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In the annual re.Rort ,by the Ch~ir!Af1n ·of th~ Committee on Roadside Devel- . . 
nt , emphasis w~s p].aced on th7 nee~ .of harmonizing l ands<::ape i;i.nd engi?eering 
ciples .. ~o obtain ach.r~~cel'.l designs. f.9r COMPLETE ~rm~r~YS ~ Through thi~ med

lUll tJ:ie present values and future. pez:m~n~~cy of the plJ:b:J.ic inve~tment in high-
ays ma~ be essen~ially conser ved and pro~ect~~- lo this encl , the report of Di-

:fisi:on 1 aims to ai;1swer the assi~ned questi0n: 1 
t • • • l • • 

1!1,s it. nec;ess.¾l,;r:Y t<{ star.t ~he int~grat,i~n.:Ci>f: .. roa:dsiae 
principles with: highway reconnaisance and location for 
the COMPLETE 11IGHWAY? If so , hpw does this affect Gle
.sign, right- of- way, bor4er. control , _9-nd wayside devel
opment ?" 

Roadside Design. - In recognition of the fact that highwaY, planning a~d cpns:tru.c- .. 
tion i s so. directly tied- in w:!-th related .land- planning.~ que~:t-ions , a digest of 1;.h!:l 
printed report of the Subc.oinmittee on. Roadside DesignL.1 is pres_ented to show how 
la~dsoape design ih highway development ·is a coordinate par t of the master. plan 
for city, town., or r ural :r<egion. Bound into this. is the growing question of way-
aide parking and off-road developments. to serve as safe and convem.ent stopping 

.. 
~~~.-~ ... 

points for traffic that desire,s to come to a halt. And most pressing ·of all is ' 
the questi'on of ,aclequate right-of-way apd border-control protective measures , from .· 
tne viewpoint of mode.rn tr~f'f.ic and l~d--use n~~ds . · ' · 

J!ndseape Design i'n Highway Developme·nt. - · The Master Plan for a . city or r egion 
deals with the arrangement of land , and facilitie~. a,nd structures for housing. 
industry , recreati~n, transpor tation , and other phases of hwnan life and progress. 
1h ~king provisi"on for every type of neeo.e? development, each i n well-planned re
lation to the other ., the 9.ir cula tory ,or transport, syst~rn with its planned network 

t
or r oads, street • and higl:lways , co~nects . and draws ,tog~ther all the other pa.rts of 
he city or r egional plan. ·No one part ,· dis.tric:t;, , or section of a c:i,. ty or highway 

can be considered alone . Human n·eeds and desir e,s r~quire bo.t,h a .complet~ city and 
~ e0mplete highway system designed with all the facilities neqessary for the com-
ort• convenience , and -health of the peqple • . . · • 

I 

. . Landscape design_ i n the development of ,a COMPLETE HIGHWAY has as its ob
~~t:ne more efficient ano. be,autiful ·adaptation of l:and for human use. Efficiency 

beauty are equally served b.y· fitting togethez: .the ro.adbed , shquldet.s , gutters , 

zr: The complete report by A. R. -Nich~l s , Chairman on Roadsirte De~ign, is pub
l(ished i n the Proceedings of the Highway R~search Eoard , ·vQi,. 23 , p . 258 
1943) . Reprints are fl.is¢ ava~lab.l,e. . · . . 
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slopes , culverts , bridges , and other structures and facilities which mal<e u:p th 
COMPLETE HIGHWAY as a whole, witrt'-tb.e.._landscape which lies outside the bo:rdel:'a 6 

th~ highway improvement. Thfs laridsc,aperi\Ii'Y ,be man ... ma'de us in cities , or nat\t. · 
as in ,oP.en c~U11try. Efficiency and beauty cannot be separ ated , they are i.J:lse l' 

able 'factor s in the de~ign, the. locution, the construction~ .. or any other. ph.a$~a 
ei the1· a complete city or a OQ}APLETE HIGl{WAY. . '. . 

