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viously referred to in this paper, with which we gener
ally concur, we offer two other suggestions as a result 
of the FL-426A analysis: 

1. The nomographs [primarily on pages 50-61 (1)] 
are too small to obtain reasonably accurate values.- If 
benefit-cost analyses are conducted by hand, the nomo
graphs should be enlarged significantly. 

2. The calculation of a present worth factor for a 
stream of benefits (1, p. 31) should perhaps be changed 
to a present worth factor for a stream of costs involving 
a specific user cost component. For instance, when the 
sensitivity analysis for value of travel time for the FL-
426A project was initially conducted, it was noted that 
changing that value changed the other user benefits as 
well as the total benefit over the 20-year study period. 
This occurred because the benefit received from reduced 
travel time did not grow at the same rate as the total 
user benefits and the recommended present-worth-factor 
formula recommended in the AASHTO manual is based 
solely on total yearly user benefits. It should be noted, 
however, that the manual does caution the use of the 
factor, although not for the reason stated above (!,, p. 32). 

In conclusion, the Florida DOT feels that the AASHTO 
manual is useful in conducting highway network benefit-
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cost analyses. When the methodology is computerized 
and there is greater standardization of underlying as
swnptions, the manual will become a more useful tool 
for decision makers. 
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A Reconnaissance of Current 
Highway Experiences 
Arthur Politano and Florence Mills 

An exploratory study of highway improvements and the mitigation of adja
cent urban blight in central business districts, undertaken as background 
for a more extensive study mandated by Congress in 1978, is described. 
Some 73 cities had undertaken or were undertaking a total of 80 
highway-related projects to mitigate blight, but only material from 36 
projects was complete enough to analyze further. The majority of the 
cited causes of blight stem from characteristics of the area where the 
highway is located rather than from characteristics of the highway itself. 
A wide variety of measures to overcome blight have been implemented 
or proposed, including (a) coordination of highway projects with 
urban renewal plans and the construction of community facilities, (b) 
construction of expressways and parking facilities, and (c) transporta
tion system management measures, automobile-restricted zones, and 
construction of pedestrian or bicycle facilities. Specific cause-effect 
relations could not be determined, but causes of blight and associated 
mitigative measures are identified. The extensive use of highway proj
ects in combination with urban renewal measures suggests that insti
tutional and procedural problems are significant issues. The results of 
the preliminary analysis have provided a basis for a more detailed 
field analysis of eight case-study cities, which will be incorporated in 
a report to Congress that is due in November 1980. 

On November 6, 1978, Congress passed the Surface 
Transportation Assistance Act of 1978. The law 
mandated the Secretary of Transportation to "conduct 
a study of the potential for reducing urban blight 
adjacent to federal-aid primary and Interstate high-
ways located in central business districts." The Federal 

Highway Administration (FHWA) was given primary 
responsibility for conducting the study. Section 159 of 
the act describes the content of the study, which is to 
include the following: 

1. Description of adverse effects on land adjacent 
to federal-aid primary and Interstate highways; 

2. Description of mitigative measures; 
3. Estimates of potential increases in the value of 

adjacent land; 
4. Contribution to various aspects of urban life, 

such as employment or recreational opportunity; and 
5. Financial proposals. 

The report to Congress will be based on case studies 
now being conducted wider contract. To provide a 
basis for selecting the case-study sites and to consoli
date knowledge on the mitigation of urban blight near 
highways, FHWA has conducted through its field offices 
a reconnaissance of current experience that was delib
erately limited to readily available information and 
published planning reports. This paper is based on the 
reports received as a result of the FHWA reconnais
sance effort. 

Most of the information available concerned the first 
two items required for the congressional report, and 
the analysis is limited to those two areas. The con-
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clusions drawn are tentative and are expected to be 
further developed and crystallized by additional re
search. In the interim, this paper summarizes the 
current experiences of selected cities in dealing with 
the problem of urban blight adjacent to highways in 
central business districts (CBDs). 

