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Jocelyn Bauer: Hello and welcome to another Talking Operations Webinar hosted by the National Transportation Operations Coalition otherwise known as NTOC. The title of today’s Webinar is, “International Experience with Road Pricing: Lessons from an International Scan.” I’ll be giving be giving a brief introduction to the web-conferencing environment prior to turning the seminar over to Darren Buck from the Federal Highway Administration who will serve as the moderator for today's seminar.  Today's webinar will last approximately an hour and a half with an hour and fifteen minutes allocated for the presenters and the final fifteen minutes for audience questions and answers.  Please be advised that this webinar is being recorded. During the presentation, if you think of a question, you can type it into the smaller text box in the chat area on the left side of your screen.  Please make sure that you send your question to Everyone rather than just the Presenters.  The presenter will be unable to answer your questions during his presentation, but Darren Buck will use some of those questions typed into the chat box for the question and answer session in the last 15 minutes of the seminar.  A file containing the audio and the visual portion of this seminar will be posted to the NTOC website within the next week.  I will type that address into the chat box shortly (http://ntoctalks.com/web_casts_archive.php).  Attendees will be notified of the availability of the presentation, the recording, and the closed captioning of this seminar. 
We encourage you to direct others in your office who are not able to attend this webinar to access the recording online The presentation used today is available for download in the file download box in the left side of your screen.  To download a file, click with your mouse on the name of the file you would like to download and then click the button at the bottom of the download box that says: “Save to my Computer.”

At this time I would like to introduce Mr. Darren Buck, the moderator of today’s web cast.  

Darren Buck is the marketing specialist for the FHWA Office of Operations, and his duties include overseeing the outreach activities of the National Transportation Operations Coalition.  Prior to joining FHWA in 2008, Darren worked in similar roles within the bicycle community, and at a small Federal program creating jobs for people with disabilities.  Darren received an MBA from the University of Maryland at College Park in 2005, and is currently studying transportation planning in the Virginia Tech Master’s of Urban and Regional Planning program.

Now, I’ll turn things over Darren who will start things off.

Darren Buck: Thank you, Jocelyn. This is a very exciting webinar for us. We will be presenting some lessons’ learned from some folks that went on an international scan trip of both Europe and Singapore to studying different aspects of road pricing in other countries.  

Before I get to the introductions, I want to recognize two people who are logged on with us who also participated in this trip, and that is Patrick [indiscernable] and also Mr. Nick Thompson from Minnesota DOT.  

Our slate of speakers today, first of all we have Bob Arnold, who is co-chair for the scan team. He is the FHWA Director of the Office of Transportation Management, and he is responsible for national programs focused on the reduction of roadway congestion. He is also responsible for contributing to overall strategic planning, policy development, and developing legislative proposals for the Administration. Also from here in headquarters, Mr. Jayme Blakesley is an attorney adviser with the Federal Transit Administration Office of the Chief Council. He is FTA’s lead attorney on road pricing, transit oriented development, and public/private partnerships. Mr. John Doan, who served as a report facilitator for this trip, is a senior associate with SRX Consulting Group, based in Minneapolis. Mr. Doan leads SRX Road Pricing practice with national and local expertise in the area of transportation planning in the debate of finance and public involvement. Mr. Mark Muriello, is the Assistant Director of Tunnels, Bridges, and Tunnels for the Port Authority of New York and New Jersey and is responsible for the six vehicular crossings between New York City and New Jersey. He directs a wide range of tolling and revenue programs and serves in leadership roles in several research and industry organizations. And last, but not least, Patty Rubstello, is the director of Tolling Systems Development and Engineering for the Washington State Department of Transportation Toll Division. Patty was the project manager for the state’s first HOT lane project and is the project director for the Seattle Urban Partnership project. Without further ado, I will turn it over to Bob Arnold.  

Bob Arnold: I am glad you can all participate today. I was looking at the role today, and I felt like the Wal-Mart greeter.  I am going to introduce the general concepts and topics we looked at and I will turn it over to the others in the group. Just to give you all an idea if you are not familiar with the international scan program, it is serves as a means to access innovative technologies and best practices in other countries that could significantly improve transportation in the United States. This program was established by Congress to improve U.S. access to foreign highway innovations that would benefit highway transportation within the U.S. The scan uses expert teams to travel abroad to consult with foreign counterparts in other countries where advances in transportation relevant to the United States are being made, in this case road pricing. For those of you that may be invited to be one of those experts at some time in the future, and I will put in a plug that is very rewarding, and I suggest that you go ahead and tackle it. Don't expect it to be any part of the vacation, but I think you will find it rewarding in the end. What are you looking at? The purpose of it is road pricing. We looked at the jurisdictions which priced along the pure revenue generation and it is solely focused on the demand management. The trust is implementation and the impact of variable pricing, in respect to traffic volume, time of day, and a number of other factors. The next question is:  Why? Why did we do this?  In most of the major urban areas in the United States, have or soon will have congestion problems. There is also a sustainable funding source for the highways and there is allocation and that is mostly in the HOT-lane concept. Looking out in the world, there is a lot of experience that goes far beyond what the U.S. is experiencing. 
Purpose, well, you know, we are looking at the policies and the implementation strategies that have worked. We looked at the technologies, but really in a sense, we are looking at how it will support the policies and the purpose.  We will look at how it will be in the technologies in a bit, but it is more of how is has supported the pricing strategies.  

