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I n t r o d u c t i o n 

The Construction Legislative Council (CLC) is a 
multi-discipline coalition of 13 construction-

related organizations representing contractors, 
labor, architects, engineers, owners and material 
suppliers.  For over 40 years, CLC has been the 
legislative voice of these groups that represent a 
major portion of the infrastructure planning, de-
sign, and construction industry in Southwestern 
Pennsylvania.  Companies associated with CLC 
employ more than 200,000 people.  

CLC recognizes that transportation facilitates eco-
nomic growth and is an indicator of the economic 
health of a region.  A region cannot prosper with-
out a well-planned, multi-modal and intercon-
nected transportation system.  With this regional 
approach, CLC developed this Transportation 
Action Plan (TAP) that presents critical transporta-
tion improvements and capacity additions neces-
sary to Southwestern Pennsylvania’s economy.    

Transportation is a major component in the 
development of our region and the creation of 
permanent jobs.  The availability of rivers and 
railroads were crucial factors to advance the 
development of the steel industry in the 1800s 
and made Southwestern Pennsylvania a major 
economic region of the United States.  With the 
collapse of the steel industry, our region has 
shown its resilience through evolution and adop-
tion of new industries such as healthcare, educa-
tion, technology, robotics, financial services, film, 
and most recently oil and natural gas.  Leading 
the way in these industries, and home to over two 
dozen colleges and universities and world-class 
cultural offerings, Southwestern Pennsylvania 
continues to attract new populations that call our 
region home. 

The Greater Pittsburgh Area has grown and now 
encompasses the entire southwestern region 

of the state. Residents live in the ten counties 
surrounding Allegheny County, but travel across 
the entire region for work and leisure.  However, 
severe congestion and crumbling infrastructure 
cripple the region and restrict mobility.  Lack 
of public transportation, multi-modal facilities, 
and air traffic limit economic opportunities for 
the region.  The unique topography and climate 
present another set of challenges to mobility.  
The geographic location on the continent makes 
the region a thoroughfare for additional National 
North-South and East-West traffic.  A new ap-
proach must be taken to develop a transporta-
tion system that is capable of serving people and 
businesses in our region.

The goal of CLC’s Transportation Action Plan is 
to advance key transportation projects that will 
continue to grow a diversified and sustainable 
regional economy and promote economic com-
petitiveness of the region.  Implementation of the 
TAP will require perseverance of community lead-
ers, stakeholders, public agencies, and elected 
officials.  Public support is currently high, as 
residents of the region recognize the challenges 
we all face today, and realize the consequences of 
non-action in the future.  

CLC will provide briefings on the TAP at your con-
venience to answer questions and discuss sug-
gestions and comments. CLC offers its support 
to those who accept the challenge and advocate 
with us for the betterment of our region.  Please 
contact us at TAP@CLCPA.org for more informa-
tion.

Sincerely,

Jon O’Brien    Margaret Moore, PE
CLC Chairman     CLC TAP Chairman
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           O v e r v i e w
Our current transportation system is defined 

by radial links to and from Pittsburgh’s 
Central Business District (CBD) and significantly 
lacks a regional functionality.  As economic 
centers outside of Pittsburgh’s CBD grow (Cran-
berry, Monroeville, Southpointe, and the Airport 
Corridor), so does the need for a multi-modal 
transportation system that serves the entire re-
gion.  The Transportation Action Plan highlights 
specific projects across Western Pennsylvania 
that are critical for our region to be economi-
cally competitive with other major metropolitan 
regions in the country.  We encourage officials 
to adopt this regional approach to transporta-
tion planning and funding, that encompasses 
multiple counties, PennDOT Districts, transpor-
tation authorities, and public transportation 
agencies.  

“A holistic transpor-
tation system that     

supports and enhances 
present and future 

economic opportunities 
for those who live,  
work, and play in 

Southwestern 
Pennsylvania.”