BACKGROUND 

Congress first focused national attention on urban 
blight on July 10, 1892, when a study of the slums of 
Baltimore, Chicago, New York, and Philadelphia was 
prepared in compliance with a joint resolution to "show 
conditions of residents" (!). The study resulted in a 
descriptive analysis of slum residents and their living 
conditions: sex, place of birth, occupation, earnings, 
health, illiteracy, arrests, persons per dwelling unit, 
and number of saloons. Slums were found to contain 
"dirty back streets", house "a squalid and minimal 
population", and consist of "low and dangerous neigh
borhoods " (1} 

On December 3, 1931, President Hoover convened 
the National Conference on Home Building and Home 
Ownership in Washington, D.C. The Committee on 
Blighted Areas and Slums addressed the issues of 
blight, including its cause and clearance. According to 
the committee (~, a blighted area-defined as an eco
nomic liability to its community-comes about as a re
sult of zoning too large an area for commerce, over
crowding, the development of incompatible land uses, 
natural handicaps (such as swampy soil), the cost of 
mortgages exceeding the earning ability of the area, a 
rising standard of living, and central attitudes such as 
a belief in the desirability of suburban living. 

The committee also recommended a plan for slum 
clearance under which local authorities and private 
enterprise would go into partnership. By using the 
police power of the state, localities would take the land, 
clear it of buildings, and sell it to a limited dividend 
company. Proper compensation would then be paid to 
displaced residents. The property would be sold to 
private developers solely for housing construction and 
rehousing the population @). 

On July 15, 1949, the Housing Act of 1949 was 
enacted. It established the national housing objective: 
tn nrnvirlP fpnpr"l ,.;r1 tn "ssist nrnP-r,.ms in slum 

- ..... ... ...... 

clearance and community development and redevelop
ment. This act was the first major federal legislation 
whose objective was to eliminate blight and strengthen 
the economy of cities. In the 25 years between 1949 
and 1974, 1200 U.S. cities undertook federally financed 
renewal projects. In total, $12 billion in federal funds 
was committed in addition to state and local funds. 

Since 1949, the program has undergone many changes. 
Until 1967, massive clearance and demolition were 
emphasized; after 1967, increased emphasis was placed 
on rehabilitation and preservation, funding was 
changed to an annual basis, and citizen participation 
was administratively required. 

The past effectiveness of urban renewal was evaluated 
in a 15-month study undertaken by the Real Estate Re
search Corporation in 1975 for the U.S. Department of 
Housing and Urban Development (HUD). The study ex
amined 70 urban renewal projects in 22 cities. The 
findings of the report (!) include the following: 

1. By itself, an urban renewal program has rela
tively limited powers to enhance a city's economic 
development. Therefore, it cannot significantly 
counteract certain basic trends in society that under
mine the strength of central-city economies or their 
competitive position relative to suburban shopping 
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centers, industrial parks, and residential develop
ments. 

2. Urban renewal has significantly assisted CBDs 
in many cities to enhance their competitive strength 
in relation to outlying employment and retail centers. 
It has done this in a number of ways, including re
moving blight in or near the CBD, assembling sites for 
new development, persuading private developers to 
build near the CBD, and creating a more favorable 
investment climate. 

In the past, concern about urban blight has focused 
on housing and residential elements. Only recently has 
this concern focused on transportation elements. Much 
is known about residential urban blight but little about 
blight adjacent to highways in CBDs. What are its 
causes? What is the incidence of its occurrence? What 
can be done about it? These and other issues are ex
plored in this paper to obtain an overview of the subject 
of blight from the transportation perspective. 

STUDY APPROACH 

After discussions with the staffs of HUD and the Urban 
Mass Transportation Administration (UMTA), FHWA 
was able to identify (a) renewal projects in blighted 
CBDs and (b) highway projects designed to improve 
community conditions, such as joint use of right-of-way 
or air rights on federal-aid primary or Interstate high
ways. Preliminary discussions produced information 
on 29 projects. To estimate the potential for reducing 
urban blight, it was first necessary to know whether 
highway projects had indeed been used to reduce blight 
in a CBD. Unfortunately, no project provided informa
tion on both highways and urban blight. To establish a 
stronger foundation for the national study of urban 
blight, an exploratory study was needed to make such 
information available. 

