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Automobile-Restrictive Measures in 
Central Business Districts: Some 
Recent Findings and Views 
Carla Heaton and Joseph Goodman 

Increasing concern about the need to enhance the quality and economic 
vitality of urban areas, especially the downtown, has fostered interest in 
a broad set of transportation strategies that involve the restriction of 
automobile traffic. The Service and Methods Demonstration Program of 
the Urban Mass Transportation Administration has been examining two 
concepts of this type: automobile-restricted zones and transit malls. 
Background information is presented on various traffic-restriction proj
ects that have been sponsored and/or evaluated under the program, and 
selected findings regarding the planning and implementation process, 
operations, and impacts of the projects are discussed. Experience with 
these concepts has been generally positive and encouraging. They have 
proved to be feasible to implement, workable in terms of traffic circula
tion and other operational aspects, and beneficial to transit users and 
pedestrians and have been well received by the public. They also appear 
to be compatible with broader public and private efforts aimed at re
vitalizing the downtown. 

The Service and Methods Demonstration (SMD) Program 
sponsors the development, demonstration, and evaluation 
of innovative transit operating techniques and services 
that use existing technology. Many innovative methods 
of improving the quality and efficiency of urban trans
portation have been developed both by the Urban Mass 
Transportation Administration (UMTA) and by local 
areas and transit properties here and abroad over the 
past few years. The SMD Program focuses on deploying 
and evaluating these techniques in real-world oper11-tional 
environments and promoting the most promising of them 
to local transit operators, planners, and elected officials 
across the country. 

This paper describes current SMD Program activities 
and preliminary findings regarding two innovative con
cepts-automobile-restricted zones and transit malls
whose central focus is the physical restraint of automo
bile traffic and the encouragement of transit use and 
pedestrian activities in the downtown. These concepts 
represent the first broad-based attempt in this country 
to redefine the role of the automobile in the downtown by 
placing physical restrictions on its use. Automobile
restricted zones and transit malls are appealing con
cepts for several reasons: (a) They rely for the most 
part on proven transportation systems management 
(TSM) strategies such as traffic engineering changes, 
preferential treatment for transit vehicles, and parking 
management techniques; (b) they are relatively low in 
cost and quick to implement compa1·ed with capital
intensive transportation improvements; (c) they en
compass many aesthetic elements and amenities and 
can be designed to capitalize on the unique character
istics and functions of the downtown; and (d) they repre
sent a visible commitment on the part of the public sec
tor to promoting urban revitalization, energy conserva
tion, and environmental quality objectives. 

There are, however, some risks and uncertainties 
associated with automobile-restraint measures, and it 
is for this reason that the SJVID Program has taken an 
active role in sponsoring demonstrations and studies of 
these concepts, One risk, perhaps most keenly per
ceived by elected officials, is the potential for public 
opposition. Closing off streets to traffic is a bold mea-

sure that directly challenges the freedom of individuals 
to operate their private vehicles when and where they 
please. There is a distinct possibility that one or more 
groups will attempt to obstruct either the planning or the 
implementation of such schemes. Another important 
question is whether changes of this nature and scale are 
operationally feasible. Particular concerns include ex
cessive congestion on streets that receive the diverted 
traffic, potential problems with goods delivery and auto
mobile access to parking facilities, and interruptions to 
commercial activities during construction. 

The most significant uncertainty is the effect of 
automobile-restrictive measures on the economic via
bility of the downtown. From the perspective of the lo
cal business community, broad-scale restrictions of ve
hicle movement and parking may appear threatening 
because of their potential to discourage shoppers, work
ers, and, ultimately, business establishments. These 
concerns about adverse economic impacts are valid and 
may partly reflect the mixed U.S. experience with the 
small-scale pedestrian malls that were built in small 
and medium-sized cities during the 1960s and early 
1970s. These malls were often designed to emulate and 
compete with the burgeoning suburban shopping malls. 
The results were spotty: The vitality of some central 
business districts (CBDs) was imp1·oved, but in other 
instances-for example, in the case of a declining CBD 
with an activity base insufficient to sustain large pedes
trian volumes-the mall was unable by itself to counter
vail the forces of decline and blight. 

