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At the 12th Highway Transportation Congress, sponsored by the National Highway Users 

Conference in April, members of this panel discussing " i s s u e s of 1968" agreed that the 

highway problem is largely urban in nviure and its solution tends to cut across many 

areas, s u c h a s engineering, sociology and architecture 
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Executive director, Amer ican 
Association of S t i t e Higl iway Off.'cia's 

TEAfc' is 
mfide up of appropriate design 
professionals, generally mckidif?g 
architects, urban planners, land
scape architects and consulting en
gineers. 3rs addition, other spe
cialists may be included for (he 
particular assignment—-sociologist 
economists and so on. 

This is a group outside the state 
highway department and its assign-
m.eut would be to study tbe full 
meaning of interaction between 
the proposed highway and the 
urban area. This may include the 
delenrnnation of the highway cor
ridor and ail other steps to and in
truding the project design, or it 
nay dc?\ only with the develop
ment of the lag})way design in an 
already predetermined corridor. 

The team would consider the 
highway -<a only a part of the total 
enviroiirAent. 

At the present time, f am with
holding my judgment on the value 
of the d -̂siscn-COToept team; but I 
sir. e]j;i'"lfablc: in m y a^ lu^e and 
hope that -those in operation will 
produce a result that will receive 

sufficient public support so that 
needed highway improvements can 
go forward. I also hope that the 
results produced will not take up 
too much valuable time and that 
the facilities designed -will be feas
ible, adequate, safe and attrac
tive. 

It appears to me that when the 
highway program got so big and 
"glamorous," same people in the 
design professions took an interest 
in it for the first time and many of 
them claimed expertise without 
much—or any—prior experience in 
the field of highway planning and 
design. Some seem to think that 
everybody is starring from scratch 
on urban highway design and wu 
must all develop our knowledge 
end experience together. 

I have, always believed that com
petence in any particular field is 
derived from a proper educational 
background plus actual experi
ence. This would qualify our state 
big])way people as the foremost 
authorities on urban highways. 

In my op)onion, a major contrib
uting factor to anti-highway feel
ing in urban areas is the displace
ment of people and the lack of ade
quate replacement housing. This 
furnishes an emotional basis for 
opposition and something that can 
be parlayed into cci effective anti-
highway movement by an von e so 
inclined. 

For humanitarian reasons alone, 
and :-ot jiist to ovceome Shis op
position, .state highway depart
ments and others must iaee ur? to 

the problem of accommodating dis
placed people. Provision for this 
must be made before the start of 
construction. 

It is certain that for a city to 
remain economically healthy ade
quate highway transportation is art 
absolute necessity. It is tire basic 
and universal method of moving 
people, goods and services. All 
other modes are in add'-tion to ade
quate highway service. 

Any mechanism that car: facili
tate the construction cf adequate 
highway transportab'on fachjt'es 
where it is bogged down—whether 
it be the design-concept team, the 
development of replacement hous
ing, the full and conscientious par-
tipation in the planning process 
and decision n-^hing, or anything 
else within reason—should be used. 
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will require not only new urban 
streets and highways but the full
est utilization of the highway plant 
we now have and are developing. 

There are also other .social and 
economic reasons for this effort 
toward fuller utilization of our 
urban highways. On!: in the-coun
try, a road can usually he widened 
or anew one provided with a mini
mum of dislocation. But in the 
metropolitan areas, the widening 
of a street or the construction of 
a new arterial route requires the 
taking of homes, businesses or 
sometimes public lands arid build
ings serving the community. It is 
urgent, therefore, that improve
ments to urban transportation be 
accomplished to the extent pos
sible by means that will not re
quire immediate extensive con
struction and large takings of ad
ditional land, because we have 
ample supplies neither of dollars 
nor land to permit any other early 
solution to the growing needs for 
highway transportation in urban 
areas. 

Much can be done toward these 
ends through major changes in 
current traffic controls, coupled 
with relatively inexpensive physi
cal improvements. This is the ra
tionale behind the TOPICS (Traf
fic Operations Program to Increase 
Capacity and Safety) pr ogr am. 
The TOPICS program, for the first 
time, authorizes—and encourages— 
the use of already available fed
eral-aid funds to increase the util
ization, of existing urban arterials 
without requiring major construc
tion, by the intelligent improve
ment of traffic operations com
bined with minor spot construction 
as required. 