FHW A's regional and division offices were requested 
to provide supplemental information. The purposes of 
the additional information were to 

1. Identify those cities where blight adjacent to 
highways exists, 

2. Identify the nature of the problem, 
3_ Trlf'ntifv "ttf'mntf'rl nr nrnnnsf'rl snlntinns "nrl 

4. Obtain. suffici~nt info;mation to select 8~10 cities 
for a more intensive research effort based on case
study sites. 

This paper discusses the results obtained for the first 
three information items. These results may suggest 
directions for further research in the area of blight 
and highway transportation. 

REQUEST FOR INFORMATION 
AND RESPONSE 

On March 2, 1979, the FHWA headquarters office 
formally requested that the 10 regional FHWA offices 
"identify and briefly describe the status of existing, or 
planned, renewal areas which involve: (1) existing 
Interstate or Federal-aid primary highway rights-of
way, or air-rights, and (2) blighted areas in or abutting 
a CBD." "Readily available copies of plans for renewal 
projects" were also requested. Implicit in the request 
was the assumption that any serious effort to mitigate 
highway impacts in blighted areas had to be coordinated 
with ongoing renewal or redevelopment activities. 

To assist the regional offices, 29 previously identi
fied projects in 17 states were briefly described. These 
projects ranged from a North Birmingham, Alabama, 
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community redevelopment project that consists of a 
public parking facility and a grade-separated bridge 
to a Seattle project that consists of a park over I-5. The 
regional offices were asked to focus first on these 29 
areas and then to identify and describe other areas. 

The FHWA regional and division offices supplied 
a large quantity of information on potential candidate 
projects. These ranged in scope from relocating a ramp 
to obtain more open space (Portland, Oregon) to a 
complex group of measures combining construction of 
an Interstate segment through the CBD with a pedestrian 
mall, new paving, ~ghting, utilities, traffic controls, 
and three new parking structures (St. Joseph Mis
souri). More than 80 projects were recomm~nded for 
possible inclusion in the study. All regions responded, 
although nut all slates contained suitable projects. 
Almost 40 percent of the projects lie in the northeastern 
states, which contain many stagnant, older cities. 

The FHWA field offices gathered and sent to Wash
ington a body of information for this study that ranged 
from letters to project reports. Of the 36 letters 
received, 15 contained substantive information on one 
or more projects. fu addition, 55 reports on projects 
were received, including references to 29 other reports 
on the same projects. This large response was re
viewed, and fact sheets were prepared on the 36 most 
relevant projects, which are listed in Table 1. 

The 36 projects were then examined for six types of 
information required for the Section 159 study in-
cluding: ' 

1. Description of adverse effects on adjacent land, 
2. Description of mitigative measures, 
3. Estimates of potential increases in the value of 

adjacent land, 
4. Estimates of potential costs of highway improve

ments, 
5. Contribution of mitigative measures to various 

aspects of urban life, and 
6. Financial proposals. 

Based on the information received, no project 
recommendation includes information on all of these 
areas. Eleven projects have some information on four 
or five of the areas, 6 projects have information on 
three areas, and 19 projects have information on two 
or fewer areas. Notwithstanding the different degrees 
of completeness, however, sufficient information is 
available to identify (a) cities that have blight adjacent 
to highways, (b) some aspects of the blight problem, 
and (c) some attempted or proposed solutions. 

ANALYSIS 

The preliminary information relevant to the first two 
areas emphasized by Section 159-adverse effects on 
adjacent land and mitigative measures-has been 
analyzed in detail. General decline of the CBD and 
traffic congestion were identified most frequently 
(eight times each) as the cause of blight in the areas 
of the projects. Lack of access to the CBD is closely 
related to these causes and was cited five times. The 
causes of blight were divided into area-related and 
highway-related causes. Most causes were area related 
and stemmed from characteristics of the area in which 
the highway is located, not from characteristics of the 
highway or the highway-related transit facility, as the 
table below indicates (note that projects may cite more 
than one cause): 

Cause 

Highway-related 
Nonconformance of structure with aesthetic 
or urban design values (includes one 
transit station) 

Highway-associated noise or air pollution 
Space required for right-of-way 

Subtotal 

Area-related 
General decline of CBD 
Traffic congestion on CBD streets 
Lack of access to CB D 
Incompatible land uses 
Age of bu i Id ings 
Lack of parkinR 
Lack of community facilities 

Subtotal 

Total 

Number of 
Projects 

6 
4 
1 

11 

8 
7 
5 
4 
3 
1 
1 

29 

40 

51 

This finding indicates that measures to mitigate the 
impacts of highways may be more effective when they 
are treated as elements of larger strategies to eliminate 
blight rather than as independent measures taken to 
change the impact of the highway on its surroundings. 
Experience with the urban renewal program of the 
1960s also suggests that isolated measures have limited 
success in curtailing urban blight. 