Broad forms of automobile restriction are quite com
mon, and have been quite successful, throughout Europe 
ana tne .1<ar ~ast. .Planners anci local oiiiciaii:; in i.hii:; 
country, however, have expressed some skepticism 
about whether such approaches are workable in Ameri
can cities in view of their distinct physical, demographic, 
and institutional characteristics. 

Partly in response to these uncertainties about the 
feasibility and suitability of automobile-restrictive mea
sures in American cities and partly out of an interest in 
achieving substantial transit operational improvements 
in the downtown, the SMD Program embarked on a major 
research, development, and demonstration effort to 
assess the potential applicability, public acceptance, 
and impacts of these concepts. In 1975, a comprehen
sive study (1) was initiated to evaluate the feasibil,ty of 
the concept of the automobile-restricted zone <ARz)' 
identify potential sites for demonstration projects, and 
develop detailed demonstration designs for several pro
spective sites. The ensuing site-screening and negotia
tion process culminated in four SMD projects that are 
now in various stages of implementation. 

While the ARZ feasibility study was under way, the 
SMD Program initiated a study of transit malls that were 
being planned and implemented as a result of local ini
tiative, independent of the demonstration program. The 
transit-wall study was done in two phases: (a) a site 
report that described the characteristics and histories 
of six transit malls in various phases of implementation 
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(2) and then (b) an in-depth impact analysis of three of 
the six projects (3). 

This paper des cribes the transit-mall and ARZ proj
ects that have been sponsored and/or evaluated by the 
SMD Program and presents summary findings from the 
transit-mall study. Finally, crittcal elements related 
to planning, implementing, and operating automobile
restrictive measures are discussed. 

DESCRIPTION OF PROJECTS 

The transit-mall and ARZ concepts embody a carrot
and-stick approach to innovation. Projects that entail 
physical or operational restrictions on automobile use 
also include a complementary package of incentives or 
improvements-for example, transit service improve
ments and pedestrian amenities-that are intended to 
maintain access into and within the restricted area, 
minimize adverse impacts on peripheral areas, and 
provide a more pleasant environment for people using 
the area. 

A transit mall is a street (usually in the downtown) 
on which transit vehicles are given exclusive or near
exclusive access, sidewalks are widened, and amenities 
are added for pedestrians and waiting transit patrons. 
Automobile access is denied or strictly limited, except 
for cross-street traffic. A transit mall represents a 
compromise between preferential treatment for transit 
vehicles (e.g., priority lanes and signalization) and a 
full pedestrian mall. 

Since the mid-1970s, transit malls have increased in 
popularity in the United States as a means of improving 
the operating efficiency and attractiveness of public tran
sit while at the same time providing an improved envi
ronment for pedestrians and shoppers. Five transit 

Table 1. Characteristics of three transit malls. 
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malls have been completed, and several more are in 
various phases of planning, design, or construction. 
These projects have been implemented at local initiative 
by using a combination of local funds (from the city, 
transit dist1·ict, or property assessments) and UMTA or 
Federal Highway Administration (FHWA) capital assis 
tance funds. Table 1 summarizes the characteristics of 
three transit malls that were the subject of the in-depth 
SMD-sponsored evaluation. 

An ARZ is an area created in a congested portion of 
a city, such as the central business or shopping district, 
where automobile traffic is prohibited or restricted. 
The focal point of the ARZ is a pedestrian enhancement 
zone. Other possible elements include linear transit 
malls that extend or connect the core to other pedestrian 
activity centers, new or rerouted transit service, re
served bus lanes, transit and taxi facilities, peripheral 
parking garages, special loading docks, and ring roads 
for the rerouting of through traffic. An ARZ generally 
requires a comprehensive redesign of the CBD street 
system and complementary traffic engineering changes 
to provide improved access for pedestrians and transit 
travelers while maintaining adequate internal and per
ipheral circulation for commercial, emergency, and 
through vehicles. 