The scan team and participation, it's basically, in what we attempt for all of the scans is to have not only federal, but state, and other stakeholders in transportation. In this case it was a facility owner in the Port of New York and New Jersey, and in the Federal government we had representation from FHWA and FTA, and you can see where the state DOT participants came from on that map.  The scanned sites that we looked at are broken up into those that looked at demand management, revenue generation, and in one location where they were doing a little bit of both. It's an interesting and secondary way to look at it, and that is the demand management was in the urban areas, and the revenue generation were with the road networks, specifically, the trucks were the focus there, and the one thing about the Netherlands, where they do a bit of both, they are in the process of implementing. That is not currently an active pricing program. They are getting very close.  I guess one thing to comment about, all of these sites, if you visit these on a vacation, they are rainy in December.  I wouldn't suggest those as a vacation in December.  

I will turn it over to John right now for the next slides.  

John Doan: Thanks Bob.  I'm going to focus on the first three sites that focus on demand management specifically, and they are Singapore, London, and Stockholm and Mark Muriello will follow with the Czech Republic, Germany and the Netherlands. The most mature and what some would call the grand-daddy is Singapore's electronic road pricing program. The specific purpose is for congestion management, and they also want to promote transit as part of this. They opened in 1975, so they have been in operation for over 30 years, and they have a number of iterations, and they started out with a paper tag that people would put windshield and in 1998 they migrated to the electronic system, which they call electronic road pricing, which includes gantries and DSRC readers.  Just to explain a little bit about the way that Singapore and also Stockholm work, they are considered more quadrant pricing, when you are passing through the road point, in this case it is a gantry, then you pay. The rates vary by the time of day. The fee is set on a quarterly basis, and it is based on an 85th percentile speed. It is very true congestion pricing and they do that through using a transponder-based system that accesses the funds through smart cards that is inserted into the transponder, and that helps to protect the user privacy.  You will see in the results section that the 85th percentile speed, they try to keep it above 45 to 65-kilometers per hour. They are not 100 to 130-kilometers per hour for the speeds and as on a U.S. freeway, but it will be in an urban settings for the materials at 30 kilometers per hour. And the revenue isn’t important, it is a component, it is derived from the road pricing, and 2008, it was approximately 75 million U.S. dollars.  

To move to London, which opened its system in 2003, the primary purpose was to reduce congestion, and secondly was to promote transit and to reduce emissions in the inner city. And here in London it is different than the quadrant charge in Stockholm and Singapore, you pay a flat daily fee to enter the prescribed area in central London, and because of that and because of some policy decisions that they have made, there is a 90% discount for the residents within the area charge, and there are also exceptions for the taxis and other vehicles, and which results in about 30% of the vehicles that are in the pricing area being exempt.  

Dates to keep in mind, dates, '03, the opening, about three years later, February 2007, the mayor expanded it to the western part, what they call the western extension, and this year, they are in the process of repealing that extension due do to some public consultation and changes in the administration at the mayor's level. It's really important to look at the results in London particularly in the reduction in traffic.  Immediately after they introduced the price, they had a 25% reduction in the inner city, and when they introduced it in the western portion, they observed a 19% reduction in traffic. Due to a number of things, such as utility work as well as some of the additional exemptions, and the economy, they have seen an erosion of the traffic reduction in the inner city.  Now, it's going to be more like prior to when they had the charges. And the question is:  If they remove the charge, will it be that much worse? That's something they believe would occur. They believe that the charge is still affecting user behavior. On the revenues’ side, net revenues were about 220 million U.S. dollars, and they are dedicated to transit and other forms of transportation investments.  

Shifting to Stockholm, this is one of the more recent corridors that have been implemented. I should also mention, before we get off of this subject, corridor pricing, or area-wide pricing has become more prevalent, and this includes the places we visited as well as other places that are explored such as Italy, and is being explored in China. Specifically, Stockholm, the distinction about Stockholm is:  they took a demonstration or trial approach, and this is necessitated due to the political agreements and situations in Sweden where they were required to do a trial and a vote six months after the trial began. They closed down the system and put it to the vote of the citizens of Stockholm. Again their primary purpose was congestion management and the created a corridor around the city of Stockholm. Stockholm is a city that is created from a conglomeration of Islands. And downtown, it's fairly well-defined due to it being an island. They are able to control it that way, by setting up gantries going into the city using the reader technology. An island off the center city, called Ladingo, is its own local unit of government - they created a rule off of the implementation process, they allowed residents who are traveling from Ladingo to the Island to traverse the center city within 30 minutes, if they exited that center city, then they would not be charged the congestion price.  This allowing of high res and over exempt vehicles are resulting in about a 30% of vehicles not paying the congestion charge. They noticed dramatic changes in reduction immediately after they turned on the congestion charge, a 20% reduction in the traffic, a 10-14% decrease in emissions, which resulted in a 2-10% improvement in the air quality within that region.  I will turn it over to Mark who will present on the other sites we have visited.  

Mark Muriello: Thank you, John. I'm going to talk about the sites that addressed the distance-based charging, that include the Czech Republic, Germany, and the Netherlands. We did not travel to the Czech Republic but we did meet representatives from the Czech Republic while we were in London. The Czech system is one that is designed to price on a distance basis for their primary highway system in the Czech Republic for heavy goods vehicles only. The system went live in January of 2007, and they had been charging until January of this year, they had been charging all trucks 12,000 kilograms or more. Beginning in January of this year, they actually included smaller trucks to a gross weight of 35-kilograms. This is different than what you would normally expect from a distance-based charging system. There is no GPS-based technology involved here.  They are using transponder based technology, like an EZ-Pass tag as we know them here. And they are using gantries along the highway system to measure the distance on the main roadway and not at the interchanges on the highway system. The C-structure that they have adopted is based on the distance and the vehicle type and the emissions class, and we see this in most of the the European examples on the distance-based models that the emissions class is one of the key determinants for pricing and fee structures. They got into this for revenue-generation purposes, in particular the highway system. They are at a critical location in the European continent in terms of goods movement and they are key to goods that are passing through across the European continent, and 40% of their volume is foreign trucks and they had to deal with that in terms of onboard units, and they have something that allows the foreign truckers do manual booking if they don't have a transponder to be tracked. Their system was very rapidly deployed, and as we will talk about later in the lessons learned, that came with costs. And we will talk about that a little later. The other interesting point is that they are looking now special laws that prohibit truck operations on Sundays and peak times on Fridays and Saturdays as well.  