One such example is that of Lewiston, Maine where 
a downtown revitalization project includes an el~ment 
for street improvements @· Little major public or 
private reinvestment in the CBD has occurred since 
the project was constructed in the early 1900s. Be
cause of this lack of reinvestment, the CBD has slowly 
deteriorated. High traffic volumes on Lisbon street 
the city's main thoroughfare, have combined with a ' 
narrow right-of-way, many pedestrian crossings, and 
the canyon effect of tall buildings on air quality to ex
acerbate the blighting of the CBD. 

In March 1978, Lewiston was awarded a HUD grant to 
rehabilitate various buildings, establish a loan pool 
for businesses, install elevators in multistory build
ings to stimulate private rehabilitation, build a parking 
garage, and improve the water system. As part of the 
revitalization project, which began in 1978, the Lisbon 
Street sidewalks will be widened, two-thirds of the on
street parking will be shifted to a five-deck parking 
garage, and Main Street will be widened to absorb 
additional traffic. fu addition to $3.2 million of HUD 
funds allocated to housing-related problems, there are 
proposals to use FHWA funds for street improvements 
Economic Development Administration funds for opera~ 
tion and maintenance of the garage, Small Business 
Administration funds for loan guarantees to small 
businesses, and UMTA funds for bus shelters. Street 
improvements will encourage pedestrian movement and 
hamper downtown through traffic. In combination with 
other efforts, transportation improvements will result 
in a greater use of the Lewiston CBD, thereby encourag
ing its revitalization. 

A wide variety of mitigative measures were cited 
for the 36 projects for which fact sheets were prepared: 

Measure 

Highway-related 
Construction of expressway 
Construction of parking facility 
TSM measures 
ARZ or transit mall 
Construction of pedestrian or bicycle 

facilities 

Number of 
Projects 

13 
12 
11 
10 

8 
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Measure 
Number of 
Projects 

Reclamation of land from transportation 
~ 6 

Construction of CB D arterials 6 
Air rights and joint development 6 
Demolition of highway 4 
Construction of transit facility 2 
Buffering adjacent land uses from expressway 2 

Subtotal 80 

Area-related 
Coordination with urban renewal plans 18 
Coordination with construction of com-

munity facilities 17 

Subtotal 35 

Total 115 

The description of a single project often contained 
several mitigative measures in combination. Mitigative 
measures were divided into area-related and highway
related measures. Area-related measures comprised 
coordination through planning of several measures in 
an area, including highway improvements, and were 
widely used. Highway- or transit-related measures in
volved direct changes in highways or other transporta
tion facilities and, as a group, were more frequently 
used than area-related measures . Approximately 33 
of the highway-related measures resulted in altering ob
jectionable features of highways. These highway-related 
measu1·es include transportation system management 
(TS:M), a utomobile- r estricted zone s (ARZs) or tra nsit 
malls (which appear to be relatively popular ), r e clama
tion of land, demolition of a highway, and buffering of 
adjacent land. The rest of the highway-related miti
gative measures involve provision of new or different 

Table 1. Projects selected 
for inclusion in FHWA 
study of urban blight. 

