Time inconsistencies in preferences

The case study of congestion charges in Stockholm

Abstract
The aim of this study is to analyse time inconsistencies in the preferences of different actors involved in the decision-making related to the implementation of the Stockholm congestion-pricing scheme. The analysis of the procurement process indicates that there has been a total focus on the election period. In order to carry out the trial within the election period the process has been rushed and the trial period became very short (seven months). The short time period made it difficult to evaluate the trial and to communicate the results to the municipality citizens before the national elections and the local referendum concerning a permanent implementation of the system. The seemingly inappropriate timetable for the trial and referendum, may be explained by information asymmetry allowing leading local politicians to anticipate the preference change that did occur in the public.
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1. Introduction
At a very general level, environmental policies reflect society's collective decision of many actors to pursue certain environmental goals and objectives and to use particular means to achieve them. The decision making of the public sector incorporates a diversity of perspectives on environmental problems, e.g. from the industry, environmental organizations, and the general public individual in the society. Indeed the governmental performance relies heavily on public decision-making to receive ratification of necessary financial resources or to acquire legal authority or political legitimacy.

In a decision-making process, all actors are guided by their own values and preferences. Observations and research suggest, generally, that there is a tendency to choose immediate rewards over immediate costs or, loosely speaking, a tendency to under-weigh the future in favour of the present. This tendency is partly acknowledged in the (standard) notion of individual discounting of utilities, but can also be regarded as irrational, a reflection of true variation of preferences over time, which is sometimes denoted as time inconsistent behaviour (Bhattacharya and Lakdawalla, 2004). Furthermore, such time preference profiles may differ between actors, and vary over time (Strotz, 1956; and Grossman and Helpman, 1996). In the presence of time inconsistencies, individual welfare maximisation has to be supported by external systems that helps the individual consider not just her present preferences, but weigh those together with those of her own future self. 

Time inconsistency has been central in the understanding of political decisions in a given political and institutional setting (Rogoff and Sibert, 1988; Helm et al., 2003; Marsiliani and Renström, 2004). The time inconstant behaviour may vary between politicians and bureaucrats and between different levels of government and the allocation of tasks between different levels of government has been therefore, at large, been explained by time inconstancies in the preferences, e.g. Marsiliani and Renström (2004). Myopia may be seen as a serious practical problem for democratic governments because politics tends to produce short time horizons, often extending only until the next election, if not just up to the next public opinion poll. Politicians may systematically short-change the future when they weigh short-run costs against long-run benefits. On the other hand, the bureaucrats are assumed to have longer time horizons. In this context, it is possible to address how the responsibilities should be shared and/or design mechanism for the “right” decisions to be taken in a society (Alesina and Tabellini, 2004).

Furthermore, the responses of the public and firms to political decisions can include their appreciation and expectation of the politicians’ time-inconsistency. And the public might respond differently to policies and changes that they feel are permanent and irreversible as opposed to more ephemeral policies and changes. For instance it is less likely that an individual changes his/her behaviour in a sweeping way if a policy is perceived as a temporary change (even if it may not have been officially introduced as once). 

Acceptance also relates to the design of the decision making process needed for the implementation of a road pricing scheme, and the negotiating abilities among the politicians involved at different levels of government and among the experts and planners representing the various affected governmental bodies affect the acceptance of a policy by the public. See f ex Marcucci and Marini (2003) for a review of literature over issues that have to be handled in order to make congestion charges acceptable.   

The issue of time inconsistent preferences may be particularly relevant for implementation of environmental policies since these generally have long terms effects. The actions taken now are in many ways harvested years from now which declines our motives for such actions, e.g. Pearce et al. (2006).  The efforts of fighting policies aimed at environmental changes might come well in advance of the benefits e.g. clean air. In addition, many decisions considering environmental actions impose large transitional costs as households and businesses adjust their behaviour. Therefore, shortsighted politicians with their eyes on elections would be tempted to avoid uncomfortable decisions 

Most of the literature on time inconsistency refrains from speculation on the causes of the observed phenomenon. Polborn and Willman (2004), however, discuss the timing of referendums and introduce a public decision maker (“the government”), whose preferences differ from those of the median voter due to an asymmetry of information concerning the future pay-offs that individual voters will enjoy as a consequence of a proposed program. In their model, the government representative is expected to anticipate those pay-offs with a higher degree of certainty, and is therefore assigning a lower risk-premium to the program. As a consequence, the government representative can control the outcome of a referendum by scheduling it to a point in time when the voter is expected to have “realised” the extent to which her future self will appreciate the effects of the program