CLC strongly believes completion of the follow-
ing projects is critical to supporting the current 
and future demands of our region:
 
    •  Connecting Downtown Pittsburgh   
       and Pittsburgh International Airport   
       (page 4)

    • Southwestern PA Regional Beltway 
      Designation (page 5)

    • The Southern Beltway       
      (page 6)

    • I-70 Reconstruction from West Virginia   
      to New Stanton (page 7)

    • I-79 Corridor Improvements 
      (page 8)

    • Mon-Fayette Expressway/Busway   
      East Extension (E/BEE)  (page 9)

    •  Bus Rapid Transit Connection 
       between Downtown Pittsburgh and 
       Oakland - 1st STEP (page 10)

   The following narratives summarize each proj- 
   ect  and discuss project necessity and expect- 
   ed benefits for our region. In addition to   
   advocacy from residents, businesses, commu- 
   nity leaders and elected officials, these proj- 
   ects will require innovative approaches to  
   funding and timing project delivery.
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Connecting Downtown Pittsburgh and 
Pittsburgh International Airport 

Description

This new infrastructure project would connect 
Downtown Pittsburgh to Pittsburgh Inter-

national Airport via light rail, bus rapid transit, 
busway system, or a combination of these ele-
ments.

Necessity
National site assessors say their clients eliminate 
Pittsburgh as a consideration because it does 
not have an adequate transit connection from 
Downtown Pittsburgh to Pittsburgh Internation-
al Airport. The region misses opportunities in 
business, entertainment, and tourism because 
Pittsburgh is insufficiently accessible from its 
airport.

Details
The Airport Multi-modal Major Investment 
Study, conducted by SPC (Southwestern Penn-
sylvania Commission) in 2003, concluded that 
two projects should be incorporated to achieve 
a connection between the Pittsburgh CBD 
(Commercial Business District) and Pittsburgh 
International Airport: Parkway West Widening 

with bus rapid transit (BRT) enhancements, and 
the Airport Connector Light Rail Transit (LRT). 

One possible LRT alignment runs along the Ohio 
River, extending from the North Shore through 
Bellevue, across Neville Island, through Moon 
Township/Robert Morris University to Pittsburgh 
International Airport.

The current 28X bus route should be modified 
and become part of the multi-modal approach, 
stopping at facility hubs with parking and basic 
services along the LRT alignment. 
 
Benefits
• Creates a rapid transit link between Pittsburgh,  
   the Airport, and the Downtown, North Shore 
   and South Hills LRT systems.
• Provides reliable and frequent service to jobs,  
  residences, and commercial activity. 
• Enhances transit oriented land uses in those  
  communities.
• Provides a new transit alternative to the Park- 
  way West.
• Reduces regional travel times to the Airport  
   and Downtown, with potential future     
   extensions. 
• Builds a component of potential regional rail  
   system.

A multi-modal connection between Pittsburgh 
and its International Airport will spur com-
mercial office, retail, restaurant, hotel, and 
light industrial economic development in the 
immediate region, and is a necessary compo-
nent to restore Pittsburgh as a major economic 
epicenter.

TAP for Southwestern PA
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Southwestern PA Regional Beltway 
Designation 

Description

The project proposes designation and sig-
nage of I-70, I-79 and I-76 as the Southwest-

ern PA Regional Beltway. These three interstates 
form a complete beltway in our region.

Recent improvements to the I-79/I-76 (PA 
Turnpike) and I-79/I-70 interchanges improve 
the functionality of this interstate network as a 
regional outer beltway.  

Necessity
Pittsburgh’s transportation network evolved as 
a series of radial links centered in Pittsburgh.  
These links are crippled with congestion which 
is compounded with traffic merely passing 
through the city.  This network also adds to the 
broadly held perception that Pittsburgh does 
not have a regional beltway; however, even 
Wikipedia notes the function of I-70/I-79/I-76 
as a complete beltway around the Pittsburgh 
metropolitan area.  

Additionally, the development of a beltway 
system is an essential component of efforts to 
promote both access and economic competi-
tiveness of the Pittsburgh region.  Highway 
access to development sites is a top consider-

ation in location criteria for site development 
specialists.  The system functions as an outer 
beltway, but specific designation and clever sig-
nage should be implemented to draw attention 
to the system for residents of the region who 
might not have considered the option, and for 
national traffic passing through. 

Details
The proposed Southwestern PA Regional 
Beltway Designation involves development 
of a formal name and logo then installation of 
signage along the I-70, I-79 and I-76 interstate 
network.  The project should also include a 
public relations campaign to note the benefits 
of the designation.  

While most beltway systems carry a specific 
interstate designation, there are a number of 
beltway systems that are comprised of multiple 
interstates.  The Harrisburg Capital Beltway, for 
example, is comprised of I-81, I-83 and PA 581.
 
