Summary
The National Association of Regional Councils, in partnership with the American Planning Association, the Coalition for America’s Gateways and Trade Corridors, and the Delaware Valley Regional Planning Commission presented the second in a series of Summits focusing on Freight at the Rittenhouse Hotel in Philadelphia September 7-9, 2005.  This invitation-only event, produced through a grant from the Federal Highway Administration, brought together more than 80 leaders in the public and private sector for an open dialogue on the challenges that freight movement in the United States faces.   Particular attention was paid to the interaction between land use and goods movement.  Attendees and speakers included policy officials, consultants, planners, scholars, and members of the freight community.  Key themes included the need for public/private partnerships, inter-jurisdictional communication, and professional education.

Introduction
Freight and goods movement is at the heart of the American economy.  The nation’s $1.75 trillion transportation infrastructure makes it possible to move $6 trillion worth of freight each year.  Transportation services make up a substantial portion of the economy—about 11% of the gross domestic product.  Over 13 million people work directly or indirectly in transportation services.  
Since the American economy depends on the reliable, timely, and inexpensive distribution of freight, the costs of a congested goods movement system are severe.  Retailers and manufacturers have come to rely on swift freight shipments to keep their businesses operational.  Increasingly, goods distribution has shifted from regional systems to consolidated national systems.  Further, companies have streamlined operations by converting to “just-in-time delivery” and “drop-shipping” models.  These systems utilize shipping containers as the company’s storage space—essentially eliminating the surplus stock of goods that was once held at warehouses and the point of sale.  Congestion on roads, rails, and ports increases the time a product spends in transit, dramatically raising the cost to the company.  Any perishable or time-sensitive goods could be lost completely, or localized shortages of goods are possible in areas that lack redundant delivery systems, threatening the nation’s domestic security.  The increased cost of doing business will cut into company profits or be passed along to the consumer—both of which could erode the consumer spending foundation the American economy.  

Despite the importance of freight and goods movement to the economy, investment in the system has lagged behind amounts needed to accommodate growth.  The largest shortfall is in federal road funding, which receive about $60 billion per year.  To simply maintain the nation’s already crowded interstates and highways at their current level of service, about $34 billion more is needed per year.  Another $9.4 billion annually is needed to keep existing bridges in good repair.  Railroads will need to invest up to $175 billion over the next 20 years, principally through private financing sources.  To accommodate the 827 million enplanements expected by 2008, airport capacity will need to be expanded by the equivalent of ten airports the size of Chicago’s O’Hare.  

The freight system impacts how land is used.  Corridor design, distribution centers, and end retail outlets are all impacted by the prevailing practices of the freight industry.  In the past, vast warehouses were required to store retail goods.  In today’s world, just-in-time delivery has made some warehouses and distribution centers obsolete.  These presently-vacant warehouses and distribution facilities present redevelopment problems for communities nationwide. 
Communities must make difficult decisions about the use of land.  Cities may apply design standards that limit loading docks, truck weight, parking facilities or drive-through structures.  Some of the most valuable property in America is found at the waterfront—the same place desired by ports and ancillary facilities.  Elected officials need to be aware of the economic and quality-of-life tradeoffs they make by approving the waterfront construction of housing, commercial, or transportation facilities.  
Given the importance of goods movement, discussion on the need for transportation investment is in surprisingly short supply.  Most debate is focused on easing commuter traffic congestion.  While truck and automobile mobility go hand in hand, solutions that target only roads fail to address the multimodal scope of the goods movement issue.  
Freight Summit Program

