these rules relegate intermodal issues to the background. Generally, intermodal transportation is
mentioned only in broad terms as being one of the factors that must be considered in the
statewide transportation plan. Despite this weakness, important pronouncements on the subject
of inter-agency cooperation are made. The proposed rules state that data collection activities,
intermodal planning, environmental analyses, and financial planning for transportation must be
coordinated with all involved parties including MPOs, private transit providers, and the public.
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EXPLORATION OF METHODS AND CONCEPTS TO MEET NATIONAL MANDATE

Prior to the passage of the ISTEA, the status of multimodal and intermodal transportation
planning, and the need for expanded emphasis in these areas, were already known. A report
prepared for the National Council on Public Works Improvement in 1987 examined the
relationship between ihtermodal tfansportation and public works programs. This report defined
intermodal transportation as the movement of goods and/or persons by two or more modes of
transportation between specific drigins and destinations. Public investment was found to be
predicated on two objectives: stimulating economic growth and development and improving the
United States' competitiveness in world trade. Almost every freight or passenger movement
involves some form of interruption due to a change of mode. For intermodal transportation to
work efficiently, the report found that the cost of modal transfers must be reduced through
integrated and coordinated'infrastructure, integrated and standardized facilities and equipment,
coordinated communication, coordinated management and administration, coordinated
paperwork (documentation), and clarity of liability responsibility. A "mismatch" of any of these
intermodal requirements would lead to increased cost of transportation.

A 1989 study by the Lyndon B. Johnson School of Public Affairs was performed to
provide a comprehensive overview of state efforts to use multimodal and intermodal
transportation plans, programs, and projects to promote economic development or to respond to
corﬁpetitive market considerations. As an economic growth and development mechanism, state
transportation and economic deveiopment officials typically created incentive programs designed
to attract and retain business. 'These programs financed infrastructure improvements or additions
to a capacity which benefited local companies and communities. Few officially designated
intermodal programs exist. In many states freight transportation was found to be almost entirely
the realm of the private sector and, as such, considered private sector domain. Multimodal
planning of freight movement primarily concentrated on port facilities. States declaring that their
transportation plans are multimodal, actually were producing unimodal plans that operated

.independently under the statewide master plan. Some state transportation trust funds used

flexible funding mechanisms (Maryland). For an intermodal project to occur, sufficient funding or

. at least a stable financial situation was required. No consistency was found as far as local county,

or state involvement in the process beyond federally mandated requirements, nor did MPO and
local community involvement appear to significantly affect states' actions.

In July of 1992, following the ISTEA's passage, the Transportation Research Board
convened a conference on Transportation Planning, Programming and Finance in Seattle,
Washin‘gton. The conference was held in conjunction with meetings of the National Association
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of Regional Councils (NARC) and the American Association of State Highway and Transportation
Officials (AASHTO). The goal of the conference was fourfold: to review emerging environmental
issues affecting planning and programming decisions, to assess current and new approaches to
programming and planning including technicai and institutional aspects, to determine steps to
address these issues, and to develop a research and action agenda. During the conference four
issue papers were presented in the areas of planning, ‘programming, finance, and institutional
issues dealing with the impediments to creating a truly multimodal process.

From the transportation planning perspective the terms multimodal and intermodal were

defined in the issues paper on planning presented by Meyer:

Multimodal planning is a process of:
1. defining a transportation problem in a generic way (that is, in a non-mode-specific
_manner); .
2. identifying more than one modal option to solve this problem; and
3. evaluating these modal options in a manner that provides for an unbiased estimation
of each mode's contribution, either individually or in combination, to solving the
problem.

Intermodal planning is a process of:
1. identifying the key interactions between one or more modes of transportation where
affecting the performance or use of one mode will affect another;
2. defining strategies for improving the effectiveness of these modal interactions; and
3. evaluating the effectiveness of these strategies from the perspective of enhancing
overall performance of the system affected by intermodal connections.

In this context multimodal is viewed from the large, transportation systems planning perspective,
while intermodal reférs to the study of modal interactions as they affect performance effectiveness
of the system. A '

In addition to providing the definitions of multimodal and intermodal planning, Meyer's
paper discussed the shift in transportation planning towards multimodalism. Past barriers to
multimodal planning were due primarily to institutional and financial issues. These included limits
and incentives to local decisionmaking regarding federal aid projects using formula-based or
categorical funding, traditional modal orientation due to an agency's mandate which is reinforced
in daily operation, and the restriction of revenues to either highway or transit purposes. The new,
changing environment for the development of transportation aiternatives, independent of modal
prerequisite, is part of the context of the ISTEA. Two examples of good multimodal planning were
cited: the Maryland Commuter Assistance Study, and the 1-15 Corridor Analysis in Salit Lake City.
In conclusion, the author commented on the elements of a true multimodal planning process
which would include policy goals and objectives, problem definition, criteria, analysis and
evaluation tools, public involvement, a defined relationship between agencies performing

multimodal planning, and other institutional issues.
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In spite of the optimism expressed by Meyer, AASHTO has found, in general, multimodal
planning is virtually non-existent within state DOTs. The agencies are not well organized for
multimodal planning, staff training in multimodal concepts is insufficient, and databases are
unequal and generally inadequate. Identification and involvement of customers is a problem. In
spite of the ISTEA, categorical funding barriers still remain, especially at the state level.