0 

.. . . . 

Desig~ 'of the Complete Highway. - Effeqtive design must be a successful compro
mise between several factors . The l ocation and de~ign of ci: . COMPLETE HIGHWAY is 
influ.':3nced or controlled by _the characte:f: , density~· a·nd spe.ect. ·of trq.f.fic; by 
topography and soi1 ·ohara_etef; a,nd by the ki'nd of' ).an:d- u~e' and bbraer 1.:level.opmen 
Thus a well- designed high~1aJ'."· must first me~t t,he requirements of traf.fic. It ll1U 
also as far as p·e:Ssible "fit the lay of the l and", .f~r- the' more nearly the loca
tion, alinemeri.t , ancl . profile fit tl:ie topography of the route, the greater will be 
the conservation of trees and streams , t h.e smaller the cost of oonstru~tion ahd 
later maintenance , .and the better the natural blending of th~ highway structure 
into th~ city or:. country surroundihgs_. · · 

. . . 
· fit t;ing the highway into · the. surroµndings must be 9onsidered in original 

r oute sole.ction a.rid location. Accurate air survoy maps are of .the greatest aid 
in this fi'rst s\age ·o~ complete high\'lay ·developmel"lt . AdV!=l,nccs in ai-r mapping 
t0-chniq~E'lP and equipment are bei,ng· ma(le 'r;>y the Air Forces., and .after the War ai,r 
maps. and survey:;i viill be available to all highway organizations at a £raction·101' 
the time and cos.t once. required to obtain omrrespc:mding. requisite j_nformatton re
garding tepogr aphy by ground su.rvey inethods . Photogrammetric ?ir maps in the fo 
of corre.cted mosa:ics , etc. will be us-eful for thfil following purpqs,es : . . . , .. 

1 . 
. . . ~-

To show a complete pi•cture of the entire ·rout~ t~avers~d by :a 
highway so ·that ·any .laynian can understat:i.d it. In ' cases of 

' risght:-of-way and ether lE;.lgal negotiations , ?ir:ma'ps. ha've be.en 
0f gr.eat advantage to · all cencer ned with Worki,ng . out these 

· phase? .of the problem. · 

2. · Airmaps ,nake possible ca r eful comparative· i;;tudies and rougl.: 
cpst est:hmates of several' alternate ro~tes without sep~rate. 
:grpund surveys . · · · · · 

-)·. Na tu!lal fea,tures , ex;Lsting, ml:l.teri'als , structures, etc : , .. which · · 
sh,ould b.e preserved during construction are shown on the orig- · 
rnaI _air:ffiB.p sometimes' ~ithout the need for furthe~ ,g:r:o-µnd - ... , ... 
reconnai,sa.nc e . · · · .. · . .. . 

· 4~ . In ··some ·cases, right-of ... way · maps nave been prepared from th~ 
aiz::map without the need of crossit1g or setting stakes on pri
vate lands . (See (Ganadian) ROADS AND I;lRIDGES , March , 1943 , 
article by W. J. Fultdn, 11 Three Stage Surveying Procedure for 
Post- War Road Projects . ") 

5. Sites fbr v,aysides , saf ety- t'.urnouts , fiignt strips , a.nd ot..!'.ler 
desirable roadside ar eas can be selected and acquired in ad
vance of highway location surveys for construction. Once c0n
struction begins , it i.s,often too J.ate to acquir e necessary 
lands outside the travelled way at re~sonable cost . 



6. A stuay =of soil, drainage, and geologic factors of the ground 
surface, and of ex.isti~g vegetation, will often enable the lo
cation engineer to ay,,id drainage difficulties, and land slips 
and slides; and will i ndicate possible sources of salvage and 
borrow materials of -value in later construction. 

080a e Ob'ectives in Highway Locatio~. - Landscape objectives to be considered 
reute selection and location•of highways include: 

1. Avoidance of excessive cut and fill, wh0rever possible, there
by reducing costs of subsequent landsca, e treatment and eventual 
annual maintenance costs of the highway. 