To open the dialogue on goods movement, the National Association of Regional Councils began a series of summits to bring together experts, practitioners, and policy makers who regularly deal with freight issues.  The first summit in this series was the Western States Freight Summit, held in Long Beach, California in 2003.  
NARC received a $50,000 grant from the Federal Highway Administration’s Research and Development Grants Program to host the second freight summit.  Titled “From Design to Delivery: Planning America’s Freight Movement,” the 2005 Summit would focus on the impacts that land use and design concepts have on the movement of freight across all modes.  Participants and co-sponsors of the previous summit had indicated a desire to explore this area of freight movement.  The Summit was held at the Rittenhouse Hotel in Philadelphia from September 7-9, 2005.  This invitation-only event brought together more than 80 leaders in the public and private sector for an open dialogue on the challenges that freight movement faces in the United States.  
The Summit’s theme acknowledges the important role that land use plays in the ability to move goods.  Important questions need to be asked about land surrounding ports, airports, and transshipment facilities—should this land be reserved for expansion, devoted to ancillary industrial uses, or developed with housing and retail for workers?  Land use throughout the urbanized area plays a role in goods movement.  Zoning codes that restrict the size and design of retail facilities, shopping malls, and restaurants place restrictions on the types of trucks that carry the goods sold in those establishments.  
The Summit was also supported through sponsorship from METROPLAN Orlando, the Pennsylvania Motor Truck Association, Lansdale Warehousing, Gannet Fleming, Klein and Hoffman, Inc., and Dependable Distribution.  Organizational supporters include the Federal Highway Administration, the Coalition for America’s Gateways and Trade Corridors, the Delaware Valley Regional Planning Commission, and the American Planning Association.  
Session Summaries
Session One: Understanding the Land Use/Freight Connection

Speakers: 

Dan Shanis, Assistant Executive Director for Transportation Planning, Delaware Valley Regional Planning Commission

Paul Farmer, Executive Director, American Planning Association

Jeff Squires, Vice President, Parsons (representing Coalition for America’s Gateways and Trade Corridors)

The first session of the summit focused on how land use decisions impact the movement of freight.  The design and placement of freight-sensitive land uses can exacerbate or ease congestion difficulties.  The demand for freight varies depending on the type of land use.  For example, manufacturing and transshipment facilities require high volumes of both incoming and outgoing freight.  Retail uses require delivery of goods, but cannot compromise on pedestrian and automobile accessibility.  
Mr. Shanis projected that freight traffic will grow by 60% in the next 15-20 years.  Man-made materials need freight transportation because volume production and consumption cannot be in the same place at the same time.  He highlighted impediments to efficient goods movement at both the macro and micro levels.  Macro level difficulties include: scattered population and employment, historic transportation/population networks, lack of an economic strategy, local decision-making, and poor regional cooperation.  At the micro level, concerns include:  suburbanization of jobs and housing, brownfields and pollution, fierce waterfront competition, dangerous rail/highway crossings, and heavy truck volume on local roads.  The 2030 Delaware Valley Regional Planning Commission’s Land Use Plan tries to overcome these obstacles through building a set of dense activity centers, preserving productive farmland, and improved transportation infrastructure.  

Mr. Farmer explained that the United States has developed through “dumb” growth patterns in previous decades, and those patterns make goods movement more difficult.  “Smart” growth patterns would make it much easier to transport goods, since people and jobs would be more centralized.  Government-supported economic development efforts should consider how freight will be transported to the newly-attracted businesses.  Federal, State, and local governments need to engage in city planning that includes social and economic components, not just land use.  Comprehensive planning must bring all stakeholders to the table, including existing businesses and freight carriers.  By actively involving these companies, government can get a better idea of how and where freight movement will be needed in the future.  
Mr. Squires spoke on the major issues facing the goods movement industry:  globalization, logistics chains, just-in-time warehousing, and big box retailing.   The past few years have seen important changes to how commerce takes place.  The digital revolution will increase the electronic exchange of ideas and how goods are purchased.  The manufacture of goods has become more consolidated and competitive.  Modern society must find a way to dispense goods to an increasingly diffuse population.  Energy shortages could be on the horizon, and it unlikely that energy costs (and thus transportation costs) will decline in the future.  Goods movement may eventually have to compete with personal mobility.  New urbanist and smart growth development patterns could become even more popular as energy costs rise.  Mr. Squires also discussed the Alameda (CA) Corridor Project as an excellent example of an innovative freight solution.  This project has a special purpose authority, an efficiency-minded approach, and a mix of funding components. 
Session Two: Global and National Perspective of the Freight Landscape
Speakers: 

John Vickerman, Principal, TranSystems
Bill Graves, President and CEO, American Trucking Association