Benefits 
The Southwestern PA Regional Beltway Des-
ignation is an economical project that would 
provide various benefits including: 
 
• Low cost to implement signage.
• Increased awareness that the interstate net- 
  work provides a viable  option for accessing  
  many residential, commercial, and industrial  
  areas and the Pittsburgh International Airport.  
• National awareness of a regional  beltway that  
  would attract new businesses to the region,  
  improve the economy, and relieve conges-   
  tion on the current radial system. 
• Local awareness would recommend commut- 
  ers, shoppers, businesses and services use  
  the beltway as an alternative to sitting in Pitts- 
  burgh traffic.
• Beltway market access for area firms near the   
  network.

TAP for Southwestern PA
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The Southern Beltway

Description

The Southern Beltway is a 43-mile highway 
proposed to connect Monroeville and the 

eastern suburbs to the Mon-Fayette Express-
way in Finleyville, PA, and on to the Pittsburgh 
International Airport.  Only one 6-mile section 
of the Southern Beltway is currently open to 
traffic.  The Findlay Connector, as it is commonly 
known, opened in 2006 and extends from I-376 
at the Pittsburgh International Airport, to PA 
Route 22.

Necessity
Every day 85,000 vehicles use the Parkway 
West and 73,000 vehicles use the Parkway East.  
The Parkways are perpetually congested and 
cannot accommodate any additional traffic.  As 
the Greater Pittsburgh Area continues to grow, 
additional highway infrastructure is neces-
sary for motorists and commercial vehicles to 
move around the region without adding to the 
congestion of traffic traveling to downtown 
Pittsburgh.  

Details
Four segments comprise the Southern Beltway:
• The first section from Pittsburgh International 
  Airport to Route 22 is built and in operation. It 
  is commonly known as the Findlay Connector.
• The second section will extend the Findlay   
  Connector 13 more miles to I-79 in Washing-
  ton, PA. Funding has become available for the 
  second section of the Southern Beltway and 
  the roadway is expected to be constructed and 
  open to the public in five years. 
• The third section of the Southern Beltway is a 
  12.5-mile section that would connect I-79 to 
  the Mon/Fayette Expressway.
• The fourth, 13-mile section of the Southern 
  Beltway completes the bypass of the Parkway 
  East and Squirrel Hill tunnel bottleneck to con-
  nect the eastern suburbs to Pittsburgh Inter-
  national Airport, and Monroeville to the cur-
  rent end of the Mon-Valley Expressway at 
  Large, PA, on State Route 51.  This link is also 
  part of the Mon-Fayette Expressway/Busway 
  East Extension on page 9.  
 
Benefits 
The Southern Beltway will allow motorists to 
travel from Washington, PA, to the Pittsburgh 
International Airport, and other destinations 
west and north, without using the Parkway 
West.  It will support the economic, commercial, 
and residential development experienced west 
and south of Pittsburgh due to the emergence 
of the natural gas industry while relieving con-
gestion on the Parkway West.  

Completion of these final sections of the 
Southern Beltway are necessary to increase the 
functionality of the beltway, support growth 
to destinations east of Pittsburgh, and relieve 
Parkway East congestion.

TAP for Southwestern PA
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TAP for Southwestern PA

I-70 Reconstruction from 
West Virginia to New Stanton

Description

Over the next six years nearly $500 million 
must be invested in I-70 reconstruction 

from the West Virginia border to the New Stan-
ton Interchange.  

Necessity
The construction of the I-70 corridor as we know 
it today began in 1953 connecting the West Vir-
ginia state line to the Maryland state line.  Over 
the following 15 years, I-70 was designed and 
constructed section by section and completed 
in1968.  Today, most of I-70 is in poor condi-
tion, lanes are narrow, and interchanges are 
substandard.  The interstate was not originally 
built as an interstate and cannot accommodate 
the large volume of heavy traffic. In addition, 
there are many geometric deficiencies that must 
be upgraded to adequately maintain this as an 
interstate designation.

Details
Currently, there are twelve active projects, seven 
of which are under construction. Those projects 
provide improvements to eight interchanges/
ramps, six bridge replacements or reconstruc-
tions, and numerous miles of improved roadway 
and upgrades to the interstate’s intelligent 
transportation systems. However, many more 
improvements are necessary for the I-70 cor-
ridor such as:

• Replacing/rehabilitating deteriorating bridges.
• Upgrading existing interchange acceleration  
   and deceleration ramps. 
• Smoothing roadway horizontal and vertical 
  curve geometry. 
• Widening lanes and shoulders.
• Replacing bridges having less than the re-  
  quired 16’ 6” under clearance. 
• Improving interchange traffic flow.
• Adding capacity to the system with a 3rd lane  
  in both directions.