The German truck-tolling system has been in place a little longer, it went in around January of 2005. It's similar. It is a heavy goods vehicle system, distance-based. And the primary objective is also to achieve revenue generation. Germany is also at a critical crossroads for goods moving across the European continent north, south, and east and west. They have about 35% of their truck traffic coming from foreign countries.  Germany is using the GPS technology and dedicated short-range communications to bring the information back to the central processing stations. They have license plate reader technology for the enforcement purposes.  The Germans have a very elaborate system for those who don't have the on-board transport systems on their vehicle, and that is about 10% of their vehicle population on the tolled roadways, and it's a very expensive system,  and it cost upward of 40% of their operating costs to handle the 10% of traffic that doesn't have the on-board unit. They have had results in terms shifts to cleaner vehicles. Some of the problems, in terms of revenue-diversions, that have had some of the truckers up in arms, which we will get into that later. 
The final distance based charging that we visited is the Netherlands as Bob Arnold said in the introduction. It's in the planning phase, but it is a very impressive and very comprehensive approach that they are taking.  Netherlands will be charging all vehicles on all roadways. They are doing that in a sense to replace the vehicle ownership taxes. In essence, they are looking for a revenue-neutral approach, but it is an approach where it is a user-pay system, if you drive less, you pay less. They are seeking to promote transit and reduce emissions as well. There is a debate that is going on with the parliament on the potential to introduce peak charging for the congested urban areas. It's going to be an open procurement, they are looking at the GPS technologies, but with a very open procurement and systems design stance that we will talk about in the lessons learned. You can see the forecasted results. They are looking at some very good reductions, VMT, the environmental benefits and some good mode shifts as well.  And so with that, I would like to turn it back to Bob Arnold who will take us back to the major findings.  

Bob Arnold: Okay, I am going to go through some of the major findings. The first one here, U.S. is not the leader in road pricing. There are countries out there that have far more experience, that’s why the government had us do the international scan. Generally, the countries we visited had a parliamentary system of government. Having the clearly defined goals is probably one of the most important ones, not only to gain public support but to guide in the implementation, the technology, the guides, the costs,  and all of the different aspects in the program, you have to be clear on what you you need, not just what you want. You have to focus on what you need here.  The champions are an important part of being successful. Simplicity matters, and that is what I am talking about here on No. 3.  

The issue of equity is important in achieving the public support. It may be a small group, but it is a key sector. The use and exceptions can be very effective here. We talked about the community in Stockholm and the community being cut from the national road system. Doing that exception and getting their support and they weren’t a roadblock because they were able to get that equity issue out of the way. And in London, there is also some exceptions to the people that live in the border area. Even if you have to travel just over the line, they are not fully -- the fee is reduced somewhat.  

A public involvement is important. I guess, although in Singapore, they had an unusual sense of doing that, they reached out to the public and get some of their input before implementing.  

And the following through on the commitments is important. We did see areas where the follow suit wasn't there, and it is starting to kind of erode the kind of support they had before. So being able to follow through on your policy commitments is very important.  

The fee must be linked to the goal, much like the gas tax now is used to pay for transportation. The fee must be transparently linked to supporting the goal that was sold to the public and the legislature, not only in public relations but in the way that the fee clearly supports the goal. 
No.  10, the theme there, there is that speed kills. A rapid implementation raises both the capitol costs and future operating costs. If you need to get it out quickly, just remember it's going to be the increase in the cost of the implementation and the future operation of the program.  

Open-source technologies, it can allow the private sector add-ons at a later date to add the experience and give the customer more than just the transportation benefits of the pricing and so having that open source is important. This goes back to No. 10 about the rapid implementation, you tend to do a lot of sole-sourcing and that turned out to be a problem in some areas.  

Inter-governmental coordination – this one here, is worrisome to me with respect to any sort of system that the U.S. does nationally. There is going to be a necessity to sharing databases, vehicle registration information, et cetera. So that's a challenge that we have, that’s a challenge that the EU has, and that is a challenge they have in the future as the various countries come on board with this type of pricing scheme . 14 is to have that clear message, the education of the key stakeholders,  and then trying to get the public acceptance as to why they are doing this, why they are doing a shift in way they price. Lastly, on this page, 15, it talks about the demonstration. Maybe a better word was a full-scale trial.  This is what happened in Stockholm. They went forward with a full-blown trial for a period, and they made sure that the public understood that they were going to shut it off and re-evaluate what happened.  Not only did this give the public the experience with that they are going to get out of the pricing, get the support, but they were able to do a shake-down of the system. They were able to change the way they did the pricing once they came back online.  And they were able to come up with different policies because they had a chance to do the full-scale trial.  

So from those major findings, we break downs of the categories for the lessons learned: policy, and there is legal and institutional measures, procurement, and we have outreach and public acceptance. I will turn it over for somebody to go through that.  

John Doan: This is John Doan again. I'm going to tackle the public and political policies, some of these lead back to the major findings. You may hear some of the repetition in them, but it is only because of the information we want to reinforce became the major findings.  

You heard this earlier from Bob, but this is for the countries that have the most clearly defined and most clear policy goals are the most effective.  