Ed Mortimer, Director of Transportation Policy, US Chamber of Commerce

The second session of the summit focused on long-distance movement of freight.  Moving freight into the country and through the domestic goods movement system is a challenging issue that blurs the line between the responsibilities of the private and public sectors.  Without public investment, ports, trade corridors, and transshipment centers will not have the intermodal capacity and efficiency needed to accommodate future growth.  
Mr. Vickerman forecasts an “impending trade tsunami” of maritime international cargo demand.  By 2020, our seaports will be severely congested.  American ports are not growing fast enough to compete with Asian ports.  American ports do not have the necessary land to grow, since areas adjacent to them have been built up long ago by related uses such as warehousing, trucking, and trade zones.  US ports also lag in productivity.  European and Asian ports operate 24 hours, 7 days a week, 365 days a year.  American shippers need to find ways to improve efficiency. For example, it is cheaper for a company to build a new container in China than to ship empty containers back from the United States.  To remedy this inefficiency, shipping costs must decrease or the US must increase its exports to China.  
Mr. Graves discussed how the trucking industry is often pitted against the other modes for freight movement.  Everything consumed by urban America was, at some point, transported by truck.  More collaboration is necessary, noting the American Trucking Association’s initiatives designed to more closely work with the rail industry.  Without collaboration, the freight system develops inefficiencies that cost time and money.  As the economy grows, truck volume, road congestion, driver service hours, and delays will all increase.  There are currently 564,000 interstate haulers in the US, and a severe shortage of drivers threatens the industry’s ability to grow.  Other challenges to the trucking industry are issues of increasing gas prices.  

Mr. Mortimer spoke on the role of business leaders in the freight movement process.  The Chamber of Commerce works at the Federal level to ensure that state transportation agencies have freight expertise on staff.  The Chamber has created the advocacy group Americans for Transportation Mobility which focuses on goods movement and its importance on quality of life.  Americans for Transportation Mobility has been involved in intermodal transportation studies and transportation financing studies which look at innovate solutions for bringing technology into the transportation industry.  Businesses want to be part of the planning process, but it is often difficult to devote staff time to participation.  He has also found it is difficult to get government or the private sector to pay for improvements that increase efficiency or connect modes.  These types of projects need to be a shared responsibility.  Federal involvement in efficiency improvement is difficult because different committees on Capitol Hill deal with different transportation issues.  
Session Three: Development and Design: Outreach and Community Partnerships
Speakers:
Anne Strauss-Weider, Consultant

Charles McSwain, Assistant Vice President for Regional Development, CSX
Judith Katz, Region 3 Division Director, Environmental Protection Agency
Public awareness of how goods are brought to their local retailer is lacking.  Without knowledge on this important issue, the crisis in freight and goods movement has gone largely unnoticed by policy makers and their constituents.  This session explored how to reach out the community and partner with them to improve goods movement.  
Ms. Strauss-Weider began the session with a discussion of goods movement’s place in the community.  Growth in the freight industry used to be celebrated by the community, because new ports, highways or railroad lines meant new jobs and prosperity.  However, freight infrastructure has become regarded as a nuisance in recent years.  Further, the public has become disconnected to how goods are produced and delivered due to the country’s shift away from manufacturing.  The public and their policy officials prefer not to discuss freight issues in part due to “NIMBY-ism” (Not In My BackYard).  To remedy this, freight haulers and warehousers need to become better neighbors by considering their impact on the community.  The freight industry can also do a better job of partnering with community and political leaders to enhance the local economy.  Ms. Strauss-Weider also highlighted five areas of community concern that relate to freight issues: road congestion, land use, economic development, safety, and environmental issues.  

Mr. McSwain sees tremendous opportunities for intermodalism as we move from manufacturing to integrated logistics and creating an efficient flow of goods.  Railroads are the fastest-growing sector for freight movement due to its efficiency and long-haul capability.  Planning and investment have driven this growth.  Integrated logistics centers–including warehouses and distribution centers placed next to terminals–help eliminate traffic snafus and cross town shipping.  The logistics/supply chain management is influenced through the inclusion of a mechanism to motivate consistently efficient operations.  
Ms. Katz spoke on EPA initiatives aimed at relationship building with local communities.  She described the formation of a task force working with the Port of Philadelphia to try to clean up emissions at the port.  Philadelphia has also implemented new truck anti-idling laws to combat pollution.  EPA has also partnered with the freight industry to form Smart Way Partners, which works with truck stop operators to create electrified islands allowing truckers a plug in option instead of idling.  These freight and air quality efforts are growing into a Mid-Atlantic collaborative similar to ones found in the northeast and west.  These collaboratives seek solutions that improve business profitability while enhancing air quality.