Table 2 summarizes the characteristics of the four 
ARZ demonstration projects. Figure 1 shows the major 
pedestrian, transit, and traffic changes in each project. 
As the following brief descriptions illustrate, the four 
projects offer considerable variation in terms of area 
characteristics, project scale, degree of restriction 
on vehicle traffic, and relative emphasis on transit ver
sus pedestrian improvements. Project elements have 
been combined and designed to capitalize on the existing 
physical, transportation, and land use characteristics 

Characteristic Nicollet Mall, Minneapolis 
Chestnut Street Transitway, 
Philadelphia 

Fifth and Sixth Avenue Mall, Portland, 
Oregon 

Project status 

Project cost ($) 
Total 
Per square meter 

Funding sources 

Primary project backers 

Area land use 
Expected benefits 

Transit use 

Nontransit use 

Peak-hour bus volume (number 
each way) 

Before 
After 

Pedestrian volume (pedestrians/ 
block/h) 

Before 

After 
Traffic signal treatment 

Movement of goods 

Amenities 

Completed in 1967, extension to 
be completed in 1979 

3.8 million 
161 
74 percent assessment district, 

13 percent UMTA demonstration 
grant, 13 percent Urban 
Beautification grant 

Downtown business 

Retail core, offices 
Improved retail environment and 

bus service and operations 

Standard transit buses, shuttle 
minibuses, rerouting onto mall 

Taxis, emergency vehicles, bi
cycles 

20 
60 

1068 (12-h period) 

1114 (12-h period) 
Reset for cross traffic flow (com

puterized traffic control system 
scheduled) 

Alley loading, mall loading by 
special permit 

Extensive, including electric 
snow-melting mats, sign 
ordinance, heated bus shelters 

Completed in 1976 

7 million 
236 
80 percent UMTA capital grant, 16.7 

percent state DOT, 3 .3 percent city 
capital funds 

City government, planners, downtown 
business 

Retail core, offices 
Improved retail environment, up

graded transit for Bicentennial 
crowds 

Standard transit buses, tourist buses, 
minor rerouting 

Taxis at night, one block only during 
day; emergency vehicles; general 
traffic for parking lots (one block 
only) 

43 
41 eastbound, 11 westbound 

3016 (peak periods on major blocks) 
Bus-triggered midblock warning light, 

signal timings set for expected bus 
speed, timings on nearby street reset 

Full-block street loading, loading on 
mall by special permit in off-peak 
hours 

Typical, with midblock crossing area 

Completed in 1978 

15 million 
355 
80 percent UMT A capital grant, 20 per

cent.Tri-Met, plus utility costs by de
partments and utility companies 

City government, planners, downtown 
business 

Office core, intersects retail core 
Increased transit use and operational ef

ficiency, improved retail-pedestrian 
environment, reduced suburban sprawl 

Standard transit buses, rerouting onto 
mall 

General traffic on one lane for three out 
of four blocks 

32 on Sixth Avenue, 95 on Fifth Avenue 
175 on Sixth Avenue, 158 on Fifth Avenue 

444 on Sixth Avenue, 686 on Fifth Avenue 
(off-peak periods) 

Computer-controlled with progression 
adjusted for traffic 

Cross-street loading, loading on mall by 
special permit in off-peak hours 

Extensive, including bus shelters and 
concession booths; CRT information 
display 
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Table 2. Characteristics of four ARZ demonstration projects. 

Characteristic 

Project area 

Transit availability 

Transit mode split, 
all trips 

Peak pedestrian 
volume 

Primary project 
objectives 

Project cost ($) 
Funding source (~) 

Vehicle restrictions 
and/or circulation 
changes 

Parking changes 
(on-street spaces 
eliminated) 

Goods movement 

Transit modifica
tions 

Pedestrian changes 

Project status 

Memphis 

CBD and medical center 
(2 km apart) 

CBD served by 53 bus 
routes 

19 percent, CBD 

850/h on Mid-America 
Mall 

Jmprove transit iink be
tween Mid-America 
Mall and medical cen
ter, promote downtown 
revitalization 

1.2 million 
UMTA (S.3), 78; state, 

8; local, 14 

No major changes (preex
isting pedestrian mall) 

89 

No major changes 

Shuttle-bus service to 
medical center, down
town bus terminal, bus 
shelters 

Sidewalk improvements 

Terminal construction 
fall 1978 to spring 
1979, sidewalk con
struction to begin 
spring 1980 