Voters (and politicians) may however be either uncertain or misinformed about their own future gains of a public program for different reasons. Those reasons may be structured as relating to

· Uncertainty/misinformation about the design of the program (not knowing f ex the charging levels that will be applied)

· Errors/uncertainty in forecasting the objective effects the program that will result from the program (not knowing how much travel time will be reduced, f ex)

· Not knowing the utility that the future self will assign to a given set of objective conditions (uncertainty of future preference functions). Social-psychological theory – cognitive dissonance – see Schade and Baum (2007) -  suggests f ex that preferences will change in result of a program that implies behavioural change. 

For a successful implementation of a sustainable transport policy, it is of importance to analyse and study the presence of time inconsistent behaviour in the decision process in order to specify in advance, where possible conflicts of interest may arise and where institutional barriers to implementation exist. It is also important to understand the relative contribution of the different causes for time inconsistency indicated above, since they differ in (1) how and (2) the extent to which, they can be corrected by information from a more well informed politician. 

The purpose of this study is to analyse time inconsistencies in the preferences of different actors involved in the decision-making related to the implementation of the Stockholm congestion-pricing scheme. The focus of this study is primary on politicians at the national and the local level. The result seek to increase the understanding of the directions of changes in allocation of tasks and in devising second best policy action given the present allocation of tasks. In this analysis, we are dealing with positive theory. Positive theory deals with the question what can be done. Positive theory realises that there are many imperfections in the real world affect policy-making. For instance, politicians are in general not benevolent welfare maximisers. They may follow their own interests – or may be forced by the democratic election system to follow the current interest of their voters, even in situations when they expect that the same voters in the future would have preferred them to decide differently.  

2. Analytic framework

In this study, we apply a positive analysis on the implementation process of a congestion-pricing scheme in Stockholm. When dealing with positive economic theory we are not so much concerned with the question of which types of policies are desirable from a normative point of view. In the positive economic theory, we are instead interested in predicting the likely course of action by including real world frictions such as self-interested politicians and cognitive difficulties that individuals may have in understanding the impacts of a policy and the economic meaning of an activity. In this study, we start of with an identification of relevant actors that have been taken part in the decision process. 

The actors considered in the analysis are:

· politicians on a national level, i.e. the national parliament and government

· politicians on a local level, i.e. the local government council and executive board

· the public

· different lobbying and interest groups 

In order to analyse the time horizons, we seek to study the factors that may have affected the time preferences of different actors. The following three four are considered in this study: 
· the political and institutional setting

· the perception of problem/impact from other actors

· the goals of different actors 

· the acceptance and anticipated effects of the trial perceived by the public 

The first factor concerns the political and institutional setting of the actors. For example the electoral system in Sweden with elections every fourth year can be argued to affect the time horizons for the politicians in a most concrete way. Depending on negotiations and agreements between political parities and coalitions, the importance of the election periods may be of more or less importance, though. 

In this study, we have also considered it likely that the perception of a problem or the impact of pressure groups may affect the time horizon of the actors in the decision process. This view is also shared by Oates and Portney (2001). Depending on how urgent the public (or a pressure group) perceives a certain transport problem to be, the more support they express for a rapid implementation of a measure, and vice versa. A politician acting upon this problem is likely to be rewarded whereas an action that is considered not so important is likely to be criticised. 

The perception of a problem is closely connected to the provision of information. Various actors and groups may have various abilities and possibilities to obtain and process information, and there is reason to believe that asymmetry of information provides politicians with a better expectation of voters' future preferences, than visa versa.

The analysis the political process preceding the Stockholm congestion trial is described and the public attitudes towards a congestion charging system is analysed. Thereafter, we analyse the actions taken by the politicians at the national and the local level.

The data consists of descriptions of the political decisions process preceding the Stockholm congestion trial in reports from the National Road Administration, the Office of Regional Planning and Urban Transportation in Stockholm, the Ministry of Industry and Commerce as well as the Congestion Charge Secretariat. Data is also collected from studied made by the Congestion Charge Secretariat on knowledge and attitudes towards the congestion charging system.