Session Four: Brownfield and Greenfield Development:
Speakers:

Peter Palmer, Chairperson of the Board, North Jersey Transportation Planning Association

H. Craig Lewis, Vice President of Corporate Affairs, Norfolk/Southern Railroad

Jennifer MacDonald, Director of Government Affairs, Association of American Railroads

Brownfields, or environmentally polluted lands–are often a problem around transportation nodes.  Concern for the environment and government regulation was lax or nonexistent in previous decades.  Dangerous chemicals or old infrastructure may prevent the land from being reused without expensive cleanup.  

Mr. Palmer noted there is little incentive for the owners of brownfield sites to do any cleanup or renovation.  Oftentimes, owners are paying little or no property tax, have let the property fall into disrepair, or are disconnected from the neighborhood.  Redevelopment is also impeded by lack of access to the area.  Incentives to maintain or redevelop brownfield sites should be coordinated and marketed to the community by local governments.
Mr. Lewis discussed brownfield development issues from the railroad perspective.  Planning and location decisions are no longer driven by rail proximity.  Historically, however, areas around the railroad was heavily used for manufacturing and development.  These old sites remain polluted and stagnant.  New distribution facilities are more likely to be located on a greenfield, with all connections made by truck.  It is necessary to look for opportunities to blend uses together.  Infrastructure is challenged by highway and bridge encroachment, alternative land use demands, and instability of manufacturing companies.  Increased information or education is needed because freight distribution is not a concern to most of the public—which creates resistance from residential neighborhoods.  

Jennifer MacDonald, Director of Government Affairs with the American Association of Railroads, provided an example of a Freight Friendly Project.  The CREATE project in Chicago is a large public-private partnership to update the rail infrastructure in Chicago.  This is the world’s third largest intermodal hub—over one third of the nation’s rail traffic converges daily in Chicago.  A case study can be found at : http://ncppp.org/cases/create.html. 

Session Five: Coordinated Planning at the State Level 

Speakers:
Larry King, Deputy Secretary for Planning, Pennsylvania Department of Transportation

Charles Richman, Acting Commissioner, New Jersey Department of Community Affairs

Talvin Davis, Manager of Freight Planning, New Jersey Department of Transportation
Kicking of the second day of the freight summit was a session on state-level coordination of freight planning.  Mr. King discussed the fundamentals of smart transportation.  Important topics include focusing on building towns instead of sprawl, establishing coordinated local transportation networks, and forging strong partnerships with local government.  PennDOT is updating a statewide plan to develop a travel demand model which includes goods movement to increase understanding and to create action guidelines.  Pennsylvania has seen an increase of 2.5% in population since the 1990s, but land development has increased by 47%.  This has created a dramatic increase in freight traffic and has shown that there is a lack of awareness about freight movement and how products get to market.  
Mr. Richman finds that the best decision making occurs at the local level.  Because of this, there is an increased need for building partnerships and greater levels of trust between governmental agencies.  The partnership-building process takes time and all possible stakeholders must be involved.  New Jersey brings in 6-7 top planners several times a year to discuss planning issues and to propose solutions to the mayors, who can then initiate state/local partnerships if they see the need for their city.

Mr. Davis discussed five “C”s of planning:  conversations, coordination, collaboration, completion of the plan, and construction/implementation.  Goods movement within New Jersey is primarily by truck, while intercity transport is done by rail.  Rail plans are difficult because land availability is limited and developing brownfields is time-consuming.  NJDOT works with an advisory board which involves MPOs from New York, New Jersey, and Pennsylvania to discuss freight issues.  There continues to be conflict between passenger and freight trains on shared lines.  New ideas are needed on how to make it work.