Financial planning elements are required under the ISTEA at both the state and
metropolitan level. A strategic fiscal planning process will be necessary to balance congestion
relief, air quélity and financial feasibility by considering conformity and concurrency. Capital,
operating, and maintenance expenditures must be evaluated in terms of a life-cycle cost basis.
Cash flow management and risk/uncertainty analysis are some of important tools that should be
examined as methods to assure realistic financing transportation investments. In addition, public-
private partnerships and other new funding sources, including impact fees and tolls, must be
placed on the table to fund transportation infrastructure. A transition must be established
between the existing process and a new process that meshes with changes to occur in the
transportation planning and programming environments.

To take advantage of the new opportunities presented by the ISTEA, public agencies
must work toward fulfiliment of the following public finance objectives:

establish a new transparent and flexible planning and resource allocation process
improve the recognition of real cost and short falls

given increased attention to new resources, pricing and benefit assessment
increase the pressure for funding stability to meet program commitments

invite new players to cooperatively participate

establish a strategic perspective within life-cycle asset management

The result will be a funding process credible to state and political leaders which contains elements
of realism and accountabiiity. This new process will lead to a change from a wish list mentality
toward an investment strategy based on policy goals and objectives of the transportation plans.

The issue paper on transportation programming presented by Neumann began with a
review of objectives and methbds of this process. Then, the directions toward which
programming practice must turn to function effectively in today's environment were identified.
Expanded attention is necessary for demand management strategies, multimodal solutions,
operational improvements, maintenance and preservation of existing, and land use planning in
the programming process. Integrated planning and programming which considers these
requirements is used infrequently in practice by public agencies.

Changes in the structure of the overall programming process and the supporting data and
technical analysis are necessary. Individual projects should be funded cost-effectively, and
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resources must be designated in an effective way to address policy objectives. To facilitate trade-
offs in the programming process, enginéers and planners will be required to reach consensus
decisions. The ability to inform technical and policy decision makers by indicating alternatives and
explaining the cost/benefit trade-offs among the alternatives is as important as the end results of
the process. Project coordination and resource scheduling are efficiencies that should be built
into a programming process and will aid effective project delivery. Neumann proposes a new,

more productive framework for the programming process.

» Explicit linkage with policy objectives and system planning to ensure the program is
responsive to the full range of policy objectives

« A simplified overall program structure that can facilitate relating policy objectives to
program categories (maintenance, preservation, improvement) and make it easier to
integrate management systems into the programming process

* Use of bridge, pavement, and transit facility management systems to guide the
maintenance and preservation program needs analysis, target funding analysis (i.e.,
trade-offs of different funding levels and facility conditions), project identification and
evaluation, and program evaluation

+ Use of a broad range of transportation criteria together with congestion, safety and
intermodal management systems to guide development and evaluation of service
improvement programs

< Explicit program evaluation and trade-off analysis examining the implications of alternative
program funding levels

» Program and system performance monitoring to establish better accountability for
program decisions and to provide feedback to policy makers and an ongoing long-range
process. '

/

However, this framework faces dangers. evolving from the new decisionmaking atmosphere
resulting from the ISTEA. The environment, economic growth, and mobility are feeding a wide
ranging and often times conflicting set of policy goals. The new funding flexibility provided under
the ISTEA removes one of barriers when considering a range of program choices. Multi-
jurisdictional and multimodal coordination will have increasing significance in the future.

The proposed framework can address these issues in a number of ways. The linkage
between government and planning needs-to be strengthened, though in a manner which
improves communication and simpiifies the process to understandable levels for citizens and
legislatures. The technical tools and procedures necessary to establish credibility between
engineers, planners, and policymakers must be developed and used. A wide range of program
alternatives and trade-offs including multimodal choices must be explicitly considered in the
process, as well as extending the needs assessment criteria to include an expanded sét of policy
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goals. Accountability for program decisions can be improved by creating a program and system
performance monitoring structure as an integral part of the process. Unfortunately, the financial
reality at state, regional, and local government levels has heightened importance because of
" current fiscal constraints. Political reality requires collaborative effort among agencies and from
both the public and private sector.

Institutional questions and intergovernmental relations issues of the ISTEA were
addressed by McDowell and Edner. The ISTEA could cause state DOTs to reformulate their
planning processes, reaching beyond their own resources within state government, and
dramatically reform the relationship between MPOs and state DOTs. Institutional issues are
structured around the current system — it is not a clean slate. The changes rest not only with
technical issues. Explicit involvement of governors, legislatures, local politicians and
governments, transportation agencies, the public, and other government agencies is necessary.
Only a small number of states meet the requirements for statewide transportation planning
considering energy conservation, land use and development policy, environmental protection
and all modes of transportation. Transportation is becoming, more often, a means toward larger
state objectives. State and metropolitan transportation planning put the state DOT in partnership
with programs for spurring economic competitiveness and growth, protecting the environment,
conserving energy, managing growth and organizing local government.