Federal 
Region 

I and 2 

7 

10 

State 

Connectic ut 
Maine 
Mas sac husetts 

New Jersey 
New York 

Di s tri ct or 
Columbia 

Mary la nd 
Vi rgi nia 
West Virginia 
Florida 
Ke ntu cky 
Mich igan 

Minnesota 
Wisconsin 
Louisiana 

New Mexico 
Texas 

Iowa 

Missouri 
Nebraska 
Colorado 

Montana 
California 

Oregon 
Washington 

a Reoorted use of HUD funds 

City 

Hartrord 
Lewiston 
Boston 
Cambridge 

Medfo r d 
Camde n 
B u[[a lo 
Elmira 
Po ughkeepsi e 
Was hington 
Was hington 
Ba itimo re 
No rfolk 
Cha rleston 
P e nsacola 
Loui s ville 
Det r oit 

Duluth 
Madison 
Alexandria 
New Orleans 
A lbuq ue rq ue 
Laredo 
San Antonio 
Dubuque 
Waterloo 
St. Jc3eph 
Omaha 
Denver 

Misso ul a 
Oakla nd 

Sacramento 
San Francisco 
Portland 
Seattle 
Spokane 
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transportation facilities to mitigate blight. For example, 
in St. Joseph, Missouri, completion of I-229 is viewed 
as a measure that will mitigate the blighting influence 
of congestion on local streets in the CBD. 

The Lechmere Canal and Triangle Area Development 
Project in Cambridge, Massachusetts, is an example 
of the application of a wide variety of mitigative mea
sures ®· The area, which is currently composed of 
successful and marginal businesses and vacant build
ings, is characterized by a declining tax base, a high 
level of unemployment, lack of open space and parking, 
and poor pedestrian connections Lo the riverfront area. 

In 1978, Cambridge was awarded a $6.8 million 
grant from HUD for restoration and economic develop
ment of the East Lechmere riverfront area. Plans call 
for the beautification of Otis Street; restoration of an 
old courthouse into educational services, law offices, 
retail outlets, and restaurants; construction of a parking 
garage; and low-interest housing rehabilitation loans. 
These improvements are to be complemented by road
way improvements, financed for the most part by FHWA. 
Road improvements consist of widening Binney Street; 
partially closing Cambridge Parkway along the river; 
widening Commercial Avenue; constructing a new, 
widened bridge over the Lechmere Canal; and upgrading 
the intersection at Commercial Avenue and Monsignor 
O'Brien Highway. As a result of these improvements, 
(a) more park land will be developed; (b) the river will 
be more accessible to pedestrians, bicyclists, and 
families; and (c) traffic congestion will be relieved. 
Urban system funds totaling $3.6 million will finance 
these highway improvements. Finally, the present 
elevated Lechmere Station, which crosses a parkway 
road and causes confusion, traffic congestion, and 
blight in one of the city's busiest intersections, will 

Project 

Walk system in downtown• 
Elimination a[ parking and other improvements to Lisbor:i Street 
Central artery reconstruction (1-93) 
Lechmere Square redevelopment; reconstruction of street and 

waterfront park• 
Redevelopment of MBTA station; reconstruction of streets 
1-76 and J-676 joint development with HUD' 
Buffalo pedestri an mall over NY- 5 
North-south arterial through CBD 
~ast-west arterial througn L.:tSU renewal 
I-95 center leg, inner loop 
Potomac River freeway in replacement of Whitehurst Freeway 
City Boulevard opportunity for joint development 
1-464, 1-264 renovation ofBerkely community' 
1-64, 1-77 construction in urban renewal area• 
1-110 multiple -use project 
Variety or TSM projects in CBD 
Street improvements in support or Cadillac Square Mall project 

in CBD' 
Metro retail center over 1-35 
Pedestrian mall in CBD (Federal-Aid Urban System)' 
Construction or 1-49 and renewal in CBD' 
I-10 multiple-use construction in CED 
Formation of one-way couplet in CED"' 
1-35 and renewal construction in CED 
Double decking of Vista Verde Interstate 
East-west expressway through downtown 
1-380 and downtown construction 
1-229 through CBD and renewal area 
Abbott Drive and redevelopment construction in CED 
Street improvement along CoHax Street to implement 16th Street 

Transitway Mall 
Road widening of local streets and beautification effo rt s• 
Construction or ramps from Grove - Shafter Freeway (1-980) to 

Oakland City Center Regional Shopping Center 
Construction of parking structure under I-5 
Reconstruction of Embarcadero Freeway 
1-5 ramp relocation and downtown redevelopment• 
Alaska Way Viaduct 
Northriver Drive and CBD redevelopment 
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be relocated. Capital assistance funds totaling $16. 5 
million will be provided by UMTA to support station 
relocation in the Triangle Area. Joint implementation 
of these measures will allow more productive use to 
be made of the now underutilized land and encourage 
the revitalization of the area. 