Benefits
The most essential benefit that will be recog-
nized from the reconstruction of I-70 is safety.  
Narrow lanes, uneven pavement and rutting, 
narrow shoulders and sharp bends have made 
this section of roadway one of the most danger-
ous in the nation. Traffic volumes and speeds 
have increased, and the roadway has not been 
upgraded to accommodate the changes.  The 
added capacity of additional lanes and wider 
shoulders will accommodate emergency ve-
hicles thus avoiding complete closure of the 
interstate when accidents occur.  It will also 
increase the functionality of the Southwestern 
Pennsylvania Regional Beltway as described on 
page 5.
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I-79 Corridor Improvements 

Description

The CLC recommends making safety and 
capacity improvements to I-79 to increase 

functionality of the Southwestern Pennsylvania 
Regional Beltway and beyond: north through 
Butler County and south through Washington 
County.

Necessity
Southpointe and Cranberry have both experi-
enced enormous economic growth over the last 
few decades. These economic epicenters along 
I-79 at the intersections with I-70 in Washing-
ton County and I-76 in Butler County both rank 
among the most rapidly growing areas in the 
US. Initially, these economic centers developed 
around the intersections of major free flowing 
highways in Southwestern Pennsylvania with 
urban Pittsburgh at the center.  

As each of these areas reached a critical mass 
of economic activity, they became origins and 
destinations in their own right, independent 
of the Pittsburgh-centric region.  This has 

increased the local traffic on I-79 at both the 
Southpointe and Cranberry epicenters, and ev-
erywhere in between. Residential and commer-
cial development in these areas increase traffic 
volumes every day, at all times of the day.

Additionally, motorists travel to and from points 
south, such as Ohio, Maryland and West Virginia, 
and connect to Erie and points north, including 
New York, New England, and Canada. The num-
ber of travelers who fit this profile has increased 
steadily over the years.  

Details
• Widen two sections of I-79 from four lanes  
  to at least six lanes: 1. From I-70 in Washington 
  to Bridgeville and 2. From I-376/Parkway West 
  to I-279  “split”. 
• Straighten high-accident  “S” bends south of 
  Neville Island. 
• Correct geometrically substandard ramps at 
  Coraopolis Road/PA-51. 
• Improve Houston and Canonsburg 
  interchanges.
• Continue the six lane widening improvements  
   north of Cranberry and south of Washington.

Benefits
Completion of these improvements will:
• Decrease congestion.
• Enhance safety.
• Improve mobility of employees, customers, 
  raw materials and finished products.
• Increase commerce along the corridor.

The improvements to the network of highways 
that already function as a beltway around Pitts-
burgh will provide the economic and transpor-
taion benefits necessary for the Southwestern 
Pennsylvania region to compete successfully 
with other regions to create permanent jobs 
and sustain a strong economy.

TAP for Southwestern PA
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TAP for Southwestern PA

Mon-Fayette Expressway/Busway East 
Extension (E/BEE) 

Description

The 
proposed 

Expressway/
Busway East 
Extension, 
or E/BEE,  
has two 
components: 

1. Completion of the PA Route 51 to I-376 
Expressway section to Monroeville which is        
also part of the Southern Beltway described    
on page 6.
2. Extension of the Martin Luther King Jr. Bus-
way East from its current terminus in Swissvale 
to the proposed Expressway alignment in East 
Pittsburgh.  

Necessity
The Mon Valley area faced considerable eco-
nomic decline in the 1980’s and conditions of 
economic distress persisting in large measure 
due to the lack of highway access into the area.  
Lack of highway access is limiting the redevel-
opment of more than 1,000 acres of brownfield 
sites and communities in the corridor. Traffic 
congestion in the corridor has been com-
pounded over the past 50 years due to lack of 
increased capacity of the Parkway East.

Details  
The construction of the 13-mile leg of the 
Expressway from SR-51 to I-376 in Monroeville 
would follow the federally-approved (Record 
of Decision) alignment.  The Martin Luther King 
Jr. East Busway would be extended by 2.8 miles 

from its current terminus in Swissvale, along the 
same Norfolk Southern rail line parallel to the 
current East Busway, to the Expressway toll road 
proposed alignment adjacent to the Keystone 
Commons complex in East Pittsburgh. Bus 
stops in East Pittsburgh and Braddock would be 
included in the extension.  

The multimodal E/BEE project would be a com-
petitive project for federal transit and demon-
stration funds. Also, a public-private partnership 
would have the potential to inject a significant 
level of private funding into the project.  