Note: 1 km= 0,62 mile; 1 km 2 = Q,386 mile 2• 

a Federal-Aid Urban System program, 

Boston 

Core retail district (1.8 
km') 

CBD served by extensive 
rapid transit, bus, 
commuter rail systems 

40 percent, CBD; 62 per
cent, project area 

5000-9000/h on major 
streets in area 

Increase retail sales 1 in
crease bus and taxi 
ridership, improve 
pedestrian environment 

4.5 million 
UMTA (S.3), 18; UMTA 

(S.6), 33; FAUS", 22; 
local, 27 

Automobile traffic elimi
nated from 10 blocks, 
circulation pattern 
simplified 

600 (400 illegal) 

New loading areas; de
liveries before 11 :00 
a.m. on some streets, 
after 2 :00 p.m. for 
some goods 

Bus-route extensions into 
area, exclusive bus 
lanes, bus waiting 
areas, five new taxi 
stands 

Full pedestrianization of 
several streets, side
walk widening and im
provements 

Construction begun 
summer 1978, com
pleted September 1979 

of the areas and to be compatible with broader develop
ment efforts. 

The Memphis ARZ, the simplest of the four plans, 
mvo1ves enhancemeni: anci exiem;iun ui iiie iviici-A.merica 
Mall, an eight-block pedestrian mall completed in 1976 
at a cost of $ 7 million. The project is intended to pro
vide a strong connecting transit link, by shuttle bus ser
vice, with a major employer located outside the CBD. 
Also included is the development of a downtown transit 
terminal, sidewalk improvements, and bus and pedes
trian shelters. 

The Boston ARZ is intended to link several retail, 
employment, and pedestrian activity centers in the heart 
of Boston. The project includes elimination of automo
bile traffic from 10 blocks in the core retail area, full 
pedestrianization of four major streets that have very 
high pedestrian volumes, the rerouting of express and 
local bus routes to provide direct access into the ARZ, 
and a variety of complementary elements such as street 
improvements, signing, relocation of taxi stands, and 
new loading areas. 

Broadway Plaza in New York City is planned to in
clude a linear automobile-free area from 45th to 48th 
Streets in the heart of the theater district and a transit 
mall from 48th to 49th Streets. Southbound traffic on 
Broad\vay \Vill be rerouted to parallel facilities, and 
7th Avenue will be widened to handle some of the 
diverted traffic. Vehicles will still be allowed to use 
cross streets. Other planned elements of the project 
include a motorist-guidance system, expanded loading 
areas for buses and taxis, and construction of a complete 
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New York City 

Times Square and theater district 
(0.07 km2

) 

Area served by extensive subway 
and bus systems 

91 percent work, 75 percent non
work, all project area 

5700-7300/h on major avenues 

Promote economic development 
of area, improve transit service, 
enhance environment and iden
tity of Times Square area 

8.2 million 
UMTA (S.3), 33; UMTA (S.6), 6; 

FAUS', 18; state and local, 43 

Automobile traffic eliminated 
from 4 blocks of Broad way, ex
cept cross streets; 7th Avenue 
widened 

120 

Deliveries before 11:00 a.m. 

One-block transitway, bus prior
ity signalization, special taxi 
transit loading areas 

Pedestrian plazas and sidewalk 
improvements 

Construction to begin spring 1980 

Providence 

Financial and retail districts, Union 
station 

CBD served by 32 bus routes 

16 percent, CBD 

6500-7000/h on Westminster Mall 

Connect downtown dil='iricts, enhance 
pedestrian environment, improve 
transit service, promote downtown 
revitalization 

5.9 million 
UMTA (S.3), 67; UMTA (S.6), 16; local, 

17 

Automobile traffic eliminated from ap
proximately 6 blocks 

242 

New loading areas, loading restrictions, 
rerouting of goods vehicles 

Through bus routing, fare-free zone, 
new transit terminal and waiting 
areas, busways 