The revitalization projects in Lewiston and Cam
bridge illustrate the causes of blight and associated 
mitigative measures. Table 2 summarizes similar 
information for the 35 cities. Because of the ex
ploratory nature of this research, only the frequency 
of association between causes of blight and mitigative 
measures can be shown. More precise information 
on which mitigative measures are effective in alleviat
ing specific blighting conditions will come from detailed 
case studies to be completed by November limo. 

An example of the information currently available is 
found in the Missoula, Montana, urban renewal plan, 
which mentions traffic congestion and lack of public 
facilities (sewers), aesthetic and design values, and 
parking as causes of blight. The transportation- .. 
related mitigation measures include TSM and prov1s10n 
of parking, pedestrian, or bicycle facilities and an 
ARZ. The mitigative measures appear to be mostly 
related to traffic congestion, lack of parking, and pos
sibly aesthetics and urban design. Agreement between 
totals for mitigative measures in the two preceding 
tables should not be expected, because each measure 
may have been applied to more than one cause in the 
same city and consequently may be counted more than 
once. Further research will show which mitigative 
measures are actually effective in remedying which 
causes. 

The six cities in which aesthetic or urban design 
values were a problem proposed mitigative measures 
that would readjust existing highway facilities or reduce 
demand by providing alternative modes. These six 
cases do not include construction of new highways, 
which are often very difficult to integrate into the 
aesthetic and design milieu of the CBD. In cities that 
mentioned the decline of the CBD, it is worth noting 
the number of times highway and urban renewal planning 
or community facilities were coordinated (14 times). 
Traffic congestion is associated with TSM and the pro
vision of new highway facilities. 

In the category of project cost, a balance between 
high-capital and low-capital projects was found. As the 

Table 2. Causes of urban blight and associated mitigative measures. 
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table below indicates, at-grade roadways are the most 
frequent type of project: 

Characteristic 

Cost 
High-capital 
Low-capital 

Type 
Elevated roadway 
At-grade roadway 
Depressed or tunnel roadway 
Unknown 

Number of 
Projects 

19 
17 

8 
14 

2 
12 

A project was characterized as high-capital if one of 
the mitigative measures included construction of a major 
new facility (pedestrian facilities, bicycle facilities, 
and buffering were treatea as low-capital measures). 
Low-capital projects tend to be associated with highway
related causes of blight, such as nonconformance of 
structure with aesthetic or urban design values, which 
seem to require low-capital measures (note that projects 
may cite more than one cause): 

Cause of Blight 

Highway-related 
Nonconformance with aesthetic or urban 

design 
Noise or air pollution 
Space for right-of-way 

Area-related 
Decline of CBD 
Traffic congestion 
Lack of access 
Incompatible land uses 
Lack of community facilities 
Age of building 
Lack of parking 

Total 

Number of Projects 

High- Low-
Capital Capital 

2 
2 
0 

6 
5 
4 
4 
0 
2 
0 

25 

4 
2 
1 

2 
2 
1 
0 
1 
1 
1 

15 

High-capital-intensive projects are more likely to show 
area-related causes, such as decline of the CBD, traffic 
congestion, lack of access, and incompatible land uses, 
as causes of blight. Decline of the CBD does not neces
sarily presuppose capital-intensive solutions but, in the 
cases available for this study, it is often associated with 
construction of an expressway. In Boston and Washing-

Number of Measures Applied 

Area-
Number Highway-Related Related 
of 

Cause Cases A B c D E F G H J K L M Total 

Highway- related 
Nonconformance with aesthetic or 

urban design values 6 2 3 3 20 
Noise or air pollution 4 2 4 3 24 
Space required for right-of-way 1 1 ,! 