Benefits
The E/BEE will address major concerns of Ex-
pressway opponents and can build consensus 
for the project among political leaders in the 
corridor.  

Improves access to: 
• Industrial brownfield sites in Duquesne,
  McKeesport, and Keystone Commons in East 
  Pittsburgh. 
• Mon Valley employers including US Steel,  Ken-
  nywood Park and more than 1,500 manufactur-
  ing related firms in the corridor.
• Mon Valley communities for attraction of new 
  residents.   

The Mon-Fayette E/BEE will also:
• Reduce the cost of the original Expressway   
  design by approximately one-half. 
• Serve as the crucial eastern leg of the Southern  
  Beltway system.
• Complete the entire Mon Fayette Expressway  
  system from I-68 in West Virginia to Monro-
  eville and Pittsburgh. 
• Develop a self-supporting toll road network for 
   operation and maintenance  to serve the eco-
   nomically devastated Mon Valley corridor.  
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Bus Rapid Transit Connection between 
Downtown Pittsburgh and Oakland - 
1st STEP

Description

The proposed BRT - 1st STEP initiative would 
involve implementation of an Oakland/

Downtown Flyer designation for a select num-
ber of bus routes that serve this corridor.  The 
designation and signage would clearly state 
that the particular bus is a “Flyer” between Oak-
land and Downtown with no stops between and 
a limited number of stops in both Oakland and 
Downtown.  

The Oakland/Downtown corridor is the best 
served bus transit corridor in Allegheny County 
with at least fifteen bus routes.  Bus service 
frequency is in the range of every five minutes 
and the travel time is in the range of eighteen 
to twenty minutes.  Implementation of a Flyer 
system for select buses serving the corridor for 
the portion of their routes between Oakland 
and Downtown has the potential of reducing 
travel time to less than fifteen minutes.  
Necessity
Significant interest exists in development of a 

BRT system between Downtown Pittsburgh and 
Oakland. The driving force for the BRT initiative 
is creation of a stronger connection between 
the business center of Downtown Pittsburgh 
and the education and health center in Oakland.  
Development of a BRT will improve the connec-
tion between these economic centers.  

Details 
The BRT - 1st STEP project would utilize the 
“Flyer” designation to select buses and routes 
serving the corridor.  Transit would see signage 
on the bus designating it as the “Oakland/
Downtown Flyer”.  A variety of signage options 
exist to ensure clear communication of this 
designation.  

Benefits 
•  A low cost project. 
•  Can be implemented very quickly, significantly 
   improving the connection between Oakland  
   and Downtown Pittsburgh in the short-term. 
•  Testing and changes to improve recognition  
   of the Flyers would be easily accomplished. 
•  The number of Oakland/Downtown Flyers  
    could be adjusted based on demand.
•  Help to both demonstrate and develop a mar- 
   ket of transit users for consideration of the full  
   BRT system. 

TAP for Southwestern PA
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Alternative Funding Sources 

In the past, the fuel 
tax and other 

revenues from 
highway users levied 
by the Federal and 
State Governments 
have been the 
primary source for 
funding highway 
and transportation programs.  The Highway Trust 
Fund is a transportation fund which receives 
money from a federal fuel tax on gasoline. In 
fact, from 1993 to 2015, the federal gas tax has 
been at the same rate at 18.4 cents per gallon, a 
fixed rate not tied to inflation.  Meanwhile, the 
Highway Trust Fund, which depends on these 
federal gas tax revenues, has seen its revenues 
fail to match its level of spending for years. Not 
only has the gas tax been fixed for two decades, 
but vehicles also have become much more fuel 
efficient since 1993 (over 20%). That has led to 
less gasoline use and less gas tax paid per mile 
driven -- even as alternative fuel vehicles like 
hybrids have also hit the road.  This is coupled 
with higher gasoline prices, rising highway con-
struction costs, and a lack of political support to 
raise any new revenues for transportation fund-
ing. Alternative funding sources to the current 
Highway Trust Fund are desperately needed to 
adequately fund the National Highway System.  
Revenues from the flat rate fuel tax are not suffi-
cient to fund the maintenance of our deteriorat-
ed roadways and bridges, as well as expansion 
due to overwhelming congestion on the current 
transportation system. 

Some alternatives to the conventional fuel tax 
that should be further investigated include the 
following:

• General Taxes – These may include property  
  taxes, income taxes, and other general funds.

