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could have an enormous payoff in terms of its beneficial 
impact on the urban environment. 

8. The MPO must become a true forum for coopera-
tive resource allocation decision making. We recognize 
that the exercise of true programming responsibility is 
not an easy thing to accomplish. It will be an evolution-
ary process, and many MPOs will have to mature before 
state and local political leadership will tolerate the ex-
ercise of that responsibility at the regional level. Again, 
as with the planning function, the MPO will often act only 
as a referee. The specific project proposals may typi-
cally come from local governments and transit authori-
ties. But where there is not enough money to go around, 
some tough resource allocation and priority-setting de-
cisions will have to be made. Further, to ensure that 
certain of UMTA's special policy requirements are met, 
such as special effort on behalf of the elderly and handi-
capped, Title VI equity, and private operator involve-
ment, somebody will have to bear the local responsibil-
ity. Although most proposals for individual TSM projects 
will be developed on a bottom-up basis, the requirements 
will have to be enforced and any competing demands re- 

solved on a top-down basis, and we think the MPO will 
have to be the forum for doing that. 

This, then, is our perspective on the difficult and 
sensitive issue of the institutional roles in TSM planning 
and implementation. My intent is not so much to pre-
scribe a particular model of intergovernmental relations 
as to argue for a balanced allocation of roles and for a 
sharing of power among the various actors on the metro-
politan scene. 

Unlike highway building, traffic flow improvements, 
or transit operations, TSM does not have a powerful 
constituency of its own. If TSM is to succeed, it must 
win the support of a coalition of interests—business, 
civic, environmental, professional —and the good will 
of numerous metropolitan agencies that have the power 
to make things happen—or to block action if they are so 
disposed. 

So, as one who sees great promise in TSM and wishes 
it well, let me plead for metropolitan and state coopera-
tion, for I see the exercise of shared power not only as 
the best way but as the only way for TSM to succeed. 

TRANSPORTATION SYSTEM MANAGEMENT 
FROM THE FEDERAL HIGHWAY 

ADMINISTRATION PERSPECTIVE 
William L. Mertz 
Office of Planning 
Federal Highway Administration 

This paper reviews the history of federal aid to highways as it relates 

to those improvements that are now considered to be within the scope 

of transportation system management. Examples are given of current 

federal programs that provide funds for TSM improvements. 

The federal highway program began in 1916, but before 
1933 federal aid to highways was largely devoted to im-
proving rural roads. The first program that funded 
highway projects in urban areas was the National Indus-
trial Recovery Act of 1933, which authorized $400 mil-
lion for states to use for highway projects. Among the 
eligible items were the construction of routes to avoid 
congested areas, the construction of facilities to im-
prove the accessibility and the free flow of traffic, and 
the cost of any other construction to provide safer traffic 
facilities or eliminate existing hazards to pedestrians or 
vehicular traffic. These were transportation system 
management issues. 

It was not until 1944 that specific provision was made 
for a continuing urban area highway program. In the 
Federal-Aid Highway Act of 1944, Congress established 
a program that authorized the expenditure of funds on 
urban extensions of the federal-aid primary and second-
ary systems. 

Early in 1959, the Bureau of Public Roads launched a 
study to determine the level of increased capacity that 
could be achieved by applying a combination of traffic 
operations techniques to an existing urban street. The 
study was carried out in Washington, D.C., and the re-
sults were published in 1962 as the Wisconsin Avenue 
Study, a document that gave new direction to efforts to  

help local areas improve street efficiency. The find-
ings of the Wisconsin Avenue Study were translated into 
action in July 1966 in Instructional Memorandum 21-5-66 
issued by the head of the Bureau of Public Roads and 
stating, 

The decision to construct or to reconstruct a street or highway in order 

to provide greater capacity and safety should be made only after a 

study of available alternatives. Particularly when the alternatives in-

clude a major investment (e.g., the taking of new right.of-way in an 
urban area to provide additional lanes), full consideration should be 

given to the alternative of improving the existing facility or a parallel 

facility to provide the additional capacity and greater safety. 

In short, the memorandum provided that alternative mea-
sures (improved signal control, parking restrictions, 
turning prohibitions, reversible lane operation, and 
other traffic engineering measures) should be explored 
before urban area projects are undertaken. Seven 
months later, in February 1967, the Traffic Operations 
Program to Improve Capacity and Safety (TOPICS) was 
established administratively within the Federal Highway 
Administration to encourage consideration of these 
strategies. Recognizing the importance of reducing 
traffic congestion in urban areas, Congress, in the 
Federal-Aid Highway Act of 1968, formally authorized 
the use of federal-aid system funds in urban areas for 
improvements that directly facilitate and control traffic 
flow. As of June 1976, a little more than $ 1 billion in 
federal-aid funds for fiscal year 1975 was obligated to 
such low-capital transportation improvements. 