The state planning process is modeled after the MPO conceptually. The required
content of state and MPO plans is explicit; the process of integration of those plans is not. The
state must address the content of MPO plans within its planning effort, but the nature and content
of integration is ambiguous. The operational meanings of coordination, consultation, and
cooperation remain open until federal rulemaking make them clear. State officials become
members of MPO policy boards under the ISTEA. The state develops long-range transportation
plans for all areas of the state and only needs to consider coordination with the MPOs

transportation plans. This opens the door for possible difficulties and inconsistencies in the -

transportation planning process. Planning at the rural and small urban area level is of concern as
well as the capacity for planning analysis at the state and regional levels. New decision making
capability at the state and regional levels should be built to avoiding gridlock in the process.
- Clearly defined roles are needed for those who set policy and those who impact or affect policy. In
addition, many new partnerships déveloped in the spirit of cooperation and with common goals
will be useful to the process. '

The conference summarized its findings by recognizing that many of the observations,
concerns, issues and suggestions have existed for many years; now new challenges are added to
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the preexisting ones. Four primary issues are at the root of the discussion. First is performance
based planning which is related to the management systems specified in the ISTEA. A strong
trend toward this methodology already exists in the comprehensive planning profession.
Secondly, the CAAA and the ISTEA require the ad hoc working relationships with the business
community, citizens, and environmental groups, which have occurred for many years, to be
institutionalized as "partnerships.” This formal participation could be good, bad or indifferent
depending on an agency's location and particular situation. In the past, the requirements of
shippers and freight carriers have been neglected, and transit options will need to be considered
more thoroughly. The scope of planning must be expanded to include many aspects not
traditionally considered, specifically externalities (a current example is air quality). Statewide plans
related closely to the institutional issues surrounding metropolitan areas. Transportation finance
is an area where political, institutional, and technical issues abound. The flexibility possible under
the ISTEA is a great opportunity, but must be viewed as a double edged sword since it can cut
both ways. The closing phrase for the financial setting was "flexibility, yet competitive.”

STATUS OF MULTIMODAL AND INTERMODAL PLANNING IN STATE DOTs

Since the passage of the ISTEA in the fall of 1991 various states have been developing
new strategic plans and working toward preparation of statewide transportation plans to fulfill the
multimodal aspects of the Act. Some states had a head start on their work due to the particular
nature of those state's transportation system environments. This section examines the status of
plans and processes formulated to meet the multimodal planning requirements at the state level.
A cross section of state departments of transportation were asked for documentation or draft
documents of each agency's current efforts to meet the multimodal planning requirements of
ISTEA. This request included material on coordination of efforts with metropolitan areas and the
methods to be used to transition from the existing planning process to a new one meeting the
ISTEA requirements. Any changes in organizational structure or culture of an agency necessary
to meet the new goals were noted.

Florida

The current State Transpértation Improvement Program (STIP) is based on the Florida
Department of Transportation (FDOT) Adopted Work Program and MPO Transportation
Improvement Program (TIP) projects and is consistent with the State Long Range Plan. STIP
projects for non-attainment areas are consistent with projects contained in the State
Implementation Plan for air quality. STIP projects or project phases reflect the ISTEA priorities and
must have funding available for each project or project phase. Projects for areas under 50,000
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population are selected by FDOT in cooperation with local governments except NHS, bridge and
Interstate maintenance projects.

The Long Range Component (LRC) of the 1993 Florida Transportation Plan recognizes
that it is based on MPO adopted long-range transportation plans and FDOT plans following state
and federal policies and procedures used since the mid 1980s. Emphasis in the current
document is placed on the future LRCs which will respond to significant changes in state and
federal policy, and uses this document to establish future policy direction. New state policies to
supplement and expand recent policy changes will be proposed in the development of the LRC
to create a comprehensive policy framework. If organizational structure needs to be changed to
do this, it will be evaluated once this analysis is complete. Part of FDOT policy will be the
designation of a major corridor system to emphasize statewide mobility, using the most efficient
and effective choice of modes and their interconnections to enhance mobility.

The role of current the LRC (1993) is to establish a policy framework to provide direction
for future transportation policy development. it will create an invéentory of the total transportation
system and evaluate specific changes necessary to accommodate the intermodal/ multimodal
planning that exceeds existing work already being done. The goal is to establish a comparison
benchmark. This inventory will serve as the information base for the periodic transportation needs
assessment summary mandated by Florida law to update changes since the 1991 Needs
Assessment. LRC policies will provide the basis for Ten-Year Program Guides. The LRC will direct
the updates of the statewide modal plans which are integral parts of the long range element of the
Florida Transportation Plan and provide guidance to updates of local and MPO plans. Future
LRCs are to build on these results, conclusions, and policy changes in the initial LRC.