2. Selection of sites for wayside developm~nt, scen:i.c and safety 
turnouts, rest areas, flight strips, etc. 

3. Conservation and preservation of fine trees, shorelines, streams, 
and other natural features of the route. 

4. , Fitting the highway to the · 'lay of the land', and taking ad
vantage of existing scenic assets of the route, thus providing 
not only an efficient highway but also a beautiful one. -

All landscape .objectives involve careful coordination of the field work 
Qf the locating and landscape .e.ngineers during reconnaisance and ;Location. Al
ternate locations should be studied, each possessing certain engineering and land
scape advantages. That line whieh eombines the great.est · number of the factors 
favoring both service and beauty VJ· 11 be the logical selection. 

Design of the Cross-Sectipn. - The need for f lattened, well-round·~d cut arid fill 
slopes, as well as for wider traffic l ane and shoulder widths, wil:l in thl::l future 
require gr eater over-all right-of--way widths than highway organizations hereto
fore have been willing or able to acquire. Proper cross-section design and ade
quate right-of-way cannot be separated . In fact, most 0f the bad cross-section 
design of past years has been attributable,- not to' lack of engineering design 
ability, but to simple lack of the necessary space in which to do good work. 

As a rough minimum requirement, it may, be s-aid that adequate right .... of-way 
Should be .obtained on future primary highways to pn·mi t the f lat,ter.dr:ig and lib
era.:l roundi11g of slopes up to about 30 ft. in heigh' to .a slope ratio of 2: 1, 
Whe1-ever topography permits, plus ro'om for proper s'l.ope rounding bey-ond the slope 
stakes• Cuts and fills of 5 to 7 ft. normally, and preferabJ.y up t,o 10 ft . should 
be flattened to L~: 1. F.or detailed information on tl1e design of land widths to f'i t 
~bedel hi?hway sections_, see page 6 of the 19L~l and page 14 of , t.he .191+2 Repor t of 

e Conut11 ttee. · . 

The advantages of well-flattened and rounded slopes might be repeated 
he:1:1e: 

l. 
I 

Greater ease and shorter time interval required for establish-
ment of ground cov~r vegetation. 
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.. ·.• 

2. 

3. 

Reduction or control , of·erosion because of the reduction of 
the _velocity of surface-wate_r flowi'ng over slopes of flatter 
gradient. 

Reduction of drifting snow 9n the tr_a_velled way ·because of 
streamline effect of flattening and rounding • 

4. A safer road when traffic must l~ave ·t!le traffic lanes · in ·an 
emergency. 

5. Opportunity for increased· use of machines for mowing, snow 
removal, and other maintenance in contrast to the hand labor 
methods required on steep slopes, in V-ditches, and around 
guard. rails. 

Adequate cross ... section design depend~ in the final analysis upon ampl,e 
right-of-way to meet the space requirements of _design. 

Descriptive data and plans entitled "Design for Transition of Road Slope 
were presented by Thomas E. Carpenter, a member of this Com.~ttee. (See Appen
dix IV, page 64 for a digest of this preliminary report.) After general 
discussion at the meeting this problem of slope ratio control was referred to 
Division I for further study. 

This outline of objectiv, s should be a convenient reference for those in 
terested in studying alternate 1nethods as an aid in expanding the conception of 
roadside design out of the static of today's typical roadway sections to an .ap
preciation of what may be called the flow of cross-section in its streamlined r 
lationship to naturai terrain. Discussion brought out the fundamental po;i.nt that 
the only r~ally effective cross-section . grading is that which is tncorporated ill 
the original construction. · · · 

Design of G!'ading Plans. - The moriot,nouf; and rigid u.ppearance of angular railroa 
t ype or:oss-sections can be relieved to some . extent by rounding _and fla~tening 
slope intersectioi:is , and by warping ends o1 cuts and fills to present an appear-. 