Area-related 
General decline of CBD I 7 38 
Trafric congestion 7 1 I 2 15 
Lack of access 5 I 2· 2 15 
Incompatible land use 4 2 2 2 2 2 16 
Age of buildings 3 2 3 2 15 
Lack of parking 1 l I 4 
Lack of community facilities 1 .l _!_ 4 

Total 15 16 19 16 16 23 21 156 

Note: Symbols for measures are as follows: A= construction of expressway, B = constr~ction of parking. facilities,.C ~ TSM me.as_ures, D - ARZ or t~ansit m.a1.1, E p~destrian 
bicycle facility F =reclamation of land from transportation use, G =construction of CBD arterials, H =air rights and J01nt developm.ent .. 1 - d~mollt1on of .highway, r= construction ~f transit facility, K =buffering adjacent land uses from highway, L =coordination with urban renewal, and M = coord1nat1on with construction of com

munity facilities_ 
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ton, D.C., the problem of incompatible land uses arose 
around expre1:11:1way1:1 that formerly 1:1eparated areas of 
different predominant land uses. As land uses changed 
because of the revitalization of some areas, the ex
pressways no longer served to separate land uses and 
became incompatible with their surroundings. 

In two of the three cities that cited the age of build
ings as a cause of blight, transportation measures were 
coordinated with urban renewal projects. 

Information provided on the other elements of the 
study is not extensive. Only nine projects had estimates 
of increased land values adjacent to the project. These 
estimates averaged $90 million for the entire revitaliza
tion effort. Four of the estimates were from feasibility 
studies. Highway costs are available, whereas the 
contributions to urban living and the financial proposals 
depend on the mitigation measures. Information on 
local citizen support was available for only a handful of 
the recommended projects. Four, including a joint 
development project, are known to lack citizen support; 
two are supported by citizens; and two are strongly 
supported by local government. Only six recommended 
projects for which fact sheets were prepared are com
pleted. These projects are located in Poughkeepsie 
and Elmira, New York; Louisville, Kentucky; Charleston, 
West Virginia; Albuquerque, New Mexico; and Sacra
mento, California. The other projects are either under 
construction or planned. 

The scarcity of completed projects may indicate that 
the use of mitigative measures to combat urban blight 
adjacent to highways in CBDs is a fairly new concept 
for which there currently exists only a small body of 
experience to date. Until recently, scarce highway 
funds may not have been considered for high-cost joint
development projects or for aesthetic treatments for 
highways, since such projects do not necessarily im
prove traffic flow. TSM funds have been awarded 
mostly in the name of traffic improvement and have 
not been part of any formal revitalization program. 

CONCLUSIONS 

As a result of this exploratory study, several prelim
inary generalizations can be made: 

1. A considerable number of cities have already 
begun or planned highway-related improvements to 
miLi!!,aLe uruau Ull!!,ilL aujaceui. LU i1igi1way:; iu CBi.i:;. 

2. The majority of the cited causes of blight stem 
from characteristics of the area in which the highway 
is located rather than from characteristics of the high
way facility itself. 

3. Low-capital mitigative measures are used as 
often as high-capital measures. 

4. Low-capital projects tend to be associated with 
highway-related causes of blight. 

5. High-capital projects tend to be associated with 
area-related causes of blight. 

6. One-third of all mitigative measures entail co
ordination with urban renewal and construction of com
munity facilities. 

These observations suggest that some metropolitan 
planning organizations have already taken the initiative 
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in mitigating blight with the aid of existing federal 
programs. Based on the information collected during 
the reconnaissance effort, eight case-study cities have 
been selected for further investigation. They are 
Charleston, West Virginia; Fort Worth, Texas; Port
land, Oregon; Boston; Detroit; San Francisco; Seattle; 
and Washington, D.C. 

The case studies will include field work and an 
analysis of urban design problems as well as feasibility 
and cost-benefit elements. They go beyond the scope 
of this exploratory study and will provide detailed in
formation required by Congress. 

Although this study could only suggest preliminary 
conclusions, its analysis of secondary information has 
served to focus the research effort in the more extensive 
field study. For example, the exploratory study found 
many cities using combinations of highway and urban
renewal-type mitigative measures. These combinations 
suggest institutional and procedural complications. For 
these and other reasons, the report to Congress will 
address intergovernmental relations, methods for im
plementation of mitigative measures, and appropriate 
FHWA policies and procedures. 
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