The 1994 LRC is to have targeted activities oriented towards developing an
understanding of what transportation facilities and services are contained in current adopted long
range plans and the needs they represent. It will provide direction to FDOT and guidance to other
partners regarding implementation of recent changes in policy direction, including the CAAA, the
ISTEA and major department policies that directly affect the mix of facilities and services to be
provided by the state. The 1995 LRC will include a more comprehensive examination of policies
and policy alternatives than the 1994 LRC. |t will set long range goals and 'policies for
transportation in Florida and will be the Statewide Multimodal Transportation Plan required by the
ISTEA. The LRC for 1997 will be the first to reflect the complete incorporation of ISTEA mandates
in the partners' plans, particularly the MPOs. In addition, it may propose changes in federal policy
to influence the next federal surface transportation act. After 1997 LRC is adopted, it may be
necessary to prepare interim updates on targeted issues. Subsequently, every three to five years
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FDOT will prepare a comprehensive LRC update to include changes in policy direction and
extend the LRC planning horizon.'

lllinois

Development of the statewide transportation plan is already underway by the lllinois
Department of Transportation (IDOT). Philosophically, it is a policy plan, though federally
proposed rule making hints against that emphasis. IDOT management will submit comments to
the proposed rule making. Available information on the state transportation system will be
documented in advance of public hearings: system issues, problems (i.e., air quality),
technology, resources, and a strategic inventory. Public forums, not hearings, will be held from
April through the end of summer. The goal is discussion to gather public comments, not
adversarial conflict. The draft plan is to be released in the fall, followed by a comment period
through January.

According to Keith Sherman, Chief of Transportation Planning, the IDOT Office of
Planning and Programming is divided into statewide (primarily highway) and urban program
planning (transit, MPOs, and airports). Also, there is a separate Bureau of Railroads. There exist
structural divisions; however, the entire organization is small enough that cross division
communication is frequent and open. Therefore, in terms of multimodal planning, the process
works. IDOT does the planning required in the ISTEA at the 90% level; though the terminology is
not the same, it is functionally the same. Private parties, the railroads, the trucking industry, and
shippers, will be included in meetings more often.

The intermodal management system is viewed as a forum for discussion of freight and
passenger issues at regular meetings. This provides cross-modal communication and check
systems for plans, in addition to a system inventory. On the passenger side, current planning is
not done in isolation. For example, in the third airport study for Chicago, landside access and
connections is one of the primary considerations. IDOT is concerned with freight center site
development and providing meaningful input early in the development process. As an example,
the Burlington Northern TOFC ramp in Galesburg, lllinois, developed in conjunction with IDOT,
included a bridge replacement and access improvements.

The agency is vefy concerned with the federal government being realistic about the
relation between government and industry, especially in freight transportation. Who is to judge
efficiency? The IDOT view is that government agencies do not work to coordinate the effects of
private freight transportation development on the system surrounding a site. Their goal is to
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facilitate improved efficiencies for freight movement by improving public facilities in conjunction
with private initiatives. This will help improve the operational efficiehcy of private parties as well as
the system.

lowa

In the lowa Department of Transportation all modal plans are developed by the same
group of people, and by virtue of the common staff, are all consistent with each other. The
agency is’presently organized along modal lines and no changes are anticipated to the existing
planning process nor the organizational structure.

Maryland

Bajpai, et al, present the overall approach used in the Maryland Statewide Commuter
Assistance Study. The study was undertaken to determine how best to improve the daily
commuter's trip to work on that state's 24 most heavily congested corridors. Other major
objectives of this study included: educating the public to the applicability of various transportation
improvements to meet different types of transportation needs and conditions; creating multimodal
options for short-, medium-, and long-terms; and establishing an ongoing statewide transportation
planning process which can be updated as new information becomes available. The process
established an analytical and institutional framework to evaluate, define alternatives, forecast travel
demand, and estimate the capital, operations and maintenance costs. This framework yielded
transportation improvement recommendations responsive to the needs of the Commuters and
the environmental goals of the state. Analytical criteria were established for measures of the
problem, the possible solutions, practicality, and cost. A full range of transportation options,
including mixed mode solutions within a corridor, were examined by the joint Maryland
DOT/consultant team using matrix evaluation for the different measures.

Transportation facilitieé and programs in the Maryland Department of Transportation are
separated into the following divisions: the State Highway Administration, the Mass Transit
Administration (Baltimore area, commuter rail, freight, and statewide grants), Washington
Metropolitan Area Transit Grants (Washington Suburban Transit grants), Maryland Port
Administration, Maryland Aviation Administration (Baltimore-Washington International Airport, and
other aviation facilities and programs) and the Motor Vehicle Administration. The Maryland
Transportation Plan (MTP) identifies the objectives of the department and its modal
administrations, discusses accomplishments, current activities and future plans, and highlights
issues that require attention. The Consolidated Transportation Program is developed within the
framework of the MTP and is consistent with it. The program element is updated annually by the
department and contains cost estiymates for operating, constructing, and improving transportation
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facilities during the current year, the budget request year and the succeeding four-year period. It
is developed in accordance with the current projection of six-yeaf financial resources.

A conversation with Paul Wiedefeld, Director of the Office of Syste'ms Planning and
Evaluation of Maryland DOT, elucidated the effect of the ISTEA on Maryland. Ninety percent of
Maryland's population lives within its MSAs. Maryland DOT is on all the MPO Policy Boards.
Maryland DOT has close relations with local elected officials and works with local governments as
well as MPOs before presenting transportation plans and programs to the General Assembly. The
statewide transportation plan, the MTP, will build on Maryland Commuter Assistance Study
methodology. There are no changes anticipated in the organizational structure to develop
multimodal planning. They do not have true multimodal planning, yet, but they are moving in that
direction. There is an open communication structure >throughout the organization. Modal
administrators (the senior staff and Wiedefeld's office) are in charge of the state plan. They meet
weekly to monitor progress, by different modes, towards reaching the goals of the department
policy, which was developed jointly. The systems planning organization is approximately 20
people plus each modal administration has a planning staff.