ance of g;-ound slope surfaces as found in nature • 

. Detailed grading plans shoul9- be prepared for : the ground surf aces near, 
and closely related to, major highway structures and facilities, and developed 
roadside .. arE':)as. · Both original and propos ed . new contour:s shouJ.d .be indicat~d _on 
such grading plan sheets. Calcuiation of grading yardage from original and new 

· cont'?u'rs . iy entirely practicable, and the grading _plan ,method 1:1ay -be f 9U:nd of ~~:~
11 

vantage over. . cert9-in _primary highways, as ·in the case. of the Moun~ ~ernon Me.mQ:z:~~ 
Highway, and a nwnber of other outstanding highways in Metropolitan Areas, Co~ 
plete plan information of this kind for major construction is insurance that -the , 
finished product of construction will be of adequc!,te quality and of public· satis
faction. It is a tremendous aj..d in avoiding resort to field change orders in the 
work of construction. Field work, once begun, is less likely to be interrupted 
by emergency change orders where advance grading plans are used as a check on the 
complete design be~ore contract construction begins •. 
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. of com lete Hi -hways as a Part of Regional DesigQ. - Th$ trend towa~d de
i ].izati0n o1 populations will continue to have an impact upon regional ~igh
t~:sign, and location. Landscape design has its p~rt to· play ~n most of. the 

ts of highway development to be carried forward in harmony with the master 
ec j a city or region. Provision for development of space on highways , air-
d 

O 
parks and parking areas, will continue to r equire the joint a1?Plication 

8i 9'aseape and engfaieer~ng principles. The better these ?rinciples are inte
ted in the layout of land for human use, comfort, convenience, and heal th, the 

\ efficient and pleasing will be ~he whole regional or city master plan, and ! ,ceJt.{PI;ETE HIGHWAY as a part of ; that plan,. 
I , 

-ca.go - A LE;ader in ?ity Planning. - Two. historic events of outstanding impor
nee to highway and city planners responsible for the developme.nt of COMPLETE 

;OI-IVIAYS appeared to be significant. at the jeintly held Chicago me~ting of the 
lli,ghway Res ear-ch Board and the Ame,rioan Association, of State Highway Officials. 
918 first comprehensive demonstration in the United States of a unified concep
Uon and execution of plan a~ a complete development dates . ba~k 50 years to the 
Chicago World's Fair of 1893. Following the World's Fair, particularly during · 
the first decade of this century , several American cities haq obtained the ser
vices of consultants to study the over-all problems of city growth, and had their 
oity plans puplished. The .most famous of these was the City Plan of Chicago, 
initiated by the Members of the Commerce. Club and the Merchant I s Association. 
Chicago has been a pioneer in creating the conception of city planning as we know 
it t0day. 

With the growth in the seal~ ·of the planning c.oncept from the city -- to 
the metropolitan -- to the regional area, and with the wartime demand for speed 
1n the planning and execution of needed construction work, it was most fitting and 
opportune for the Highway Research Board ·fo schedule on the g,eneral

1
program the 

timely subject 11Aerial Mapping Used in Regional. Highway Planning" .il. 

In the Metropolitan Region of Chicago, unusr•·,1, l teamwork in planning prac
tiee has been established, especially in the highway transport field. Many pub
lic highway officials have collabora ted in programming , planning , and scheduling 
highw~y and street construction work. The large number of municipalities whd.oh 

in
aJJnost completely ring and radiate from the central City of Chicago , the 15 near

counties (3 in Indiana, 3 in Wisconsin, and 9 in Illinois) and the 3 States 
fhernselves with Public Reads Adnrl.mstration aid_ have carried forward a well:.. 
ntegrated program for the past 13 .yeurs or more • 

.!!11-ordered Roadsides. - Past reports of this Committee have repeatedly empha
;iz~d the need f~r orderly development ~f the ro~ds~de.s. alo~g public highways . 
