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Those attending this workshop were employed by de-
partments of transportation for states such as Mich-
igan, West Virginia, Colorado, Minnesota, New York, 
and California. Representatives of national consult-
ing firms, the Federal Highway Administration, pri-
vate industry, city traffic engineering departments, 
and metropolitan planning organizations were also in 
attendance. 

All participants expressed satisfaction that there 
is now a realization that traffic operations is a vital 
part of transportation system management. They 
agreed that efficient use of existing public rights-of-
way will be the most important factor in operating 
existing and developing future transportation systems. 

Considerable discussion was held on the value of 
long-range (20-year) transportation planning in the 
implementation and operation of transportation facil-
ities and on administering federally funded transpor-
tation programs through the metropolitan planning 
organizations (MPOs). A municipal traffic engineer 
pointed out that he spends countless hours on devel-
oping long-range transportation plans, goals, and ob-
jectives that frequently cannot be implemented, will 
never be funded, are not realistic, and do not mean 
much for basic neighborhood transportation opera-
tions. He raised the question: How do you get basic 
traffic and transportation operations incorporated into 
ThM long-range plans since frequently the long-range 
plans are developed by a metropolitan planning or-
ganization that may not be sensitive to what is re-
quired at the local level? 

Participants stated that in certain instances met-
ropolitan planning organizations may hinder trans- 

portation development because they are not in touch 
with what the state's needs are and have no respon-
sibility for plan implementation. 

It is clear from the discussion that metropolitan 
planning organizations operate quite differently through-
out the country and have widely varying capabilities 
for developing or planning basic operations projects. 
In most instances, MPO5 do not consist of elected 
officials and are thus not directly accountable to the 
public. But they are also not generally subject to 
political pressures. 

Participants felt that the development of a system 
of warrants to authorize the installation of basic traf-
fic control measures to accommodate transportation 
vehicles on streets is difficult. In many instances 
the warrants developed at the federal and state levels 
are unrealistic since they frequently preclude the pos-
sibility of installing basic traffic control devices in 
many areas where they are needed. On the other 
hand, traffic control devices cannot be indiscrimi-
nately installed without regard for their effects on 
traffic on main thoroughfares. 

The conclusions of the workshop are as follows. 

1, Long-range (20-year) transportation planning 
is clearly necessary; however, those long-range plans 
must be flexible and subject to change since frequently 
they do not deal adequately with local transportation 
operations, funding cannot be secured to implement 
them, and transportation modes, methods, and at-
titudes change because of fluctuations in the economy, 
environmental concerns, and development. 

2. Transportation system management does not mean 



that everybody travels by transit but that all forms of 
transportation are integrated to obtain optimum efficiency 
within the public right-of-way provided. The demand to 
use and subsequently accommodate the private vehicle 
(no matter what form it may take) will continue. Par-
ticipants felt that, if given the choice, everyone prefers 
to travel in a private vehicle rather than in a mass 
transportation vehicle. 

3. Transportation system management should not 
become overly complicated and cannot be tied up in red 
tape. Much of the funding for improving existing trans-
portation facilities and developing new ones comes from 
federal sources, and the tendency to require such ex-
tensive administrative procedures in both acquiring and 
accounting for those funds may render ThM inefficient 
and even impossible to accomplish. Federal represen-
tatives in attendance indicated that procedures and meth- 

ods are constantly being developed to simplify the paper-
work associated with federal funding. 

The authority, capability, usefulness, and pro-
cedures of MPOs vary throughout the country. MPOs 
that are not properly structured should not approve fed-
eraUy funded programs. Although it is necessary to es-
tablish and administer transportation programs on a 
metropolitan and areawide basis, the state department 
of transportation may provide more efficient transpor-
tation system programming, planning, and implemen-
tation in those states that are primarily nonurbanized. 

Metropolitan planning organizations should not be 
given responsibility for implementing transportation 
programs. In the development of transportation plans 
and programs, they should solicit and incorporate the 
recommendations of those who are responsible for trans-
portation system operation. 