Exclusive pedestrian areas, sidewalk 
improvements 

Construction to begin fall 1980 

transit, theater, and tourist information center. The 
Broadway Plaza project is part of the comprehensive 
Times Square Action Plan, which involves zoning and 
• o ja j I _ ft _ _ Ji _ -- - - 1 .. - - - _ _ _ .., 

LC:t.l!r.. 111Ct::Ul1Vt::b, blt.1J.1Jtu-up tlllUJ. L.CUl'C::lll. 1'.lUL.llVUU.l c;~, a..uu 

specific private development projects such as a major 
new hotel complex abutting the southern end of the plaza. 
This hotel is estimated to cost $ 2 50 million, and its 
guest accommodations, convention facilities, and theater 
will be major generators of new trips. Although the 
hotel is not officially tied to the project, there has been 
extensive interaction between the hotel developers and 
the project staff to ensure that the design of this new at
tractor is compatible with expected pedestrian activities 
and flows on the plaza. 

The ARZ project in Providence, Rhode Island, covers 
only a small portion of the CBD area but will provide an 
important pedestrian and transit link between the major 
CBD activity centers: the retail district, which already 
has a pedestrian mall; the financial district; and the re
furbished Union Station. Limited right-of-way space is 
to be reallocated to pedestrians and transit, and major 
through circulation for automobiles is to be moved to the 
periphery. The plan calls for a main transit terminal, 
two bus ways, through routing of buses to minimize 
transfers , and a !are-free transit zone . The $ 5.9 mil
lion Providence ARZ project is to be implerru~ntecl in the 
midst of a major downtown revitalization effort that in
volves $ 7 5 million of new public and private investment 
and, as in the case of Broadway Plaza, is being coordi
nated closely with these other planned developments. 
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Figure 1. Schematic maps of four 
ARZ demonstration projects. 
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The in-depth evaluation of the Minneapolis, Philadelphia, 
and Portland projects examined three broad areas: (a) 
local conditions that affect the decision to build a transit 
mall and its subsequent design; (b) the cost of construct
ing, ope1·ating, and maintaining the mall; and (c) impacts 
of the mall on transit service, other vehicles, pedestri
ans, the economy, and the environment. In the case of 
the Portland mall, which opened in March 1978, there 
was an opportunity to collect before-and-after data. At 
the other two sites, which opened in 1967 and 1976, re
spectively, the analysis had to rely on comparisons be
tween the transit malls and nearby unimproved streets. 
Salient findings regarding costs and impacts are pre
sented below. 

Transit malls are relatively inexpensive improve
ments compared with other capital expenditures for de
velopment or redevelopment. Construction costs range 
from $161 to $355/m 2 ($15-$33/ft 2

). Major construc
tion expenses include utility relocation, advanced-

technology items, lighting, and pavement reconstruction; 
many project amenities are relatively inexpensive. 
Maintenance expenses for electricity, sidewalk repair, 
and cleaning run about $ 60 000/block, which, because 
of a higher level of upkeep and more elaborate ameni
ties, is higher than the rate for unimproved streets. 

The reliability of bus service has improved, but tran
sit travel times have remained approximately the same. 
In Minneapolis and Philadelphia, the absence of savings 
in travel time in comparison with unimproved streets is 
attributed to longer loading times and delays caused by 
traffic signal timing. Portland reports a trip-time re
duction of about 50 percent (which may reflect unusually 
bad congestion before the mall), and new signal timing 
appears to allow smoother bus travel in Portland than 
in the other two cities. 

Traffic diversion has not caused congestion on alter
nate streets. General traffic has been easily diverted 
by prominent mall entrances, informational and direc
tional signing, and physical barriers. There have been 
relatively few violations of bus-only blocks by automo-
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biles. Although auto mo bile traffic entering the downtown 
areas has not decreased in any of the three cities, only 
minor increases in traffic have occurred near the transit 
malls. Motorists have either found parking at outlying 
locations or eliminated unnecessary circulation. Ex
isting parking facilities have absorbed the lost on-street 
spaces at all three sites. 