Going back to slide two, we have the two circles of revenue generation and demands management, and you need to out where you are, are you in the middle? That bridges both, and that is where we are characterizing the Netherlands and that helps you to understand where you are. You can base that on the technologies, revenues, the rates, et cetera on that fundamental policy decision. This was well-reflected in Singapore’s focus on congestion management. They have not only the congestion pricing program, but they also have a program that manages the number of vehicles, basically a quota system for the number of vehicles that can be owned on the Island of Singapore. The Czech Republic and the Germans wanted to focus on revenue generation, particularly to impact the trucks on the highway system, and this is including the foreign and as well as local trucks. They made the policy implementation decisions based on that policy.  

The second political and policy lesson learned, and I think this is fairly evident, but it can't be underestimated, and it's important for the new projects as a lot of pricing products are for many regions, but that is you have to have the political and executive champions in order to move forward with the implementation. Ken Livingston, when he was the mayor of London, put a lot of the capital forward to work on the western area. He worked very hard on extending the area to the west and that has not been proven to be publicly acceptable, and it's in the process of being repealed, as I mentioned earlier.  

The third item here, with the lessons learned in this category, relates to simplicity.  And a good example of this is:  In Singapore, they had a requirement of having all of the vehicles that were in the country of having an onboard unit, and then they had a smart card that was inserted,  and that has money on it, and it was a debit card, and they did that to address the policy issue, and that solution drove at the the policy level the technology that they would use. And this is the fourth concern here, the equity issues, and they can be addressed.  We talked about the Lindingo residents and the central London residents, and then we mentioned the policy earlier with Singapore's smart card. And then, last, but not least, we have the political timetables and deadlines, and those create the challenges and opportunities for the members because they are driving the process -- forward. Without setting clear time lines and goals, it is not able to be implemented. This was highlighted in Stockholm to the full details and implementation of the system.  And the others who are not driving, those could tangibly feel the impact of the congestion charge, and this is going to be tested this fall in the Netherlands as they have the upcoming elections while they are in the midst of implementing.  

Now, we are going to turn it over to Jamie Blakesley who is going to talk about the legal and institutional issues and lessons learned.  

Jayme Blakesley: Thank you, John.  

I am going to touch on the legal issues. The fundamental legal basis for being allowed to do a road pricing system has a big impact on how the system operates, and there is a big impact on the revenue that is collected and how effective the system itself is. Stockholm, for example, they use a tax. So when they want to make significant changes to the road pricing implementations, they will require an act from parliament. And you can imagine what type of hurdle that is to charge a difference or varying fee and the other part of that is the tax and the revenues.  If it's a tax, it may be a function that is equivalent to the IRS or others. And instead of being able to collect it as the transportation agency, it can add layers as to where the money goes, and whether it can go to the transportation fund, or whether it has to go to a more general fund, or it being remitted back to Treasury to be used for any purpose. The second point is that -- this is the one that Bob was making earlier.  Often times, the agreements are necessary depending on how you are going to implement the systems and operate the system. Agreements may be needed to share the information. Most of these was able to share the vehicle registry information with the entity that is collecting the tolls and the charges. And that was in particular in London and in Stockholm where they use license plate information to collect the toll and enforce their system. And the choice is also about the type of enforcement technology that you need may affect the legal authorities that you have and need in place in order to share that information.  

Another legal issue is linking the uses of the revenue to the policy goals. And depending on the legal authority, you may be able to do that better or worse. It's important that the front end is to be sure to align everything to the legal goals.  If you want to use the revenue to invest in the public transportation in a more livable infrastructure in. In London, for example, they have a good portion of the revenue for the bicycle lanes, pedestrian improvements, public transportation, and a lot of real estate that they no longer needed for the automobile use, because there were fewer automobiles as a result of the charge, so they dedicated those to the other purposes. So if they didn't transport that to London,  a single agency to manage all of these improvements, it wouldn't have been as simple to make any of those improvements. Similarly, in Germany, they are more concerned about, it was consistent in what they wanted to use the revenue resources in what they wanted to use it for. In Singapore they were less concerned about where the revenues went but it was still important to make sure that the revenue was connected to what they wanted to use it for. 
Clearly assigning roles for champions, technical support is important. In Stockholm, they really made clear distinctions as to who would give what message, and their effectiveness. The Swedish legislation with the federal government who was in charge of providing outreach information in the form of technical information and the technical advice, and this allowed them to remain neutral with respect to the technology and the contracts. This was part of the contracts becoming challenged and it was to maintain that they were not in an advocacy role, because it was basically the agency in charge of providing that information.  At the same time, they functioned in concert with Stockholm.  They made themselves available, and that availability impacted their ability to implement the system and do it quickly. The city on the other hand, really took on that advocacy role, and they were the ones to hold the meeting and support the system.  And the final point is the one that would be akin to a federal-state relationship here to the United States, but they were large directives that have little impact on the systems now, but it will impact them in the future.  There is a requirement that all of the toll collections in the EU are inter-operable by a date soon. You can imagine the technologies to serve as one roll. Here in U.S., we need to be mindful also of the state to state restrictions and federal restrictions that apply with that.  

With that I will turn the time to the next presenters.  