Session Six: Financing Development and Goods Movement
Speakers:
James Hartung, President/CEO, Toledo Port Authority

Kevin Soucie, Consultant, Soucie and Associates

Improving the goods movement system requires investment in better infrastructure.  Intermodal facilities, highway improvements, truck-only lanes, rail improvements, and port facilities all cost substantial amounts of money.  Investment will need to come from both the private and public sectors.  
Mr. Hartung discussed finance programs designed to foster economic development.  The United State is the only industrialized nation without a formal National Transportation Policy.  The financing element of such a policy should include permission to privately finance facilities, a regional loan program, and revenue bonding.  He gave examples of two projects in development as financing samples.  Next Global (Global Express) has a $3 million tax exempt bond, leased land for 20 years, and obtained state and city grants for needed infrastructure expansion.  Hercules Tire and Rubber has a synthetic lease for expansion, Port Authority owned property, an option to purchase at the end of the lease, and court authority bond issue.  The financing program is now an income stream for the Port Authority.  It is important to seek funding aggressively and create partnerships.  We need to eliminate the parochial narrowness of “modal” thinking.

Mr. Soucie gave an example comparing the current transportation system to the shortages of food and rationing in cold-war Poland.  Poland set the price on food lower than the cost.  The farmers under produced and the consumer hoarded.  This created a shortage which was managed through coupons or rationing.  He states the same thing has happened in the US transportation system.  Price is set by the government.  The message to consumers is over consume and to producers is under produce.  Rationing occurs in the form of dedicated lanes.  Costs of transportation are not related to supply and demand; there is a disconnect between consumers of transportation and producers.  We need to move from a tax and spend model to a market based model.  States should partner with private enterprise to invest in projects that can generate a profit.  Customers are charged based on their use.  This has been done in California, Texas, and Virginia.  The customer is reconnected to the producer.

Session Seven: Locations and Movement:  Impacts on Economic Development

Speakers:
Fran Inman, Senior Vice President, Majestic Realty
Ezra Finken, The Waterfront Coalition
The Summit’s final session focused on how to stimulate economic development by focusing on goods movement.  Economic development opportunities are tied to the ability to move freight.  Additional opportunities may arise from building proximity to transportation connections.  
Ms. Inman spoke on how redevelopment can be spurred through investment in transportation infrastructure.  Freight and goods movement is the “endocrine system” of our economy, stimulating changes in various sectors depending on the ease and cost of transportation.  The growth in freight will continue to increase; it will not wax and wane.  The business community must be encouraged to facilitate change.  We must begin planning beyond borders because regional planning can bring together ideas.

Mr. Finken discussed water front connections as an economic catalyst.  Development in and around ports is a timely topic, since port congestion is just now beginning to be discussed by policy makers.  Waterfront Coalition members, businesses who bring freight to the coasts, are focusing on the matter and are working to make sure “freight does vote”.  Examples of port-area development opportunities are transshipment centers, free-trade zones, warehousing, light manufacturing, and water-related industries.  Port area economic development is often impeded by residential building.
Other Activities and Speakers

A tour of local freight facilities was also arranged by the Delaware Valley Regional Planning Commission.  Interested attendees were transported to the Penn Warehousing and Distribution Center, the Delaware Avenue Distribution Center and the Greenwich Rail Yard.

On Thursday, the keynote luncheon speaker was John Buntin, Staff Correspondent for Governing Magazine.  His recent article, “Pier Pressure” published in October 2004, helped develop the theme of the Summit.  The article and his keynote address looked at the urban waterfront renaissance that has occurred over the past two decades in the United States.  Ports struggle to increase capacity and are challenged by the increase in residential and other non-industrial uses for the land.  Even when new terminal locations are approved and situated, as in Charleston, residential use begins to encroach, which limits future port growth to match capacity needs.  There is a cost-benefit mismatch in this residential encroachment—homes add little community value, while freight facilities bring in needed goods and provide jobs.  It is important to focus more on the future benefits of ports and weigh their value against urban residential waterfront growth.  
To close the event, Shannon Menard with the Coalition for America’s Gateways and Trade Corridors gave a presentation on freight provisions in SAFETEA-LU.  There was an historic increase in funding and implementation must begin immediately.  Some of the 6000 earmarks in the bill funded freight projects.  Overall, freight received over $4 billion in funding.  This is a substantial increase over TEA-21, but represents only a “down payment” on the total system need.  The bill establish two commissions in which the Coalition is pressing for freight representation.  Moving forward, the coalition will monitor and influence lawmaking for goods movement, support the congressional goods movement caucus, and prepare for the next reauthorization.  