t ls of mutual importance to both public and private property development that 

iad?ide values be appreciated by beneficial development and not depreciated by 
~rm.cious exploitation . Planning , including zoning, furnisties an intelligent 
ro~ e~fecti ve method of regulat ing land-use and building development along the 

actsictes so as to prevent and reduce those uses which are detrimental to the 

l .. Proceedings, Highway Re$earch Board , Volume 2.'.3 , p . 555 1943 • 

• 
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public welfare and safety. Planri:'..ng and development of the COMPLETE flIGHWAY re 
quires that roadside service faci :.ities like filling stations, restaurant~, etc 
be placed in their proper locations as an integral part oJ the whole ?onstruc- · • • 
tion. · 

' Roadside Service Development and Limit ed~Access Highways. - There is every in-
dication that limited-access highways will be const ructed in the vicinity of the 
larger cities of all 'regions after the war • . Such rd ghways carry heavy concentra~ 
tions of •traffic, and, under these conditions, the 11eed for orderly pevel opment 
of roadside service facilities becomes acute. Too many of our finest,, highways 
in past years have been ruined as safe, effective traffic arteries, 'rt,! haphaza~ 
private construction of hot-dog stands, gasoline stations, and temporary business 
establishments of all kinds. 

Experience indicates that there are several solutions of the roadside 
service development problem: 

1. On some limited-access 'highways, public authorities' have erected gas
oline stations and other roadside · service structures to be leased to the highe·st 
bidder. 

2. In other cases,· oil companies, for example, have been allotted con
cessions at designed-turnout points where privately-owned service facilities have 
been erected. 

3. A third solution lies in provision for access to land areas on ser
tj_ce roads or on important roads crossing the main limited-access highway. Where 
the plans provide such access, private business interests are encouraged to take 
the initiative in the development of whateve·r roadside servic{;ls appear to be need .. 
ed on the designated area. 

The Committee believes that research will be needed to determine the best 
principles governing roadside service problems·. Authoritative standards for lo- . 
cation and design of entrance and exit driveways are needed. Whether publicly or 
privately owned, · roadside service developments and their approaches require the 
effective application of correct principles in order to produce a uniformly ef
ficient and safe highway development. Certainly, bordering land development 
should be iri harmony with other parts of the highwa~' design. No interference vv:i. t h 
traffic safety, such as nov, occurs where ribbon development has taken place, can 
be tolerated; Politics must be kept out of the layout of access road space, or 
all the many advantages of limited-access may be lost. Even the dewelopment of 
roadside service buildings to. produce revenue, to be applied to maintenance and 
other annual highway expense, must be critically analyzed by the designer. In 
any case, suitable control procedures · must be mutually worked out from the admin-:-. 
istrative and legislative as well as the design stMd_noints. Traffic safety and 
convenience, .and the protection of bordering land vall:es roust be considered para
mount against all other conflicting factors. 

Experience would appear to indicate that: 

1. Commercial roadside facilities should not be needed on limited access 
highways passing through towns and cities where ample entran1:e and exit facilities 
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vided tq existing roadside services , or to service roads on which space is 
pr~le for private development of such services . In t he interests of safety 
;ficient operation , motorists will have every opportunity to l eave the ex-

e routes and obtain gasoline , food , . sleeping quarters , or any other commercial 
~ee from existing urban facilit ies , or from such added facilities private firms 

feel can be profitably establisHed outside the highway right- of-way on the 
81 service roads provided . 

2. Where long stretches of expressway go through rural areas not already 
yided with services, safely designed access roads will be required to serve gas

~ne stations, restaurants and overnight accommodations built by private owner s 
,on i and outside of the publicly- controlled right-of-1··ay. Every opportunity and 
ncoura.gement shoulo be given to pr ivate service companies , but if these are un
~ng to take necessary financial risks under the above cond:i,. t_ions, the public 
autherity may be forced to establish its own _gasoline , food , and overnight facil
ities . Such services as may be found essential to traffic needs will usually be 
operated by private concessionaires • 

.3. Highway officials should not be expected to build access roads and 
driveways across roadsides of limited- access highways wherever land owners desire 
to set up a hotel , a gas station, or other service. Such haphazard action leads 
straight to ribbon development . Instead , the needs of the tourist , the trucker, 
and the bus driver and passengers, must be mat by an impartial and reasonable de
sign policy with standards set up after careful deliberation and held to by high
way authorities without fear or favor. 