Mark Muriello: Thanks, Jayme. I will be highlighting some of our key lessons learned in the areas of planning, the performance measurement, procurement, and technology. Starting with the planning and the performance measurement, and one of the things is that geography has played a role in the design of the systems and the pricing. We have Stockholm, it is surrounded by Islands, and we had access points to understand what the charging zones were and a good understanding of the limits of the charging zone. As we highlighted in the introductory comments, both Germany and Czech Republic, given their central location in the European continent, they are critical for movements and they are seeing high volumes on the national highways. So the designs and the business rules are oriented to help generate revenue out of the state traffic to maintain and improve the system.  A second finding in this area is about performance measures needed to support policy goals. The comprehensive network planning and the performance measures are integral to the pre-implementation effort for more of the systems as well as the managements of the systems. Singapore, the ongoing management of their congestion charge is the quarterly verification of the travel speeds on the highway and the arterials, and they refine their pricing to ensure that they are meeting 85% of the travel speeds to meet the standards of the roadway classes. In Stockholm, traffic experts are retained to measure the network affects outside the charging zones to ensure that there is no unintended affects outside of the congestion charging zones, and they have changed their thinking on the network analysis.  The Netherlands are also taking a comprehensive approach in to their planning and exercising. We are looking at the network affects across the modes. The best planning practices are addressing education, outreach, and stakeholder management comprehensively. The Netherlands are an excellent example of all of these. The current implementation plan in all of these, the Netherlands, they follow an extensive outreach program, through the design, and through the procurement process, with a wide array of agencies, the private interest groups, user groups, and industry groups. The Netherlands are also conducting a very extensive risk assessment and cost estimation process to look at their private sector procurement options very thoroughly. And the Netherlands have done something that is very akin to the value-pricing program and responsive to the Federal Highway Administration and they have dedicated $150 million U.S. dollars to a congestion mitigation program, and that is allowing them to do an extensive pre-implementation research on the impacts and the various system design aspects.  And most of the sites are using the advanced analytics and the traffic models to better understand the network impacts beyond the highway systems, in terms of parking, transit, and the system diversion issues as well.  The fourth point here is the land use, the integration of the land use and planning, and this is a vital component of their approach.  In Singapore, they have an impressive integrated approach considering the land use along with their transportation planning, it's a structured approach, long term, and it is very focused.  The best in class road pricing programs we see is the integrated transport operations and transit programs in their road pricing programs.  And when there are other options for transportation are not available or feasible, we have the exemptions in terms of the business rules in terms of what has been employed by a lot of these places. Shifting to the area of procurement, open-source technology has long term advantages. The Dutch are looking at this quite progressively to allow multiple vendor solutions. What this is going to do is allow the value added services to be added on to the main toll pricing system, not unlike an iPod app or iPhone app, rather, but what this is going to do is drive down costs and acceptance as an important asset to your procurement approach. A lesson learned is to expect legal challenges in your procurement approach. We have seen legal challenges were faced in the Stockholm Germany and the Czech Republic, they are large and political contracts and very political issues in the process. 
The third point here, the clarity and the specificity of the approach is greatly influences the cost. In Stockholm, they did a bit of changing in their scope as their process was evolving. And as a consequence, they had a very compressed delivery schedule, and they are living with some high operating costs now.  And they are managing their program after the fact with an aggressive cost reduction process. The Germans -- I think the Czech Republic is a really good example of a rapid deployment. They went from procurement to opening the system in under a year, and they have experienced high operating costs and high capital costs as a consequence of that compressed schedule. In addition to the capital costs, the operating costs were also something that became an issue, they locked themselves in to some contractual terms on the onboard unit, and they were pay high costs for a 10 year period now for the contracts they have endured.  Both London and Stockholm had some high costs that have been well-documented and they are looking to reduce those costs now.  

And a lot of places are looking at private and public partnerships. Germany is working hard in that area, there's different options, and there is a mixed result there. And in the end result, in the Czech Republic, the contractor started seeing some revenue after 6 months of revenue was generated.  

I will switch over to the technology area now. Policy goals are critical to the technology area. Particularly, what we found was -- in Stockholm, I would like to focus on that a little bit.  But where the charge is actually a tax, they have to have a license plate technology, and they are optical character recognition at the roadside cabinets and back at their main processing center.  They found that their processing was so good on the license plate recognition that after the trial, which had transponders and the license plate technology, when they went to their permanent system, they went to a full licensed plate video-based system, because the technology was that good. So, some of the flexibility has its advantages.  

In terms of the initial technology application, you should be flexible to let it evolve. As I mentioned, the Stockholm's migration, it has an exclusive video system. Singapore, as John mentioned, from a paper based system to a pure electronic system over the course of their experience.  

Requirements that make the system more complex has exponential impacts on cost. It's very easy with these systems to have the bells and whistles, but as a consequence you can make the technology and the communication of that to your customers very complicated. As I have mentioned in introducing the German system, 40% of their operating costs are going to cover a manual system that addressed 10% of their transactions.  It's a very inefficient system. You need to be careful, think through carefully through some of the technology choices you make.  

And with that, I am going to turn it over to Patty.  

Patty Rubstello: Thanks, Mark.  

For operations and enforcement - You have heard a bit about it already, but doing some trials are important to fully understand what your operations are and minimize those costs. The Netherlands, I think Mark mentioned, 150 million dollars, U.S. dollars, is being used to test a range of different projects. This is testing the technology, the accuracy, and how they can improve on that. And also the user of the technology and will they be accepting of that, as well as getting through and to the driver behavior and how is the pricing affecting that? All of the projects are driving the implementation solution to the driving scheme and its’ overall lowering their costs.  It only costs 5% of their total revenue. It's wise that they are spending the upfront dollars to push them in that direction. Stockholm, clearly, a great pilot project to be bold enough to go out and implement the trial of the corridor system, but from that, not only did they get the public support, but you will notice on the slide to the left, is a picture that they have shared to the public stating what it looked like the day before and after.  There was a truly a change in how the people drove their system. Also, they had a lot of lessons learned on their implementation, it ranged on how to the customers were paying for the tolls and the system itself, and how it was operating, and then they also had overestimated the number of call staff that they needed and the number of violations, and so they were able to start bringing down their operation cost due to that trial. The U.K. is working on doing the same thing. As we move on to the enforcement side, and ensuring the fairness of the system, it's critical,  even in these countries that everybody that needs to pay is actually paying. All of them will be using video enforcement. Some of those will be using video as well as enforcement.  A handful only use video just for the enforcement side. You will notice the bill that is on the right side of the slide, and that comes from the London program.  What I would like to point out is: You can actually see the car, and that is in the European countries and the privacy issue is not quite the same as it would be here in the U.S.  People don't seem to have an issue with having their full body captured in that image from security issues.  