These improvements might in
clude such things as intersection 
channelization, traffic control and 
lighting installations. judicious 
street widening at bottlenecks and 
a variety of other engineering tech
niques. 

One of the basic purposes we are 
trying to accomplish with TOPICS, 
of course, is to stretch the people-
carrying capacity of urban streets 
and highways. Another part of this 
sane effort is to provide greater 
capacity through using the same 
or a lesser number of vehicles to 
move larger numbers of people. 
This obviously refers to buses oper
ating on the normal street facilities 

or as thev might be revised under 
TOPICS. 

At present, buses carry 70 per 
cent of all transit passengers in ur
ban areas. Bus transit is. and prob
ably will continue to be, the only 
form of mass transit in at least 95 
per cent of our urban areas of 
more than 50,000 population and in 
all smaller communities. But it con
tinues to fight a losing battle with 
the private automobile. Combined 
transit service in all U. 5. urban 
areas carried fewer passengers in 
1965 than in 1924, a decrease oc
curring during a time when the 
urban population doubled. 

We believe there is a great po
tential in the use of reserved Janes 
or even reserved streets for buses 
during the rush hours and we are 
allowing federal-aid funds to be 
used for this purpose under certain 
conditions. W h e r e bus service 
would not justify such exclusive 
use of special lanes during rush 
hours, buses could at least be given 
priority, with a limited but addi
tional number of private cars also 
allowed. 

There are at present no exclusive 
bus lanes set aside on freeways 
anywhere in the United States. At 
least 14 cities, however, have es
tablished exclusive bus lanes on 
other urban streets, with indica
tions to date that both buses and 
other vehicles can save 10 to 30 
per cent travel time as a result 

It will be increasingly important 
in the years ahead to provide for 
many urban highway users an ac
ceptable mixture of vehicular 
modes that will include both bus 
mass-transit facilities and private 
passenger cars and trucks. 

Highway engineers and officials 
have very little control over the 
quality of the bus-transit mode, 
except to encourage the provision 
of good routes for them to travel. 
This we arc trying to do through 
the TOPICS program, the concept 
of reserved bus lanes and a gen
erally more imaginative approach 
to the desired goal of moving peo
ple, rather than just vehicles. 

Many .studies indicate that even 
with planned freeway develop
ments added to those already ex
isting or under construction, there 
still remains a demand that will 
exceed 2C)0 per cent or capacity 
measured in current conventional 
terms. This additional persons ca

pacity can easily be handk-d in-
present .and projected laeilii ies 
with the addition of acceptable 
bus service without additional 
costs for complete new lughway 
construction through our complex 
urban areas. 
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the past 20 years, we 
have talked a great deal about the 
narking problem. But we have 
done very little about it, except to 
build facilities, often to poor stand
ards. The latest statistics indicate 
that in most cases we are provid
ing parking by a joint public and 
private effort, even though it is 
not well coordinated. 

Some of the more recent down
town studies have attempted to in
dicate on what streets parking 
should be located in light of tae 
capacity of the street system, but 
we have not found the way to im
plement this. 

An other a rea of grea t co n ce m 
that I have is related to parkins 
standards. Most o£ our parking 
standards, whether commercial, in
dustrial or residential, lack good 
factual bases. Most of them have 
been established by copying from 
each other—and 1 have never been 
able to find out who prepared the 
original! Just recently we have 
been getting some data that is 
helping us establish realistic stand
ards. 

A good example of this is the 
Urban Land Ins tit ate study of 
shopping centers. They looked at 
parking demand much as we look 
at highway demand. They found 
out. much as we did in the^iraflic 
•field, thai there arc extreme peaks 
that really can't he served eco
nomically. The Urban Land In-
siftuto study looked at parking 
usage in shorvpm.^ renters r.nd 
found that the highest parkin^ de
mand had similar charaetevisdes to 
ti t i l; IL. 
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