Unless such standards of design policy are estaolished in advance of the 
coming era of 11freeway11 construction , U?illsound pressure from both private and pub
lic sources may thwart the whole purpose of the limited- access principle. This 
principle requires that the expressway development be worked out as a single COM
PLETE HIGHWAY design problem of many pa:cts , all fitted together in relation to sur
rounding land-use and traffic safety and service needs . 

€:omprehensive design of tUs over- all character calls f or equally broad 
legislative authority for administrative action . Intensive research into all re
lated phases of this pressing problem must find practical solutions so that the 
ability of the designer to meet t raffic requirements will not be unduly restricted 
or prohibited . To meet the new problems that will have to be faced in postwar de
~elopment and to make the designs of the COMPLETE HIGHWAY effective and long- last- . , 

t
ng, special studies of major elements of limited-access legislation and adminis
ration are needed . 

~t~of-Way and Border Control of Highways . - This note.Ll will assume that road 
Uilding Will be a major enterprise after the war, that old roads will be widened 

Z[ - Report of Subcommittee on Right- of-Way and Border Control , by Flavel Shurtleff , 
Chairman. 
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and new roads b_uilt, and that for greater efficie11c;r., safety and attractivenes 
all roads in the state system of highways will need far more protection aga~ns~• 
wrong uses of bordering private l ands. On new c\,nd wide9-ed roads, border contr.ei 
should be written into the plan of the improv,ement and should influence highway 

4 sign and the acquisftion of land for the righ~-of-way. On old roads , more effec,.. 
tive border control methods should be worked out. 

In the freeway or limiteg.-a. ccess _highway legislation passed in the last 
seven years in seventeen States,--~ there is much promise• but not a complete an..; 
swer to the border control problem even if the,u~mbiguities of the new laws are r 
moved and improved bills are enacted into law/"' Although the States secure Vlie:\e 
rights-of-way (not less than 200 feet) for new principal routes, shut off quite 
generally access from private land, build and operate (or lease) a chain of strue
turesadequate to serve highway travel practically monopolizing this type of busi
ness, there will still be uses of private property which should be guarded against, 
These are not limited to wrongly .located outdoor advertising signs which need no 
access to the highway. · They include a ·variety of business uses which are poor ' 
neighbors to the highway and which can be well-served by local roads. 

Zoning of the State highway corridors has been much discussed as a .desir
able supplement to control through limited access on new roads, and as an es sen-., 
tial on old roads where widening is out of the question because of expense. The~ 
merit of control by zoning is sufficiently demonstrated. · To cite an outstanding 
example, the Merr~tt Parkway in Connecticut runs for thirty-five miles through 
land admirably suited for residential development which has been zoned for resi-.. 
dence in each of the seven towns along the route. The only exception is a cl early 
indicated business area which is so zoned, and this is limited to a few hundred 
yards. · 

But the Merritt Parkway presents an unusual situation. Zoning along the 
route antedated by several years the construction of the road. Usually towns are 
asked to apply zoning to a long used and often intensively developed road, and 
either reject zoning completely or adopt an ordinance so burdened with compromises 
as to nullify its usefulness. A State highway route even in rural areas is looked 
upon as potential business frontage and is so zoned. The result is an ill-assort ~d 
development of unprofitable and temporary business structures. To avoid .the spot-, 
tiness which is inevitable when zo --1ing is left to. towns and cities several nat ior,ial 
organizations, notably the Ameri.can Automobile Association, the American Associa- . 
tion of State Highway Officials and the American Planning and Civic Association, · 
recommend zoning of State highway corridors by a State agency. Apparently the Out 
door Advertising Association of America, Inc., joined in this recommendation. In 
a statement of policy adopted at its Forty-third Annual Meeting in Louisville in 
1933 is the following paragraph: 

-lf- New York, Rhode r slanGl, Connecticut I C:alifornia, Maine, West Virgi ni a , Maryl and, 
Michigan, Ohio, Colorado, Virginia, Louisiana, New Hampshire, Florida, Texas, 
Massachusetts, Illinois. 