But, clearly, video is something that is out there, tried and true, and it's effective for the enforcement application.  When they look at the enforcement, though, they don't look at it in a way to generate the revenue, it's truly a administrative cost and recovery for the lost tolls. And in particular, Singapore started out with a “big-stick” approach. And if you didn't pay or you didn't get your permit, there was a hefty cost. But over time, it was a minimal cost if you didn't pay. Most of the countries don't have this as a site of criminal act.  For the most part they look at it as an administrative fee. And Stockholm, one of the processes they use, because they are in charge of the vehicle registration system, they put holds on the vehicle registration, and they had the ability to control their credit ratings,  so if you need to go get a loan for a new car, there are penalties associated there. So in Germany, the diversion was huge factor or concern that people had and that the truckers would avoid the AutoBahn and actually start using the local arterial streets. And that became a false expectation. They found that truckers stay on the AutoBahn because in fact, time is money and the truckers need to get to the destination on time.  And they are willing to pay the toll to get to where they need to be.  

All of the countries' violation rates are below 2%, Singapore being the exception, where it is .01%. And it really shows for the countries that they have demonstrated that this is an important element for the system and people are willing to pay for it.  

Now, we move on to the concept of the capital and the ongoing operation and that balance.  Both Singapore and the Netherlands are doing a lot of upfront capital investment for these on-board units. They will be eating the initial costs and all of the onboard units will be n installed to all of them throughout the country, and then they will be on the car when you buy it. And it will be bought for their citizen by the manufacturers. There are also, as was mentioned before, in getting the private sector involved for the on-board units, there are going to provide other ways to defer the operational costs. There is a customer and a third party vendor as posed to the -- as opposed to the agency itself and reinforcement, and things of that nature.  

And just on the traffic management, I want to say that they all have implemented traffic management. It's very much integrated not only from a transit operation, travel time, but it's also with the law enforcement and incident response.  

I will turn it over to John now for outreach and public acceptance.  

John Doan: Thank you, Patty. Last but not least, with road pricing being a new approach of congestion and management of revenue, a huge challenge and a need is for huge outreach and education. Bob mentioned the need for clear and salient messages that describe what they are getting out of this. Is it new revenues? A reduction in congestion and the improving the air quality? Those need to be faced. People may view it as a new tax, a fee, or someone gouging something knew that they have to do that they didn't have to pay for before.  

A great example of this is in Singapore, where they are starting to educate people at an early age. They recently implemented a transportation gallery, and it's a mini-museum and they are bringing the school groups through, and in some of the slides, you may see a poster, and in the last slide, you will see a picture of our group in front of that gallery. They have the school children come through the gallery, it's very engaging, it's explaining where they have been, where they are going, and where they need to go. It takes a very long-term view of revenue and congestion and that is why people need to embrace the ideas on the congestion pricing.  

In the Netherlands, what they are doing in order to outreach to the public is the message of:  Drive less, pay less. They are offsetting the fees that they pay for licensing for the vehicle with the new distance-based charge, at least that is the plan.  They are very much steering away from the message of, we are trying to get more money from you versus, if you drive less, you will pay less. It's a user fee type of an approach message.  The next lesson learned relates to the demonstration project, which I think, by now, you learned a number of times about Stockholm.  And it's a powerful tool, because people need to experience these things before they vote or at least speak to the key elected official in support for this type of scheme. And there are a number of examples out there in Edinburg and also in Manchester and in the U.K., of instances where people were asked for their opinion, and they didn't have a chance to understand or to tangibly understand the experience of the benefits of congestion pricing,  and they unequivocally voted down the projects that were moving forward for the congestion pricing.  

Issues of equity, it didn't seem to be as prevalent in many of the places, partly because with regard to the Czech and the German systems, they are truck tolling so it was looked at as a subset of the people driving on the roads, and so, also in Singapore, London, both urban areas, there is a lot of transit alternatives in the city and it costs a lot to own and drive a vehicle.  The issue of the low-income folks not having those alternatives was not as prevalent in those places.  

Privacy was dealt with in different ways but they were addressed.  The truckers, because they are a commercial ventures, there is a lower threshold for privacy. And in Singapore, one of the more elegant solutions for the privacy was the smart card, and that way with the debit card, your personal information is not tied to that account. You can go through the gantries without the system knowing who you are. It just knows you have the money and you have been paid.  

Another interesting and important observation that was made is the trade off in the balance in the short-term gains and having long-term impacts. This is related to the issues of schedule and the technology that is chosen, but it is relates to public outreach and education. One of the decisions that were made by the German government, as a part of the implementation of their truck tolling was that it would be new revenues to help infuse improvements in to the system. Once it opened, there was temptation by the political decision makers that drove them to actually grab those funds and offset the general fees that are more part of the general funds dollars away from transportation, so that there were no new net revenues in the transportation system. And that was a promise given to the truckers, and, of course, they are extremely upset about those commitments being reneged on. In addition it also set the precedence that the government wanted to charge everyone, as is happening in the Netherlands, they have a lot of work to amend those expenses.  

Also through the examples, there is a clear observation that pricing does change the behavior. In Singapore, through their studies over the years,  they have conclude that you need to raise the gas tax by three dollars to achieve the same type of traffic reduction as a one dollar increase with the their electronic road pricing and I think that is a profound finding.  

And with that, I will turn it back to Bob for the next steps.  