PREFERENTIAL TREATMENT FOR TRANSIT 
AND OTHER HIGH-OCCUPANCY VEHICLES 
Leon Goodman 
Transportation Planning Division, Port Authority of New York and New Jersey 
Workshop moderator 

Transportation system management programs can con-
sist entirely of low-capital projects or can be effectively 
integrated in programs that have low-capital and high-
capital elements. 

No single type of bus or car-pool preferential treat-
ment has to be used at all locations. There is a tre-
mendous variety of treatments that can be effective 
under different circumstances. Most exclusive bus 
lanes (an exception is the one on Interstate 495 in New 
Jersey) have eventually been converted to bus and car-
pool lanes. The tendency to remain a bus-only lane is 
not confined to 1-49 5 in New Jersey but is common to all 
freeway contraflow bus lanes. 

Another issue still outstanding is the use of bus lanes 
by deadheading buses and empty taxis. This has not been 
resolved yet in the New York-New Jersey area, although 
the recently opened Blue Lane on the Brooklyn-Queens 
Expressway does allow taxi use. 

Participants felt that traffic volume as a warrant for 
implementing bus lanes was not so critical as policy ob-
jectives. However, extremely low volumes do lead to 
safety and enforcement problems. 

In New Jersey, eligible bus-lane vehicles were those 
vehicles that accommodate 16 or more passengers ex-
cept school buses because of their generally poor struc-
tural characteristics and the lack of a professional 
driver. 

The workshop noted the critical importance of en-
forcement. For the 1-95 bus and car-pool lane and the 
South Dixie Highway bus and car-pool lanes in Miami, 
close cooperation was required between county and city 
police. The level of enforcement and the degree of com-
pliance are closely correlated. 

In Miami the court ruled against two challenges to the 
legal right to operate an exclusive bus lane. The legal 
basis for operation of the 1-49 5 bus lane in New Jersey 
was provided by establishment of the Department of 
Transportation. The commissioner of this new depart-
ment, through his public transportation responsibilities, 
was empowered to establish special lanes for transit  

vehicles, whereas there was some doubt whether the 
previous commissioner of highways had such power. 
In Virginia, special legislation had to be enacted to aUow 
establishment of exclusive car-pool lanes, but not for 
exclusive bus lanes. The California legislature man-
dated that the California Department of Transportation 
take positive steps to provide priority treatments for 
high-occupancy vehicles. 

Primarily because of safety considerations, a major 
current issue is whether to permit car pools in contra-
flow, high-occupancy vehicle lanes. The presumption is 
that the drivers of car-pool vehicles would be less ex-
perienced and less competent than professional bus 
drivers and, further, that the privately maintained auto-
mobiles would be subject to a higher breakdown rate than 
professionally maintained buses. No data are offered 
relating to the potential greater accident hazard, but 
there are some data on breakdown rates for buses. Dur-
ing its first year of operation, the New Jersey 1-49 5 bus 
lane experienced three "reportable" breakdowns per 
month, which were handled by an on-station tow truck. 

Participants thought that car pools could be admitted 
to contraf low lanes on a permit basis, thus allowing some 
type of screening and education for potential operators 
in the lane. This program might include a brief training 
course for authorized car-pool drivers. These courses 
could also be attended by the bus driver. However, if 
there was no shoulder or buffer lane available for use as 
a breakdown area, then car pools, even with permit, 
should not be admitted to contraflow lanes. 	- 

Successful implementation of high-occupancy vehicle 
lanes or other similar programs is dependent on a care-
fully planned public information and education program. 
If there are to be serious initial relocations and delays, 
the press, and through it the public, must be fully in-
formed. There should be a minimum of "surprises" dur-
ing the implementation. Public reaction is often based 
not on what the conditions are but on how the conditions 
are perceived. In addition, adverse public reaction can 
be minimized if programs are initiated in stages or 