Conclusion

The Summit brought together more than 80 leaders in the area of freight and goods movement.  Participants heard from panelists at each of the seven sessions were among the foremost practitioners in the United States.  Freight and goods movement is an issue that cuts across a broad swath of society—from city planners to shippers to retailers.   However, these potential advocates for freight have not coalesced into a unified voice for reform.  In large part this is due to the lack of a freight and goods movement policy in the United States.  
NARC strives to pull together and grow the group of stakeholders whose livelihoods depend on efficient goods movement.   The 2005 Freight Summit explored the relationship between goods movement and land use.  Land use and property development are issues important at the grassroots level, attracting the interest of local policy makers, community leaders, and the general public.  By connecting goods movement with land use, new advocates are developed to help increase the call for improved goods movement.    

Profiles of Freight Summit Sponsors
Sponsor Name:  National Association of Regional Councils

Of the 39,000-plus local governments in the country, about 35,300 are served by approximately 350 regional councils. Since 1967, the National Association of Regional Councils (NARC) has brought together the country’s Councils of Government (COGs), Regional Councils (RCs), and Metropolitan Planning Organizations (MPOs) for the purposes of advocacy, research, and technical assistance.  The association is governed by a board of local elected officials.  
NARC maintains comprehensive programs in transportation, environment, homeland security, and economic development.  The association draws upon federal and foundation support to implement programs and projects that benefit the association’s membership.  Based in Washington, D.C., NARC holds meetings, conferences, workshops and symposiums yearly that explore and establish public policy positions and highlight best practices.

NARC works with Congress, federal agencies and the Administration in better understanding the important role regional councils and MPOs play in making federal programs more efficient and effective. A powerful method for advancing NARC’s policy agenda is by forming partnerships and coalitions, one of which is the Coalition for America’s Gateways and Trade Corridors.  Partnerships are formed with other associations, federal agencies, and the private sector.  

NARC’s transportation program is responsible for coordinating the activities of regional transportation planning agencies.  Member agencies range from small Rural Planning Organizations to the largest Metropolitan Planning Organizations in the country.  Because member COGs and MPOs must deal with multiple modes of transportation, NARC monitors and advocates for all modes of transportation, including highways, public transit, bicycle/pedestrian, aviation, passenger rail, and maritime.  
For more information, contact:

National Association of Regional Councils

1666 Connecticut Avenue NW

Suite 300

Washington, DC 20009

(202)986-1032

www.narc.org 
Sponsor Name: Federal Highway Administration
The Federal Highway Administration is a major agency of the U.S. Department of Transportation (DOT).  The top-level official at FHWA is the Administrator, J. Richard Capka, who reports directly to the Secretary of Transportation.  FHWA is headquartered in Washington, DC, with field offices in every State, the District of Columbia, and Puerto Rico.  FHWA headquarters consists of 15 offices.  The Office of Research, Development and Technology awards and manages grants—including one that funded From Design to Delivery Freight Summit.  The agency also maintains offices in all 50 states and Puerto Rico.   
FHWA is charged with the broad responsibility of ensuring that America’s roads and highways continue to be the safest and most technologically up-to-date. Although State, local, and tribal governments own most of the Nation’s highways, FHWA provides financial and technical support to them for constructing, improving, and preserving America’s highway system.  The agency’s annual budget of more than $36 billion is funded by fuel and motor vehicle excise taxes. A large portion of the budget is allocated through formula funding to state and regional governments.  Three over-arching priorities are found throughout FHWA’s programs: safety, congestion mitigation, and environmental stewardship.  
For more information, contact:

Federal Highway Administration

Office of Public Affairs

400 7th Street, SW
Washington, DC  20590
(202) 366-0660

http://www.fhwa.dot.gov
Sponsor Name: Coalition for America’s Gateways and Trade Corridors