Bob Arnold: Thank you very much. Just as I was the Wal-Mart greeter here at the beginning, I am the cashier getting you out of the store right now. For the next steps: there is an implementation plan in place, one, of course, the center piece of that is publishing the report and that goes over the findings, and it makes recommendations for advancing into the future, and that is really what two and three are about: identifying areas to conduct research, to get a better understanding of the key factors that are contributed to the success; identify the road pricing, the lessons learned, adaption to the U.S. in the context of the regional levels, we realize that Singapore is not the United States,  so we have to look at how their experiences are translating over to our society and our particular challenges in the States.  

No. 4, what we are doing right now is extending to enhance the outreach to broaden this discussion.  This one here, for the audience, if you have a venue that you think would be useful, then there will be contact information here at the end so you can get a hold of us. We are not promising that we would come out and do the end of the presentation here, but we would like to know if there are venues that you think would be helpful.  

And the last part is the development of a road-pricing toolkit and gives the tool and the ability to jump over some of the challenges that we saw that the various countries had and be able to implement it and not make the same mistakes, or take some f of the better practices for it.  These are just a few of the steps that we will be taking in the future, and here is our illustrious team, this is at the end of the tour. If you are on the scan, if you have been on the scan, you know it is hard to be energetic, and we were looking really spry here, and I am glad that nobody fell asleep.  

I am going to take questions.  

Jocelyn Bauer: I think at this point, we will go to the questions with Darren.  

Darren Buck: Okay.  

We have a lot of great questions in the chat pod. If you have more, please feel free to add them. We will try to get to them and we might run a few minutes over as well. The first one is Jessie Yung in our office, In Stockholm, what are the tools or the software to measure the air quality impacts.  

John Doan: This is John. I will take a stab at that. With regard to the stats that I mentioned in the overview for Stockholm, of a 10 to 14% decrease in the emissions, that was modeled data. And the 10% improvement in air quality was monitored. So is that was information that they selected before and after in the implementation. 
Darren Buck: Someone had asked about, in the Netherlands, the operating costs and the revenue, say that it is part of the revenue that is in the United States. It is scared to part of the country?  

Mark Marillo: I think a large part of that has to do with their procurement approach, their open-sourced approach and how they are planning on using the private sector. We mentioned the fact that they have done a fair amount of risk assessment on their costs and schedules. They have a two-prong approach where one is looking at an open and active engagement with a private sector, and the other one is looking at the government track, and for some reason,  the procurement processes are not working with the private sector that they had to anticipate in order to implement the system in 2012. I think a key piece of this is the private sector participation driving down the costs of operation.   

Darren Buck: Another, question, what are the cities that you consider or the cities outside of the study area that were considering the voluntary approaches or positive incentives to reduce driving. The questioner sited a question in the Netherlands that did a payout every day for the subject of those incentives who didn't drive -- any sort of payout or cashout themes under consideration?  

John Doan: This is John Doan and that wasn’t something that we focused on and it didn’t come up through the areas of implementation, and I think that is part of the example that was suggested in the Netherlands, and that is part of the $150 million pot of money that they are using for the congestion management and the demonstration type of projects.  We didn't go in to the specific projects very much, since we only had an hour with the person who leads that program, but it sounds like it is coming out of the congestion management value-pricing fund. 
Patty Rubstello: I just wanted to concur with John, and in the Netherlands, that is part of their demonstration project, and that is better understanding the driving behaviors and the incentives and the disincentives and what they are.  

Darren Buck: Is there any discussion in any of these areas, of charging for the duration spent in a congestion pricing zone?  

Mark Muriello: I don’t think there has been. Most of the urban approaches are area or corridor. The Netherlands are looking at a few options now on peak period pricing and that is to be determined on what to come up with and as I said, that will be a topic of debate for the parliament as well, and that is one of the things they are anticipating a lot of resistance on. But nothing specifically on the topics on were in the duration of the city’s center. 
Darren Buck: Did you mention -- some of the slides, it was touched earlier on some of this.  Do you have anything on the individual’s behavior and the acts and the responses of the schemes and the public domains. I had a question in my mind as to whether or not anyone is looking at the vehicle occupancy.  

Patty Rubstello: This is Patty, they saw the increase in the transit, and I think that should be well documented out there that once the transit -- I think one of the lessons learned was in Stockholm, and they put those out well in advance to that.  They did not see an increase until the pricing went into effect, but they saw the increase in the transit usage . 
Mark Muriello: Carpooling is a phenomenon, and that is the Americans look at more than the Europeans and Singapore is focusing on.  

Patty Rubstello: This is Patty, the other thing in Stockholm that they mentioned and I am not sure if it is documented, but I am not sure if it is a shopping standpoint or for the businesses,  that the people wouldn't come in to the city to do their shopping and or conduct their business and they found that the businesses still maintained their level of profitability, and people are still coming  and they may not have come in multiple trips, but they may package their trip, one trip in to do multiple things.  

Darren Buck: For some of the more mature systems, did they mention anything on the diminishing affects over time in terms to pricing?  

Bob Arnold: This is Bob, in London, it was interesting, it was not necessarily behavior that has brought their congestion back up, but it is a change of use of their facilities, and it's an opportunity to do the work. And there was an example, the changed a lot of what was part of the road network in addition to pedestrian walkways and mall areas, and they are doing work to the sewer and the water systems, and they have the Olympics coming up, and they were able to take advantage of the livability and amenities, and do the infrastructure work that, that if they had not been capable of doing that with the higher levels of traffic. So, again, you could say it diminished, but what it did was take some things, add some things that they could not have done otherwise. 