A key element of Maryland's transportation policy is the use of a generic fund to allocate
money to transportation system investments. All transportation investments are funded out of the
Transportation Trust Fund which was established in 1971. Moneys are distributed based on
need. The fund is credited with taxes, fees, charges, bond proceeds, federal grants for
transportation purposes, and other receipts of the department. All expenditures of the
department are made from the fund. Unexpended funds remain in the fund at the end of the
fiscal year. It is limited by required federal matching participation levels and it is not allocated by
region. As an example, in 1988 the Baltimore LRT line was designated to receive $250 million
from the transportation fund. This project used only state funds instead of trying to transfer
interstate moneys. Between 1991 and January 1, 1993 the Maryland General Assembly
transferred $74 million from the Transportation Fund to the General Fund of the state and $13.2
million from the driver's education account in the Transportation Fund to General Fund.

Minnesota

A paper by Gildemeister and Tanzer, written from the state DOT perspective for the 1991
Transportation Research Board Annual Meeting, notes that the lack of infrastructure investment in
the U. S. is linked to the slowdown in economic activity in the nation. Three results of the
deficiencies created by low transportation investment are cited: high transportation costs, urban
congestion, and ineffective rural access. The effectiveness of Minnesota Department of

Transportation's (MnDOT) multimodal planning is due to:
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1. the agency organizational structure and mission statement, which strongly encourage
multimodal planning and intermodal coordination

2. the agency philosophy promotes a "family of vehicles” concept that is subdivided into
‘two groups: those that move people and those that move commodities

3. public and private support exists for multi-modal transportation solutions
funding sources are available for multi-modal transportation programs

5. private sector initiatives have emerged to identify and promote opportunities

The last statewide plan was completed in 1978. |t has provided basic framework for
transportation planning in Minnesota, mainly in individual modal programs. Since then, multimodal
and intermodal planning activities are receiving a stronger emphasis at the state level. In addition,
separate modal plans and transportation district plans are being developed. As a result, there is a
top down and bottom up orientation to the statewide plan. MnDOT has hired a consultant to focus
the vision and goals of the statewide plan. So far, two focus groups have been held and key stake
holders interviewed to identify critical plan development issues, to discuss relationships between
various transportation planning activities, and to outline optimal purposes and dimensions of the
plan. A statewide GIS is viewed as a key tool to implement the management systems and state
planning requirements of the ISTEA

An outside consultant was hired to create a strategic management process outlining
preferred futures of the transportation system using input from state agencies, cities, citizens, and
other interested stakeholders. The result was the 1992 Strategic Management Process. The
manner in which two key issues are addressed in this document is important:

ISSUE IV: Intermodal

Issue Statement: Inefficiencies result from limited access to an integrated muitimodal
transportation system for moving Minnesota's people and goods.

Strategic Direction: Minne-sota will build partnerships to develop an integrated multimodal
transportation system which provides for the efficient movement of goods and people.

Perspectives on Direction: Minnesotans are currently committed to moving people by
automobile. We have a heavily weighted infrastructure that allows trucks to move most
commodities. MnDOT's organization reflects its long standing highway tradition;
consequently, it is not a principal player in major transportation decisions and has little or
no influence over the private modes. Transportation decisions are unduly influenced by
a) funding sources, b) dedication of road user taxes, ¢) categorical restrictions of federal
aids, d) the inability of certain modes to successfully compete for General Fund dollars,
and e) the lack of infrastructure investment by the private modes. Modal systems
essentially function independently from each other. No relationship exists between land
use and transportation.
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ISSUE Vili: Planning

Issue Statement: There is a lack of unified planning among government agencies and the
private sector resulting in non-integrated transponatlon socio-cultural, environmental and
economic planning. ;

Strategic Direction: MnDOT takes the lead by establishing an integrated transportation
planning framework. This: framework includes different disciplines and levels of
government and diverse members of the private sector.

Perspectives on Direction: A joint effort by state, regional, and local governments and the
private sector is required to develop a statewide transportation system. Presently, each
jurisdiction and the private sector play a role defined largely by tradition, federal funding
requirements and legislative mandates. Future planning and development will become
even more complex, with fiscal and environmental limitations calling for new approaches
to meeting access needs.

The two issues and MnDOT's response to them is an example at the state level of reaching to
meet the intent of the ISTEA. The response also takes on a realistic tone regarding the existing
demands for participatioh in transportation decisions. MnDOT recognizes the necessity of public
private partnerships if they are to create a completely multimodai agency. MnDOT wants to
become a key player in transportation and broader development issues, and they actively
promote an integrated multimodal system by providing better choices for the greater good.
Integrated muitimodal, multi-jurisdictional, and multi-disciplinary planning is found to meet the
common needs of transportation system users.