3. Stockholm congestion charges 

3.1 Background and summary 

The congestion pricing in Stockholm has a long history. Already in 1977, a county bill was laid for economical steering of the car traffic. An agreement, named “the Dennis agreement” after the government negotiator, was reached in 1992. In the agreement it was said that the road investments were to be partly funded by a road toll. (See Ahlstrand (2001) on a review of the Dennis agreement.) However, because of the growing political difficulties caused by the agreement, the national government, which actually initiated the Dennis agreement, withdraw its support in 1997. 

In Sweden, a controversial issue among the stakeholders has been the form of proceeds from tolls; whether the congestion charge is to be considered as a fee or a tax. In the end it was decided that the charge is to be considered a tax, which means that the Swedish parliament has to decide the level of the charge and how the collected revenue should be (recycled) allocated to different purposes. Since the municipalities have no legal authority to decide on road (taxes) charges, it was proposed that they should have a large influence on the charges by having the authority to initiate the implementation of the law in the region by a request to the government. 

The Stockholm congestion trial was carried out during 2006. As part of the agreement between the City of Stockholm and the national government, the national government paid for the costs of the trial. The revenues were also brought back to the Stockholm region by investments in the public transport system and in infrastructure needed for the trial. The recycling of the revenues to the region was in many cases seen as a question of equity and fairness. 

The geographical scope of the congestion charges trial was the inner city of Stockholm. The whole county of Stockholm was affected more or less since the scheme reduced congestion on arterials roads far from the inner city. Between 6.30 am and 6.30 pm motorists paid to drive in or out of town. The fee varied between SEK 10 and SEK 20 (USD 1.25-USD 2.50) depending on the time of day, with a limit of SEK 60 per day. Evenings and weekends were free of charge. The primary objectives of the trial were to reduce congestion, increase accessibility, improve the environment, and to test whether the efficiency of the traffic system could be enhanced by congestion charges. 
The trial period was short and before the trial, there were concerns whether such a limited trial period would result in any effects. Possibly, road users/passengers would just “sit out” the trial period without adjustments in the travel pattern. When the evaluation of the trial was made in August 2006 it was, however, clear that the objectives of the trial were achieved. Vehicle traffic even declined more than expected. (The Stockholm trial - Expert group summary, August 2006, Congestion Charge Secretariat.) The congestion was thus reduced which obviously had effects on the environment and citizen’s health as well. Citizens of the inner city stated that there was an improvement in traffic tempo, air quality and vehicle accessibility. Cyclists in the inner city tended to express the same opinions.
The trial ended with a local referendum for the City of Stockholm and 14 other municipalities adjacent the City of Stockholm, on the continuation of the congestion-pricing scheme. The continuation of the scheme is still unsure since the result of the referendum was mixed. In the Stockholm municipality 54 % of the inhabitants (voters or participants in the referendum) favoured the continuation of the congestion charges system but in the 14 adjacent municipalities in the county, 60% voted against, (in the remaining 11 areas there was no such referendum). The referendum on the Stockholm scheme was held at the same time as the general and local elections. The balance of power between different parties changed as the result of these elections. 

3.2 The procurement process

Different actors have been taking part in the procurement process with various preferences at the national and the local level. In this section, a brief description is made of the political process behind the congestion charges system in Stockholm will special emphasis on the actions at the regional and local level.

Year 2002

At the national level: After the national and local elections in September, the Social Democrats, the Green Party and the Left Party on a national level set an agreement that a trial congestion scheme would be carried out in Stockholm during the election period with a an evaluation of the trial by the turn of the year 2005/2006. It was also stated that an application for congestion charges could be made to the government if a considerable majority of a municipality (i.e. a decision by the City council) was in favour of implementing a congestion charges system. 

At the regional level: Before the election, the Social Democrats at the local level had promised not to introduce congestion charges if elected. However, after the election they broke this promise and committed to the agreement set on a national level. 

Year 2003

At the national level: The parliament enacted a clarification that that it was not necessary to have a considerable majority in a municipality or region in order to initiate a congestion-pricing scheme.  

At the regional level: In March, the Stockholm City Council decided that a referendum concerning the trial was to be taken in the autumn 2006 at the same time as the general election. 