The Coalition for America’s Gateways and Trade Corridors is an organization formed in 20XX by more than 30 concerned associations and agencies that deal with goods movement issues.  The goal of the Coalition is to bring attention to the freight and goods movement issue in the United States.  The primary Coalition is to raise media and Congressional awareness about the importance of goods movement to the American economy.  Activities of the Coalition include sharing information, publishing policy briefs, coordinating stakeholder meetings, and briefing members of the press.  
The Coalitions organizations represent many public agencies and private industry stakeholders dedicated to improving the U.S. freight transportation system.  The diverse backgrounds and varying interests of the Coalition’s members are tied together by their dependency on the freight system for business growth, homeland security, and consumer satisfaction.  Members believe that American businesses cannot remain competitive with adequate federal support for maintaining and improving the goods movement network.  Coalition members include: ACS State and Local Solutions, Alameda Corridor-East Construction Authority, American Standard Companies, American Trucking Associations, Association of American Railroads, DMJM-Harris, Florida East Coast Railway, Florida Trade and Transport Council, Gateway Cities Council of Governments, Genesee & Wyoming Inc., HDR Engineering, Inc., Intermodal Association of North America, Los Angeles County Metropolitan Transportation Authority, Los Angeles Economic Development Corporation, Majestic Realty Company, Moffatt & Nichol Engineers, National Association of Industrial and Office Properties, National Association of Regional Councils, National Railroad Construction and Maintenance Association, Inc., OnTrac, Parsons, Parsons Brinckerhoff, Port of Long Beach, Port of Los Angeles, Port of Oakland, Port of Pittsburgh, Port of Seattle, Port of Stockton, Port of Tacoma, RAILCET, Riverside (Calif.) County Transportation Commission, San Bernardino Associated Governments, Seattle Department of Transportation, Southern California Association of Governments, Washington State Department of Transportation
For more information, contact:
Coalition for America’s Gateways and Trade Corridors

1150 18th Street NW

Suite 1030

Washington, DC 20036

(202)828-9100

www.tradecorridors.org 
Sponsor Name: Delaware Valley Regional Planning Commission
Serving the Greater Philadelphia region for more than 40 years, the Delaware Valley Regional Planning Commission (DVRPC) works to foster regional cooperation in a nine-county, two state area. City, county and state representatives work together to address key issues, including transportation, land use, environmental protection and economic development.  The region includes Bucks, Chester, Delaware, Montgomery and Philadelphia counties in Pennsylvania; and Burlington, Camden, Gloucester and Mercer counties in New Jersey.  

DVRPC provides technical assistance and services; conducts high priority studies that respond to the requests and demands of member state and local governments; fosters cooperation among various constituents to forge a consensus on diverse regional issues; determines and meets the needs of the private sector; and practices public outreach efforts to promote two-way communication and public awareness of regional issues and the Commission. Working across state, county, and city lines, DVRPC advises on regional policy and capital funding issues such as transportation, economic development, the environment, and land use.
All activities are directed by an 18-member Board which establishes regional policy, defines committee duties, and adopts the annual work program. A 10-member Executive Committee oversees general operations and fiscal matters. Planning and service functions are split among the Office of the Executive Director, the Office of Communications and Public Affairs, and three divisions: Transportation Planning, Regional Planning, and Administration. DVRPC’s staff includes more than 100 full-time employees, including a large number of professional transportation and regional planners and engineers.
For more information, contact:

Delaware Valley Regional Planning Commission

190 N. Independence Mall West

8th Floor

Philadelphia, PA 19106-1520

(215)592-1800

www.dvrpc.org 
Sponsor Name: American Planning Association
The American Planning Association (APA) brings together thousands of people — urban planners, citizens, elected officials — committed to making great communities happen.  APA is a nonprofit public interest and research organization committed to urban, suburban, regional, and rural planning. Goods movement issues pervade several areas of interest to the association.  APA and its professional institute, the American Institute of Certified Planners, advance the art and science of planning to meet the needs of people and society.  The association also provides government affairs and legislative advocacy through its Washington, DC office.  

The organization’s 30,000-plus members affiliate with 46 statewide and dozens of local chapters.  These local chapters allow planners to monitor local and state developments Opportunities for leadership and professional development are provided through 19 special interest divisions that range from gender issues in the field to transportation planning.  
APA maintains the American Institute of Certified Planners (AICP).  Successful passage of the AICP exam requires a thorough understanding of planning law, ethics, and professional standards.  By completing the rigorous requirements necessary for AICP certification, a professional planner demonstrates his or her capacity to make a meaningful contribution to the field of planning.    
For more information, contact:

American Planning Association

122 S. Michigan Ave., Suite 1600
Chicago, IL 60603
Phone: 312-431-9100

http://www.planning.org