The Federal-Aid Highway Act of 1973 made significant 
changes in the direction of the federal highway program. 
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The act made highway funds eligible for all forms of 
transit. In implementing the act, the Secretary of 
Transportation delegated responsibility for the urban 
planning process and the urban capital program sec-
tions that were multimodal in nature jointly to FHWA 
and UMTA. The urban system funds were drastically 
increased, and some new aspects were added to the de-
livery of the funds. These actions led to the issuance 
in September 1975 of the joint FHWA-UMTA urban plan-
ning regulations that required the development of a 
transportation system management element as part of 
the transportation plan in order to emphasize more ef-
ficient use of existing transportation resources. 

Attached to the published planning regulations was 
an appendix of advisory (not regulatory) information list-
ing TSM strategies that are recommended for consider-
ation in developing the TSM element of the plan. It 
should be emphasized that UMTA and FHWA do not in-
tend to prescribe efficiency standards or even the par-
ticular measures that must be implemented; that decision 
is a joint local-state responsibility, not a federal one. 
Furthermore, FHWA does not intend to precisely pre-
scribe what form the TSM plan documentation should 
take. We have never done that for the urban transpor-
tation 

ranspor-
tation planning process. We do insist that there be a 
systematic method for describing the products of the 
planning process. Most urbanized areas will probably 
find it convenient to package the descriptive material 
for the TSM element in a separate, easily retrievable 
document. 

The TSM element in the planning process reflects the 
evolution of national and local goals. Changing needs 
have brought about changing goals. The following seem 
paramount at this point: 

Efficiency, both functional and economic; 
Mobility, including equity for those without access 

to an automobile; 
Environmental protection, including land use, air 

quality, and noise considerations; and 
Energy conservation. 

Although these goals are reflected at the national, state, 
and local levels, the reflection is not necessarily a mir-
ror image. Local transportation goals and objectives 
must be defined and harmonized with national goals, e.g., 
air quality standards. Local decision makers must co-
operatively articulate local priorities. State and local 
decision makers implement programs and projects based 
on defined goals and objectives and agreed-on priorities. 

Within the context of local decision making, a variety of 
TSM actions is available for use by localities to improve 
the transportation system. These include 

Actions to improve the efficiency of the existing 
highway network, 

Actions to reduce vehicle use in congested areas, 
Actions to improve transit service, and 
Actions to improve internal transit management 

efficiency. 

Metropolitan areas have great flexibility to tailor and 
package a wide range of strategies to meet their local 
needs and conditions. 

Federal funding has become increasingly flexible to 
help local areas implement a variety of TSM improve-
ments. In addition to UMTA section 3 and 5 funds, all 
major federal-aid funding categories can be used to sup-
port TSM activities. I want to highlight a few of those 
provisions. 

The Carpool Demonstration Program was indef-
initely extended in the Federal-Aid Highway Act of 1976. 
The program provides funding (90 percent federal and 
10 percent state or local) from either urban system or 
primary system for the following activities: car-pool 
matching programs; public information and promotion 
activities; designating existing lanes, whether on or off 
the federal-aid systems, as preferential car-pool or bus 
and car-pool lanes; initial enforcement costs; and ac-
quisition of van-pool vehicles with a pay-back provision. 

Highway public transportation projects and spe-
cial use highway facilities can be implemented on any 
federal-aid system. Examples are exclusive or prefer-
ential bus or truck lanes, bus passenger-loading areas 
and facilities, and fringe and corridor parking facilities. 

Bicycle and pedestrian projects can be imple-
mented on any federal-aid system. Types of projects 
include independent or incidental projects; bikeway net-
works; downtown or residential pedestrian improve-
ments; and landscaping, lighting, traffic signing, parking 
facilities, and shelters. 

Looking ahead, I think we can clearly see three major 
thrusts: greater emphasis on operational planning in 
order to maintain a high level of performance of trans-
portation systems, greater flexibility in sources of fund-
ing, and continued emphasis on developing cooperative 
decision making and actions at the local level. 

STATE TRANSPORTATION DEPARTMENT 
VIEWPOINT OF TSM 

Adriana Gianturco 
California Department of Transportation 

This paper points out the problems with instituting federal highway 
programs at the state level and relates those to TSM programs. The 
Diamond Lanes, multiple-occupancy vehicle lanes on the Santa Monica 
Freeway, are discussed to illustrate the reactions that can come from 
innovative approaches to controlling automobile travel. 

A distinction was made in the conference program be-
tween state transportation departments and state highway 
departments. It is true that we have in California a 
transportation department. Our major responsibility, 
however, remains the development and operation of the 
state highway system. Highways are the only kind of 
facility that we own and, out of our 14 000 employees, 
less than 200 are directly involved in activities having 