In June 2003 the Stockholm City Council adopted a majority proposal (51 votes for and 49 against) to implement a trial of environmental charges and charged the executive board to carry out the selection of a contractor for the technical systems and services for managing the collection of the fees. There was disagreement over the legality of the Stockholm City Council to implement an environmental charge. The charge was to be viewed as a state tax and did not fall under the jurisdiction of a municipality.

Year 2004

At the national level: The national parliament enacted the Congestion Charges Act and voted in favor of implementing a trial of environmental charges/congestion charges in Stockholm to begin on the 31 July 2005.

In October 2004, the Swedish parliament passed the “Municipal involvement in State Congestion Charges Act”.

At the regional level: The Social Democratic, Left and Green parties agreed to carry out the trial over a 14-month period from the beginning of June 2005 to the end of July 2006. 

Year 2005/2006

Due to appeals lodged, reservations etc related to the new law and the procurement process of the technical system, the trial period was shortened from the initial planned 14 months to just seven months. The Stockholm congestion trial was carried out during January - July 2006.

In the autumn 2006, referendums were taken at 15 municipalities, including the City of Stockholm, at the same time as the elections for the City Councils and the national parliament. 

3.3 Public attitude

The Congestion Charging Secretariat of Stockholm carried out four studies analysing the knowledge and attitude of the public towards the trial within the region of Stockholm. Using data from these studies, we are here presenting some results for residents living in the municipality of Stockholm (the inner city) and residents living in other surrounding municipalities respectively.

Public acceptance


Public acceptance is analysed by studying whether the residents would vote yes to a permanent implementation of the congestion charge, see figure 3.1. In line with experiences from abroad, the Stockholmers were negative to the idea of a congestion charges system in the beginning. However, the opinion started to change during the trial when they had gained their own experience and discovered advantages and benefits with a congestion charge.  

<<<<<<<<< Insert Figure 3.1 here >>>>>>>

 
Anticipated effects


The public attitude is also analysed by studying the effects that the residents of Stockholm anticipated that the trial would result in with respect to traffic congestion and air quality. The results are presented in figure 3.2 and 3.3.

The results indicate that in the beginning when the decision of the trial was made the residents anticipated that the congestion would be reduced to a quite high degree. The anticipated effect declines however and is rather stable from the autumn 2005 and forward, including the time period of the trial. 

<<<<<<<<< Insert Figure 3.2 and 3.3. here >>>>>>>

The general finding is that the foreseen effects coincide well with the findings of the residents when the trial actually was carried out. The combined results when studying public attitudes towards a congestion charging system in Stockholm is that the opinion changed even though the effects of the trial coincided with what was anticipated. 


3.4. Politicians at the national level
In the election in September 2002, the Green party won crucial seats in the national and the regional election and resumed talks for support to the Social Democratic government with a key issue of a “full scale” congestion pricing trial in Stockholm that would last for at least more than a year and was to be carried out during the election period. The agreement on congestion charges at the national level was made under the condition that an agreement was also to be made at the local level. Initially there was no support from the Social Democratic party at the local level. With the prospect of ruin, the support from the Green party at the national level but also at the local level, the Social Democrats at the local level were somewhat forced into the agreement. Most actors perceived congestion in Stockholmers a problem, though with a difference in the extent. The perceived extension of the problem was nevertheless not a cause of disagreement. The major disagreement was instead over the policy measure to solve the congestion problem. An alternative policy measure suggested instead of a congestion charges system was to invest in a new and improved road infrastructure in the Stockholm region. 

The process of a congestion charges system was initiated, however, at the national level after the election 2002. According to the original agreement the trial was to last for at least more than a year, though, within the election period at that time. Even though the procurement process was lengthened due to overrules and appeals, there was no interest shown (by the parties in favour of the charges system) to prolong the trial period beyond the general election date. This short trial period resulted in difficulties carrying out the trial itself, evaluate the trial and to communicate the results. It became very clear that the time length of the trial was dependent on the election period. According to literature (e.g. Alesina and Tabellini (2004)), career and re-election concerns are likely to affect the politicians’ perception of the problem and play a role in the decision whether or not to implement a (unpopular) transport pricing measure. For a politician it would then be recommendable to implement a congestion charges system early in an election period. In this way, a negative public opinion may have sufficient time to change before the next election. 