In the longer term view, MNnDOT has taken a total quality management approach using
customer focus so internal and external customers have good information and meaningful
participation in the planning process. The agency is examining the creation of knowledge, part of
which is state-of-the art techniques for analysis. Lastly, they are reaching for the investment
flexibility goal of the ISTEA through the identification of statutory, legal, and regulatory barriers to
funding flexibility of the Act, and methods to overcome them. These elements of the department
management process are extremely important in that they recognize the importance of
multimodalism and the involvement of representatives of all modes and that the existing system is
inadequate.

New Mexico

New Mexico's statewide multimodal planning process was summarized"by Albright at the
1992 Transportation Research Board Annual Meeting. Their approach consisted of three pﬁmary
steps: identify current theory and practice; develop a statewide multimodal team; and start a
phased program to improve theory and practice. The project was defined as:
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"the multimodal transportation modeling process should project all travel of people and
goods involving New Mexico at a specified point in time in order that wise decisions can
be made regarding the design of and the expenditure of public funds on safe,
environmentally sound transportation facilities.”
Albright concluded that, at a minimum, the public is served by the integration of planning data
among modes. New Mexico has initiated a research process with the potential to improve
transportation forecasts and, if successful, this process may help address primary transportation
issues.

New York
To determine the status of efforts in New York state, Bill Lee, Director of the Statewide

Plan for the New York State Department of Transportation was contacted. NY DOT has selected a
policy theme approach, using twelve themes, for its new statewide transportation plan. The
payoff to the state i.s thought to be better with this approach. The three previous state plans were
balanced and comprehensive, the. most recent in 1987. NY DOT wants to develop a state plan
and has already created working groups within the department. Staff have met internally with all
people to let them know about the ISTEA and how its requirements affect the agency. NY DOT
will be working with other state agencies including: Economic Development, Planning,
Environment, Agriculture, and Rural Affairs. They will meet staff from the Thruway Port Authority
of NY/NJ, New York City, MTA, and others. Department energy has been focused on the STIP
during the last six months with long-range planning on a temporary hold.

MPOs in the state range from New York City through mid-size ones (200,000 pop.) such
as Buffalo and Binghamton to small MPOs (50,000 - 100,000 pop.) such as lthaca. The agency
will examine issues and commonalties of the MPOs, then address them on a statewide basis. The
goal is to build on what their doing not just to incorporate it into the statewide plan. NY DOT has
met with them and briefed them on the approach the department will use; it was met with a
favorable response. Most MPOs are concerned with long-range plans and will struggle to meet
the September 1, 1993 deadline. The MPOs have acute needs in long-range planning and want
to find a means of legislative force for their plans.

A multipronged outreach effort for participation in the statewide planning process will be
focused on educating the public as to what is germane to statewide planning. NY DOT will work
with state universities to provide topic area seminars for selected stakeholders groups. Prior to
these sessions issue papers will be distributed. In addition, less structured sessions will be
conducted for the general public which will include teleconferencing to rural areas.
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North Carolina

North Carolina Department of Transportation prepares a seven year transportation
improvement program that is revised every year. In the introductory material for the 1993 STIP,
the linkage between transportation, jobs and economic growth is noted as well as the broader
implications of the ISTEA. Safety, environmental issues, and a shortfall in state highway funding
are explained as top priorities of the NC DOT. The STIP is mostly oriented toward highways,
though public transportation and rail projects are incorporated into the document. NC DOT is
pushing to release a new document. As a result of the November 1992 elections that changed
state administrations, a new Secretary of Transportation and a new Board of Transportation were
appointed. The department has been slow to change priorities and policy direction, in part, due to
the bipartisan nature of many projects and the need to complete an intrastate highway system.
This may change with new state administration.

Ohio
In November 1992, the state of Ohio released for public comment a draft of their Access

Ohio statewide transportation plan. Work on the plan has been divided into two phases, a macro-
plan element and a micro-plan element. The work in 1992 focused on the macro-plan which
provides, "a comprehensive, statewide look at multi-modal networks, including how they function
together in intermodal facilities and hubs, and how they interact to promote a more efficient and
effective movement of people and goods." This portion contains the preliminary goals, policy
statements and inititatives which structure the entire plan. The first phase designates the state's
highway and rail corridors, airport and water port hubs and transit clusters. The second phase
analyzes and defines regional and local transportation access links to macro-level corridors and
any other issues which w°uld impede the execution of the macro-level plan.

A prioritized statewide transportation system provides the basis for the action plan under
the context of the macro-plan as a framework for future decisionmaking. The process is based on
criteria which serve to define corridors where a strong emphasis has been placed, creating the
criteria and applying them in a defensible and replicable manner. The criteria are not all of equal
importance to transportation system objectives or economic development activity. Table 3.1 lists
the five evaluative criteria found to be significant by Ohio to transportation infrastructure and
economic development. The weighting method selected to account for relative importance is

also shown.
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Table 3.1: Access Ohio Corridor Identification Criteria

riteri riteri iteri Weight
1 Average Traffic 25%
A Commercial Truck Traffic (Daily) (20%)

B Class Vil Rail Freight (Yearly) (5%)
Population 20%

Economic Acitivity 30%

A Number of Manufacturing Establishements (10%)

B Manufactuting Employment Density (10%)

C Number of Manufacturing Employees : (10%)
Trade/Intermodal Centers . 15%

5 Natural Resources/Agriculture 10%
A Natural Resource Centers (5%)

B Agribusiness Centers (5%)

SOURCE: Access Ohio Draft Plan, Ohio Department of Transportation, Nov. 1992, p. 10

Passenger travel is not explicitly included in the corridor identification criteria; the population and
economic activity criteria were determined to include this element. Parameters for each criteria
were defined and numerically ranked on a scale from 1 to 5, then corridors and hubs in the state
were scored.