The problem of maintaining access for goods-delivery 
vehicles has proved tractable. Goods delivery has been 
least interrupted in Minneapolis, where rear alleys are 
used. Block-long cross-street loading zones in Phila
delphia have been moderately effective, but delivery 
charges have increased for about 10 percent of the mer
chants. In Portland, where block lengths are shorter, 
cross-street loading appears to work well. Off-peak 
loading on the mall by special permit, as in Philadelphia, 
has not been helpful to small businesses that are unable 
to arrange precise delivery schedules. 

Transit malls have created an attractive and conve
nient environment for pedestrians and transit users. 
Although there is no firm evidence that pedestrian vol
umes have increased, pedestrian amenities are well
used and pedestrian circulation has been improved by 
ramps, midblock crossings, and bus shelters. The pe
destrian accident rate has not been affected, but bus
pedestrian conflicts other than accidents are higher than 
on unimproved streets. Factors leading to conflicts in
clude increased jaywalking and the conversion of a one
way street to a two-way bus direction, as in Philadelphia. 
There is no evidence of bus speeding, and there is no 
widespread sentiment among pedestrians to remove buses 
from the malls. 

Mall construction reduced pedestrian and business 
activity in Philadelphia and Portland, but the impact was 
less than that expected by merchants. Minimizing utility 
work in Philadelphia shortened the construction period, 
and careful phasing and the use of special walkways, es
pecially in Portland, reduced interference to businesses. 

There is no evidence of an overall increase in retail 
sales, at least in Philadelphia or Minneapolis, although 
the trend of declining retail sales may have been cur
tailed. Nonetheless, secondary economic indicators are 
positive : There are reports of national chain stores 
oriented toward young, middle-class customers moving 
in, low vacancy rates, increasing rental rates, and a 
rise in public and private investment. Transit malls and 
other downtown developments are mutually supportive; 
transit malls provide a retail focus and a transportation 
and aesthetic link between new developments. In Port
land, the mall is felt to have acted as a catalyst for other 
redevelopment projects by demonstrating a firm com
mitment by the public sector to improving the downtown 
area. 

IMPLEMENTATION OF CED AUTOMOBILE
RESTRICTIVE MEASURES 

The SMD-sponsored evaluations of the four ARZ demon
strations address a broad set of transportation, urban 
development, and institutional issues and impacts and 
are intended to produce transferable findings of rele
vance to policy formulation, planning, and implementa
tion efforts at all levels of govermnent. Since these 
demonstrations include explicit funding for data collec
tion, there is an opportunity for more comprehensive and 
carefully designed measurement of changes in transpor
tation level of service, travel behavior and activity pat
terns, environmental quality, land use characteristics, 
and economic conditions than was possible in the transit
mall study. 
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Given the current status of the four ARZ demonstra
tions and the fact that many of the changes being ex
amined will take several years to materialize, it is still 
premature to comment definitely on the impacts of ARZs. 
However, pre implementation and early operational ex
perience in Boston is quite encouraging: the project has 
been well received by the general public and by mer
chants, the street closings and changes in traffic circu
lation that occurred in September 1978 have not led to 
peripheral congestion, and operational aspects of the 
project such as construction and goods delivery have 
proved workable. [More detailed information on the 
evaluation and p1·eliminary impacts of the Boston project 
is given elsewhere ( 4, 5).] 

Perhaps the mosCimportant finding that has resulted 
from the projects is the need to involve potentially af
fected groups-various govermnent organizations, trans
portation providers, business establishments, and the 
public-as early as possible in the planning and design 
process. This is especially important in the case of 
merchants who are concerned about the impacts of the 
project on retail sales and goods delivery. In Boston, 
downtown retailers had obstructed earlier proposals for 
pedestrian malls in the area and were somewhat skepti
cal at first about the ARZ proposal. They became en
thusiastic supporters of the project partly in reaction to 
the success of the nearby Faneuil Hall development, 
which opened in 1976, and partly because of encouraging 
discussions with retailers from Philadelphia's Chestnut 
Street Mall. The views of merchant associations were 
solicited throughout the planning period on such matters 
as construction scheduling, design of street improve
ments, and strategies to maintain access for handicapped 
patrons and delivery vehicles. 