Why where the politicians at the national level (who were in the position to change the dates) so eager to make the trial scheme within the election period? It may be seen as quite risky to implement a rather unpopular measure (at least before the trial) half a year before an election. Perhaps the politicians at the national level had less to loose compared to the politicians at the local level sitting “closer to their critics”? 

Looking at the proportion of residents in favour of a congestion charges system the proportion was increasing over time. The result of the referendum may have been different had the trial been a month or two shorter. 

Having enough time could have been a decisive factor in the process since the implementation process called for political negotiations across layers of government and between different parties. Voter reactions were also to be considered. Taken together, this meant that a long process of actions and interactions was needed before implementing a congestion charges system in Stockholm. However, this time procedure was interrupted by the election-process. These circumstances really indicate that broad agreements that may even last between election periods, are to be preferred when initiating such a process. In the Stockholm trial, the agreement was a result of negotiations at the national level between two smaller parties (the Green party and the Left party) and a larger one (the Social Democrats). The agreement was however only driven by the goal of the Social Democrats to stay in power by the support from the smaller parties. There was thus no solid majority in favour of the congestion trial.

Pressure groups influencing the politicians at the national level have been active both respect to whether a charges system should be implemented or not and the design of the system. Different interest groups have been for and against the congestion charges system (maximising the satisfaction level of their group). Environmental organisations have during a long period worked for a congestion charges system. On their behalf, consultants have carried out different investigations dealing with the congestion costs for the society, and the design of a charges system. On the other, there have also been lobbying against the system. These actors have spent resources on own evaluations in order to spread doubt about the official evaluations made, e.g. Motormännens riksförbund (the largest motor organisation in Sweden) and the Swedish Chambers of Commerce. Furthermore, there have been numerous legal proceedings surrounding the procurement process of the technical system for the Stockholm congestion charges trial. Various pressure groups and the oppositions highlighted the procurement process of a contractor for the trial scheme by the National Road Administration in order to spread doubt about the process.

Since the referendum in September 2006 was only advisory, interest groups have again been active in influencing the politicians in order to have a decision that favours their interest. 

Based on the analysis, it seems evident that the time horizon considered by the national politicians was the election period, even though the trial period became very short in this way. The goal seems to have been to present the result of the trial before the election in hope for a re-election. Although, implementing this unpopular measure half a year before the elections must be seen as a risk taking. Maybe there had not been enough time for the evaluations to be made and opinions to change. The decision, to keep the time plan, may be interpreted as an indication that there had only been a minor loss for the politicians at the national level, if a majority had voted against the congestion charge in the local referendum. Furthermore, and probably most importantly, the politicians at the national level may believed that the outcome of the trial would not seriously affect their possibility to remain in power at the national level. 

3.5. Politicians at the local level

The Social Democrats at the local level at the prospect of the election in 2002 promised that they would not initiate a congestion charges system if they gained the power in the council. However, as mentioned earlier, there was an agreement at the national level on a congestion charges trial in Stockholm and this agreement was in the end accepted by the Social Democrats at the local level. In return, the Social Democrats were accused for treason based on their earlier promise.  

The common point of view was nevertheless that something had to be done about the traffic situation in Stockholm. In this light, it may be seen as more risky for politicians at the local level not to take any actions at all than getting the blame for a less popular policy. On the other hand, if the actions taken are unpopular (like the congestion charge) the politicians at the local level are more likely to be blamed and punished by not being re-elected than the national politicians. 

As for the politicians at the national level, pressure groups have tried to influence the local politicians. The pressure from interest groups has possibly been stronger on the local politicians than on their colleges at the national level. The influences here have concerned whether a charges system should be implemented or not, whether a referendum should be taken before or after the trial and the design of the system. In addition, there have been legal proceedings surrounding the matter of whether the City Council had the legal right to begin the procurement process before the act of congestion charges was passed by the parliament.

In the trial, the City Council was responsible for providing information, coordinating the evaluation and informing the citizens about the evaluation. These subjects may be seen as major tasks. Depending on the level of information on the trial and the result of the trial the City Council could in a way affect the outcome of the trial and the result of the referendum. In order to support the City Council, several groups of experts have been involved in the trial. 