Five strategic policy goals for the state of Ohio were defined: systems preservation and
management, economic development and quality of life, cooperative planning process and
transportation efficiency, transportation safety and convenience, and funding. The plan is
targeted to promote meaningful governemental cooperation and coordination to achieve these
policy goals. The subsidiary policy statements are sufficinetly broad to encompass all transport
modes. The initiatives to support the policy statements are specific to each mode though no
individual mode is left out.

Oregon

The Policy Element of the Oregon Transportation Plan defines its purpose to develop é
safe convenient and efficient transportation system which promotes economic prosperity and
livability for all Oregonians. The Policy Element expands this purpose to four goals consistent
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with the Oregon Benchmarks and the requirements of Land Conservation and Development

Commission Goal 12: Transportation.

Goal 1 - System Characteristics: To enhance Oregon's comparative economic advantage and
quality of life by the provision of a transportation system with the following characteristics:
balance, efficiency, accessibility, environmental responsibility, connectivity among places,
connectivity among modes and carriers, safety, and financial stability.

Goal 2 - Livability: To develop a multimodal transportation system that provides access to the
entire state, supports acknowledged comprehensive land use plans, is sensitive to regional
differences, and supports livability in urban and rural areas. Transportation facilities and
services should support the development of compact urban areas.

Goal 3 - Economic Development: To promote the expansion and diversity of Oregon's
economy through the efficient and effective movement of goods, service and passengers in
a safe, energy efficient, and environmentally sound manner. One mode must be connected
with others through intermodal hubs which allow goods to move from truck to rail to ship or
plane.

Goal 4 - Implementation: To implement this plan by creating a stable, but flexible financing
system by using good management practices, by supporting transportation research and
technology, and by working cooperatively with regional and local governments, the private
sector and citizens.:

Three alternative plans were examined prior to deciding on the preferred option. The
nature of the assumptions noted in the plan are interesting in comparison to other states. Plan
implementation is dependent on close coordination between land use policy and transportation
planning. The plan makes two fundamental assumptions with respect to land use policy.

1. Regiohal and local governments will continue to contain development within
established urban growth boundaries. Should these boundaries not hold, the
resulting low density developments would not be effectively served by transit, and
additional highway investment would be needed to serve these areas.

2. Urban areas will use' compact and mixed use development patterns to enhance
livability and preserve open space. These patterns will support public transportation
service and other alternatives to the automobile.

The transportation system will achieve the transportation-related economic and livability
standards of the Oregon Benchmarks. State, regional and local governments will cooperate to
achieve the vehicle miles traveled reduction standards of the LCDC Transportation Rule. In rural
areas personal transport'ation will continue to be the only alternative available for most purposes.
Telecommunications will be developed so that it provides a significant alternative to making
transportation trips. The price for transportation services can include a wider variety of costs
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leading to expanded alternatives io the single occupant vehicle. Most transportation services,
other than public transit, will be provided by the private sector.

One of the basic concepts in the Oregon plan is that managing the transportation system
may be just as important as constructing and operating it. Developing a rational pricing strategy for
transport services, including the use of the highway system to be developed, will encourage
travel and land use patterns which are in line with the livability goals.

Pennsylvania

A discussion with Ran Marshall, the Section Manager for Strategic Planning and
Legislative Issues at the Pennsylvania Department of Transportation provided some insight to the
status of their statewide process. PennDOT provided comments on the proposed federal
rulemaking and is working to assess the tasks necessary to meet the mandates. In addition,
PennDOT began a baseline inventory of the state transportation system. Management systems
are in place. _

In metropolitan areas PennDOT is working in close coordination with TMA and MPOs in
response to mandated standards, though the system needs to be coordinated with TMAs in more
detail. Intermodal facilities at water and air terminals are integrated into the planning process from
the project start. Incident management programs were started in Philadelphia and Pittsburgh,
looking to progress toward continuous monitoring of nohrecurring congestion. The approach
which is already under way, is go to a higher degree of resolution in congestion/incident
management system efforts. Progress reports reviewed by theSecretary of PennDOT and the
opportunities/requirements of the ISTEA are. updated monthly by staff. This report includes
information on the legal mandate: section, provisions, deadlines, and federal register guidance;
Penn DOT offices are involved in response and conclude with progress toward goals.