Another finding is the need for a strong lead agency 
that has both the funds and the leverage to effectively 
coordinate and expedite the planning and implementation 
process. This is particularly true when funding for the 
project is being assembled from various public and pri
vate sources, each of which may have different admin
istrative requirements and procedures. 

In these projects, as in other types of projects that 
involve major changes in automobile and/or transit ser
vices, it is critical to launch an effective public infor
mation program weii in ac.ivaucl:' ui vrujl:'ci. i111JJ:it:!111t11i.<t
tion. The program should include multimedia promotion 
efforts and information leaflets for merchants, truckers, 
taxi operators, and other affected parties. In addition, 
there must be a comprehensive and comprehensible sign
ing system to indicate how vehicles should proceed 
around or into the area and when various restrictions 
are in effect. 

The early operational experience in Boston suggests 
that effective enforcement of traffic, parking, and load
ing restrictions is critical. Although it has been 
achieved at a cost considerably greater than that orig
inally anticipated, the combination of a visible police 
presence at boundary points and an active ticketing and 
towing program has served the dual function of promot
ing public awareness of the project and ensuring adequate 
capacity for diverted traffic on peripheral streets. 

Proper phasing of construction activities and proper 
sequencing of changes in traffic circulation and transit 
service are also very important. In Boston, merchants 
were adamant that construction activities not interfere 
with the 1978 Christmas shopping season. When delays 
in the start of the project made it impossible to com
plete construction by October of that year, activities had 
to be suspended for a few months to appease the mer
chants. Another phasing issue in Boston that would cer-
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tainly be relevant to other cities was the need to dovetail 
project-related improvements with street and utility 
maintenance work. 

The final factor that has been critical to smooth im
plementation in Boston has been the flexibility and re
sponsive attitude of the project staff. Not surprisingly, 
there were many complaints and some confusion during 
the first few weeks regarding delivery restrictions, 
signing, allocation of maintenance responsibilities, and 
bus-routing changes. Staff members, however, were 
able to continue a precedent established during the plan
ning phase-Le., meeting with the affected group(s) to 
resolve problems in a mutually satisfactory manner. In 
many instances, the outcome was a modification to the 
project design and operational procedures, such as re
opening a street to traffic and restoring a bus route. 
This responsiveness to operational difficulties forestalled 
the build-up of severe opposition to the project and is 
viewed as a critical factor in its acceptance by the gen
eral public. 

Favorable evidence regarding the economic impacts 
of CBD automobile-restrictive measures is currently 
based on only a few cases, and more definitive conclu
sions must await analysis of before-and-after data from 
the ARZ projects. But it is clear from examination of 
the first generation of transit-mall and ARZ projects 
that there is tremendous potential for coordinating these 
projects with broader urban revitalization efforts. It is 
hoped that these bold and imaginative approaches toward 
managing the roles of the private automobile, transit, 
and pedestrians in the downtown can serve as useful 
bases and stimulation for broader-scale policy formu
lation and planning related to the management of auto
mobile use. 
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The Politics of Impact: The Case of 
Road Pricing 
Tom Higgins 

Suggestions for conducting the study of largely untried and controversial 
transportation concepts, such as road pricing and other automobile· 
restraint measures, are presented. The suggestions derive from the ob
servation that the impacts studied and projected by planners may be un
important or unbelievable or may not be borne out in the eyes of actors 
and interest groups important to the course of the study. Recent road
pricing studies conducted by the Urban Mass Transportation Adminis
tration and the Urban Institute are cited as an illustration. It is concluded 
that the impact perceptions of public policymakers and interest groups 
should not be discounted but should help to define the impact analysis. 
Furthermore, these perceptions should lead the way to (a) contingency 
planning for worst cases or (b) changes in the transportation concept 
being studied and tested. 

The concept of road pricing represents an instructive 
case in which impact analysis confronts adverse public 
and decision-maker perceptions. Let us begin the case 
with the analyst's point of view, then turn to the view of 
policymakers, and finally draw some lessons. 

PERCEPTIONS OF ANALYSTS 

For analysts attracted to the efficiency and effectiveness 
of road pricing, the Singapore area license plan is an 
admirable example that has been well documented and 
evaluated by the World Bank (.!_). Singapore is not un-