Mark Muriello: this is Mark, and I guess I would just add, refining your pricing structure is a way to manage the system as well. What we have saw in Singapore is the disciplined approach, and that is looking at the travel speed standards and making sure they are achieving the objective on the travel speed. And what we heard anecdotally in Stockholm, that was the fixed price and was having diminishing effects of the cab drivers and the pricing is an important component of being able to maintain the congestion reduction portion of it.  

Darren Buck: Were any of the systems that you were monitoring, with the pricing and the traffic flow, dynamically?  

John Doan: What Mark just mentioned with Singapore was probably one of the most dynamic systems in place, and these are the foremost projects in the area of the road pricing, and what we found over the last decade of them doing their congestion charge is that the price is fairly stable. On a quarterly basis, they may be able to make minor tweaking to the pricing, but it is not a significant jump of 50% increase in the price to manage demand, they have gotten to a place where the pricing is stable and they may be able to adjust it due to a housing development that was recently developed or a new shopping center in that zone, otherwise, it is fairly stable.  

Mark Murillo: Actually, maybe as one addition, we were surprised with the dynamic pricing of HOT lanes, and we need to do it so often, and those were done every three or six minutes, and they thought, you know,  they thought that it was more refined to have a system that has some certainty over a period of time, and it needs to be adjusted as the changes occur.  

Darren Buck: Okay. Somebody had asked a question that I scribbled down on my note pad as well, and that is, if you have more details, you mentioned in the Netherlands and the possibility of using an open interoperability system, what type of “iPhone apps: are possible under the system or contemplated, even.  

Mark Muriello: This is Mark. We didn't get in to a lot of discussion about what the possibilities would be, I think that some of the logical ones from an ITS standpoint, routing decision making support around congestion sites and the construction sites are the obvious ones, I think they are open to the type of leaving the onboard unit flexible so that the onboard units and the suppliers can be interfaced with the pricing system, and it could be a whole line of things to support, the retail positions, ordering the meal, you know,  I think they are not limiting themselves to the type of things that the private sector may develop that would entice people to make this transition all the more rapidly.  

Darren Buck: Somebody asked about transit and whether or not transits was, what sort of role did it play in the successful implementation. If it was a necessary component, was there a consistent design or configuration phase for that?  

Jayme Blakesley: It's Jayme Blakesley here, I will take this one. I think transit clearly was an essential element in each instance and there were a few of the lessons we learned. And I’ll start with Stockholm. Before implementing this, they spent a large amount on transit and one of the interesting things to me is:  even though the transit improvements were in operation, in August,  it wasn't until the congestion charge in January that they saw the significant use in the transit use and infrastructure. It shows two things:  If you want to put public transit on the level playing field is to price automobiles.  And if you are going to do pricing, you need to have options to people who won't be driving their vehicles into the city.  In each of these situations, we made an effort to engage the people we met in the street, the taxi-cab, whatever, and it's a member having I had a conversation and asking about the road pricing, and he said, I don't care, I don't drive.  And he said, man, I do ride the bus and man, you can't believe the bus differences and how they are now. We have seen improvements with the transits and the roadways.  

Darren Buck: All right. We are running over on time. So what I think we will do is copy and paste some of the additional questions and try to address them in writing afterwards. We will sum up with one last question.  Are there any sort of magic bullet things that you couldn't address or we in the U.S. couldn’t or wouldn't do?  

Bob Arnold: It's not that we couldn't do, it's a challenge, and it has been brought up a couple of times and it's the cost of doing this. If we are looking at the revenue generation as one of the goals, you know one of the questions I saw and picking up on the fact that they are being taxed, the fee is high, and even when you are talking about something as low as 5%, that is a significant amount of money that is tacked on to that. The challenge is that in the U.S., because our effective user fee is about 2 cents a mile, a user fee, the mile, and whatever system, whatever generation is the key, it will have the lowest overhead cost possible, and that is where the technology is focusing and the technology and is that your goal, is that what your need is?  The revenue generations and not to stray and add the complexities on there because of the sideline want.  

John Doan: And this is John here. I would also add -- maybe not as something that couldn't happen, but I think from the lessons learned, I think it is important that the decision makers, one, understanding the benefits of the pricing and they have to make it as priority. There are many priorities at the state and the federal level, I don't think that anything is impossible or out of the realm of the consideration, but I think understanding of the benefits and then it rising up to a level that is high enough in the priority list of the policy and the future technology systems, and those are the key challenges. How do you talk about it in a way that people understand?  

Jocelyn Bauer: All right. Well, thank you. Darren, it sounds like, perhaps, it's time to wrap up the webcast.  

Darren Buck: Yes.  

Jocelyn Bauer: As you can see on the slides I’ll give you some information on the National Transportation Operations Coalition (NTOC). Here you see the member organizations of NTOC.  We encourage you to go to the NTOC website listed on the following slide and find out more about these organizations. The NTOC website contains information about upcoming webcasts. The site also contains a webcast archive page which I highly recommend you check out with the slides and recordings of previous Talking Operations webcasts.  We will have the slides from today's presentation and recording up within the week.  NTOC also has two discussion forums – one focusing on high-level or strategic issues and the other focusing on ITS deployment and lessons learned. On the third slide, you can also sign up on the website for the NTOC newsletter that is e-mailed out twice monthly. Darren, would you like to close this out now?  

Darren Buck: Sure, I would like to encourage everyone to go to the NTOC Talks website, and join us for the next webinar, we are going to do a follow-on on something we talked about last month, talking about the use of new products coming out of our Planning for Operations program, using objectives-driven, performance-based approach to Planning for Operations on February 23, and we are going to talk to 2 more MPOs who are using these principles successfully. Thank you, again, for joining us.  Thank you to all five of the presenters and all of the scan team members. We encourage you to download the presentation and contact the presenters with any of the questions you have. ake care and have a great day.  