During the procurement process of the pricing system, the local politicians were also forced to deal with a petition arranged by a motor organisation. The petition concerned a demand to have a local referendum on the congestion charges trial before starting up the trial. (Since 5% of the municipality citizens entitled to vote, claimed that they wanted a referendum, the City Council had to discuss the question.) The opposition in the City Council also proposed the same claim. After negotiations, the majority parties accepted a referendum on the congestion charges trial, though not before the trial since a referendum would delay the procurement process and could jeopardise the new coalition, (Interview with Viviann Gunnarsson, Commissioner for the Green Party at the Stockholm City Council, Dagens Nyheter, 22th of October 2002.).

When analysing the decision process on the local level it is somewhat difficult to distinguish the time horizon considered by the local politicians since the congestion trial neither was initiated at their level nor did they decided on the time plan. On the other hand, it is interesting to analyse the reactions of the petition concerning a local referendum. 

It’s been argued that, in order to implement a congestion charges system it is necessary to have the acceptance of the public, e.g. Jaensirisak et al. (2005) and Gaunt et al. (2007). Interestingly, no referendum was discussed in the beginning of the process in 2002. The decision made by the City Council was to accept a referendum, though to be taken after the trial, not before as the petition and the opposition had claimed. If a referendum was taken before the trial, there may have been two outcomes; either a voting in favour of a congestion charges system or a voting against. Under the first outcome, the City Council could have continued carrying out the ongoing procurement process. Under the second outcome, the situation would have been more complicated. In this case we would have had a political agreement on the local level on a congestion trial (though somewhat reluctantly) and a referendum stating that the majority of the municipality citizens were against an implementation of the trial. Based on the experience from similar congestion charges systems in Oslo and London (and Edinburgh, there was a referendum before the introduction of a scheme and was rejected analysed in Gaunt et al. (2007)) the most likely outcome would have been strong negative reaction of the citizens to the idea of congestion charges at the beginning. The time of the referendum was therefore crucial since it is not likely that a congestion charges system would be given a second chance in Stockholm if there had been a negative outcome.

In order to please the voters, it could have been easy for the local politicians to accept a referendum before the trial and because of the referendum, withdraw the application of a congestion charges system that was sent to the parliament. It was not the case, however. Instead, the majority parties insisted on a continuation of the trial and they postponed the referendum until after the trial. These actions indicate that the goal of the local politicians really was to move forward with the trial seeking the revenues (rewards) of a possible success of the trial, not to take short-term revenues (rewards) of the voters by accepting a referendum. 


4. Summary

The analysis of the procurement process indicates that there has been a total focus on the election period. In order to carry out the trial within the election period the process has been rushed and this may, in some ways, slowed it down since mistakes have been made. These mistakes have in its turn lead to legal issues and appeals. As the process has been stretched out and the number of stakeholders involved has increased, the cost of the procurement has enlarged. In addition, the short time period made it more difficult to evaluate the trial and to communicate the results to the municipality citizens before the election and the local referendum. 
The analysis here indicates that local politicians tend to have the same time horizon as the national politicians, the election period. This is interesting since one may think that the time horizon for the local politician might be longer than for the national politician since it might be easier for politicians at the local level to make negotiations with other parties in order to stay in power. Nevertheless, looking at the procurement process, large agreements seems to be a necessity since the time process may be quite long and municipality citizens’ reactions have to be handled as well. 

The time series data provided by the polls in Stockholm indicate that the, rather dramatic, change in public preferences that occurred in connection to the introduction of the trial, was not a consequence of increased information neither on the program design, nor on its congestion reducing effect. Rather, evidence indicates that what the public may not have forecasted correctly was how much they would appreciate the objective effects that occurred. There is reason to assume that the political decision to include a referendum within the mandate period in the package was, at least partly, influenced by the fact that (some) politicians anticipated the attitudinal change in the public.  
In this trial only short-term adjustment can be noticed since it was just a trial. The adjustments made were however more widespread than the experts of the trial had anticipated. Even if the residents may have considered the congestion charges system as a political whim, a significant number of individuals adapted their behaviour to the congestion charges. 
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Figure 3.1. Proportion of residents stating it very or rather likely that they would vote yes to a permanent implementation of a congestion charging system.*
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* The observation for Autumn 2006 refers to outcome of the referendum held in the municipality of Stockholm.

Figure 3.2. Proportion of residents stating that the trial will result in less congestion to/from the inner city to a high or certain degree.
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Figure 3.3. Proportion of residents stating that the trial will result in better air quality in the inner city to a high or certain degree.
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