Wisconsin

Wisconsin Department of Transportation {(WisDOT) places ISTEA in the context of a
process and a plan regarding transportation as an integrated system, not as separate modal plans.
WisDOT statewide multimodal transportation planning process contains three interrelated
elements: a strategic/policy plan, an intercity multimodal plan, and metropolitan multimodal plan.
The strategic/policy plan purpose is to examine broad issues, identify public concerns, scan past
trends and consider future trends, and postulate transportation implications. This will help to
guide department actions and could lead to major changes in direction. Strategic issues facing
WisDOT include financing, economic development, intercity freight transportation, the
environment, urban mobility (land use, demand management, and transit), and intercity
passenger service. In addition, this element of the statewide plan addresses ISTEA requirements
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which focus on federal, state, and local energy goals; social, economic, energy and environmental
impacts; efficient use of existing facilities; reduction of single occupant vehicle travel and
enhanced transit; transportation/land use consistency; and innovative financing of transportation.

The statewide intercity multimodal plan element is the result of a multi-step interactive
process. A strategic analysis of market and technology trends, state of the art practice,
environmental issues, and state, national, and international trends are important to the
development of goals and objectives for this element and the creation of different multimodal
system scenarios. Goals and objectives relate to efficiency, equity, environment, economic
development, mobility, and energy implications of the statewide system. System scenarios are
developed from descriptions of the existing passenger and freight systems and their forecasts
from socio-economic data within the context of the goals and objectives and the strategic analysis.
This leads directly to an multimodal interaction analysis of passenger and freight system scenarios
based on preference surveys and demand models which yield a preferred alternative for each
system. This results in the recommended intercity multimodal system scenario from which the
statewide modal system plans are built. The statewide modal system plans examine by mode level
of service, long-term needs (year 2020), system level cost/benefit analysis, and intermodal
connectivity issues. - Multimodal corridor plans, limited to high density corridors, are also
developed from the recommended scenario. These provide more specificity in passenger
modeling and freight analysis, detailed intermodal connectivity/terminal analysis, detailed capital,
operation and maintenance cost data, and public/private sector cost contributions. The statewide
modal system plans and the multimodal corridor plans are combined to form the state intercity
multimodal transportation element. ,

The metropolitan multimodal plan element is viewed by WisDOT as a "new partnership"
between MPOs and WisDOT. WisDOT expects to provide the statewide framework, planning
criteria and standards, and technical assistance, and actively participate in MPO committees.
Conversely MPOs are to provide land use plans, multimodal transportation plans and to be actively
involved in WisDOT committees. WisDOT will provide guidance to the MPOs on alternative land
use scenarios, alternative transportation responses, bicycle planning, pedestrian planning
concepts, transit system planning, highway level of service, intermodal/multimodal integration,
and system level environmental evaluation.

Metropolitan planning components follow the common process of formulating a strategic
plan, data collection, forecasting, alternatives development and analysis, plan selection and finally
implementation. MPO plans are to be developed in cooperation with the state and transit
operators in an atmosphere of interdependence. Statewide long range plans are to be
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coordinated and reconciled with MPO plans, and be developed in cooperation with the MPOs.
Plans and programs should be integrated decisions systems. As a result of state approval of the
TIPs, WisDOT influences MPO plans, and in turn MPOs have a special voice in state plans.

CURRENT TEXAS INTERMODAL AND MULTIMODAL POLICIES

With the review of the cutting edge state intermodal and multimodal transportation
projects in place, attention must now be turned to Texas. What is the current state of
intermodalism in Texas and what is being done to meet the intermodal mandates contained in the
ISTEA? To answer these questions three areas must be examined: (1) Texas' own legislative
mandates, (2) current organizational structures and policy making apparatuses that support
intermodalism and multimodalism, (3) the views of Texas officials résponsible for implementing
intermodal and multimodal transportation systems.

House Bill 9 (H.B. 9) is Texas' own statewide intermodal mandate. This Bill, was passed
into law during the 72nd Texas Legislative Session. H.B. 9 , like the ISTEA, focuses primarily on
intermodal and multimodal passenger transportation. More specifically, the Bill charges the Texas
Department of Transportation (TxDOT) with the task of developing a statewide multimodal pian.
Pursuant to this goal, TxDOT established the Texas Muitimodal Planning Team (MMPT) which is
described later in this section. '

As can be seen, the legislation is a relatively weak mandate compared to the ISTEA.
However, House Bill 9 does show that the Texas State Legislature is aware of the national trend
toward intermodal and multimodal transportation solutions. This awareness and the positive
mindset it conveys bodes well for the funding of innovative intermodal and multimodal
transportation systems. However, it remains to be seen whether House Bill 9 is a true indicator of
the Texas Legislature's commitment to intermodal and multimodal transportation networks.

Texas Tomorrow — Transportation 1992-1998, the strategic plan for the Texas
Department of Transportation was issued on August 31, 1992. This document sets out the
vision, mission, and philosophy of the department, presents external/internal evaluation and
concludes with departmental goals. The vision of the Texas Department of Transportation is
stated as ".....a state transportation infrastructure that promotes for the people of Texas a mobile,
economically healthy society and preserves or enhances the qualities of our environment and

communities.”
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The department's mission is threefold:

» to provide the people of Texas with a transportation system that meets the social,
economic, and environmental needs of the state

« to be a leader in the development of a state transportation network that capitalizes on
the efficiencies of the various modes of transportation in promoting economic and
environmental benefits ;

» to provide customer-oriented transportation services for the state's citizens, visitors
and commerce

TxDOT operates und