• Specialized Taxes – These may include local 
  sales taxes, special assessments, improvement 
  district fees, developer fees and related taxes.
 
 - Of note is the local sales tax which can           
    dedicate revenues for specified transportation  
    improvements.  Several local governments 
    throughout the country have passed some  
    sort of local tax for this  purpose.

  - The improvement district fee has the users    
     and property owners who benefit from        
     the transportation improvement pay the cost,  
     thus working well for megaprojects that cross  
     jurisdictional boundaries.

• Direct User Charges – These include mileage-  
  based taxes, vehicle-miles traveled and High-
  way Occupancy Toll (HOT) lanes.
 
 - Direct user charges have an advantage since  
    rates can be set to better reflect the costs  
    associated with the use of highway facilities  
    and the types of vehicles using the highways.   

• Private Financing and Borrowing – Subsi-
  dies to State and Local Governments through 
  tax-exempt bonds, tax credit bonds, subsidized 
  bonds (such as Build America Bonds), low-rate 
  loans, loan guarantees, lines of credit, and TIFIA 
  programs.  This also includes the creation of a 
  National Infrastructure Bank to serve as a sepa-
  rate institution for loans, lines of credit, and 
  even some grants.

 - Borrowing against future revenues may accel- 
   erate the realization of projects’ benefits be- 
   cause construction can begin sooner.

TAP for Southwestern PA
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• Tolling of the Interstate System – Existing 
   interstates would have tolls with the mon-
   ies collected used to subsidize transportation 
   improvements of that facility.

  - Gives drivers the choice of paying for the  
     advantages of using a tolled interstate seg-
     ment or choosing to use an alternative route  
     that may require greater travel time.

  - Tolls vary in accordance with time of day,  
     events, and different types of vehicles.

• Public-Private Partnerships (P3s) – Govern-
   ment service or private business venture 
   which is funded and operated through a part-
   nership of government and one or more pri-
   vate sector companies. 

  - P3s have two fundamental drivers: they are   
    claimed to enable the public sector to harness 
    the expertise and efficiencies that the private 
    sector can bring to the delivery of certain 
    facilities and services traditionally procured 
    and delivered by the public sector; and they 
    are structured so that the public sector body 
    seeking to make a capital investment does not 
    incur any borrowing.

• Tax Increment Financing (TIF) – Public financ-
   ing method that is used as a subsidy for rede-
   velopment, infrastructure, and other commu-
   nity-improvement projects.  

  - TIF is a method to use future gains in taxes  
     to subsidize current improvements, which  
     are projected to create the conditions for  
     gains above the routine yearly increases 
     that often occur without the improve-           
     ments. 

• Transit-Oriented Development (TOD) – 
Mixed-use residential and commercial area de-
signed to maximize access to public transport, 
and often incorporates features to encourage 
transit ridership.

• Transit Revitalization Investment District 
(TRID) – Offers municipalities, transit agencies, 
and developers a flexible approach to plan for 
and implement transit-oriented development 
(TOD).

  - TRID is an optional tool to be used by com- 
     munities wishing to leverage state funding  
     for planning and implementing TOD.
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CLC TAP Committee Members:

Margaret Moore, PE (chair) 

Richard Barcaskey 
Gary Chodkowski, PE
Pat Kane, PE
Joe Kirk
Walt Krasneski
Brian Krul, PE, PTOE
Paul Messineo, PE
Karl Sieg, PE
James Weaver
Lisle Williams, PE, PLS

These professionals represent nearly 350 years of collective experience in the transportation industry and have volun-
teered their time, insight and expertise for the betterment of Southwestern Pennsylvania’s transportation system. We 
are ready to meet with the general public, special interest groups, and elected officials to advance the recommenda-
tions of this document. Please contact TAP@CLCPA.org for more information.

Designed and printed through 
the generosity of :



CLC Member Organizations:

American Institute of Architects, Pittsburgh Chapter

American Society of Civil Engineers, Pittsburgh Section

American Society of Highway Engineers, Pittsburgh Section

Construction Financial Management Association, Greater Pittsburgh Chapter

Constructors Association of Western PA

Green Building Alliance

Ironworker Employers Association of Western PA

Master Builders’ Association of Western PA, Inc.

Mechanical Contractors Association of Western PA, Inc.

NAIOP, Commercial Real Estate Development Association, Pittsburgh Chapter

NUCA of Pennsylvania, Representing Utility & Excavation Contractors

Pennsylvania Society of Professional Engineers, Pittsburgh Chapter

Pittsburgh Builders Exchange