{H~ See model bill for limited-access highway legislation in General Administrative 
Memorandum 214 - March 19, 1943 of Federal Commissioner of Pu!5lic Roads Admin
istration. 



11The application of the principle of zoning resulting from 
the study ~nd analysis of land use and State planning by an 
over-all agency should result in the orderly and appropriate .de
velopment of busiqess and commerce with due regard for the con
·venience and general welfare of rural residents a.nd the · travel
ing public in rural areas, as well as the future growth and de
velopment of business and commerce throughout the State consist
ent with the cohservation of the natural beauties of rural 
1aindscape. 11 

13. 

For the last four legi "lative sessions t hE;1re has been org·anized effort ri.n 
eral states to adopt State zoning of highway~, but no lll/-ltter how narrow the 

:;ip to be zoned, the opposition in the legislature has been solid to State in
;er:fei'ence with local rights· of ~overnment. 

Consequently while advocating State zoning as essential for all roads in 
the state system, this report would malce a further recommendation for new routes ·, 
and raise a question as to th~ method of apply:i.I g zoning on Qld routes! · 

The recommendation is that ~s soon as the ri13ht-of-way for new or widened 
routes is det~rmined, a zoning pla-n should be adopted by the highway department .for 
a protected highway area of ilecessarily varying w1dth but averagi.ng 150 ) feet. 
This zoning plan should be an i,qtegra,]:" part of t~e general highway plan • . , . . 

\ 

Instead of waiting -for legislative approval of the highway zoning plan or 
for adoption of sections ·of it b~;r the localities along the routes~ the use of all 
private · property i .n the protected area should be restricted in accordance with the 
zeping plan at the time that the land is acquired by the State for the highway 
ro'utes and --as a part of the land transaction. Each deed to the State would recite 
that the land left in private ownership within the protected area could be used 
only for agricultural or residential · purposes except as the zoning plan permi. tted 
0thei' uses. There' is precedent for the purchase or taking of such ri€,hts in land 
in _the practice of State highway and parkway departments. This practice has the 
adva~tage of permanenee as against the too great flexibility of zoning ordinances 
and' their a:dminist.rati0n. 

The questiiDn is whether or:i old routes it is best to persevere in a cam-• 
i:>aign of education in the hope eventually of winning .from the legislature a grant 
ot eomplete power to the highway department to zone the highway corridors, or to 
Win immediately a more limited right. 

are: 
·some of the limitations ,suggested on the highway: department I s right to zone 

l. The highway department may adopt a comprehensive zoning pla~; 
but this plan shall not beconie binding in any community uritil 
locally approved . 

i. The highway, departmen•t zoning plan shall become binding on all 
localities which have not during· a grace ~e:riod qf three -years 
adopted the"i:c own zohing plan. 

., 
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J. The highway department shall have jurisdiction in zoning 
only in non-urban localities, i.e., under 2500 in popu
lation. 

All t~ese su¥gestions ha~e obvious defects a~d very likely ~ny limitat~o 
on comprehensive zoning by the highway department which would be acceptable to ~ 
the leg_t.slators who represent communities jealous of their local rights would be 
eqnally objectionable. Is it pos sible that experience in some States with a mor 
limited zoning right may speed the full grant of power? 6 

Resume of Discussion foll owing pres entatioR of Mr . Shurtleff 1 s Repor t: All agree 
t hat some form of border control is_essential to the protect ion of -, highway i nves 
ments, but so far as we have been unable ·to find a means for such protection on a 
State-wide basis. Many of our present highway entrances into towns and cities 
will have. to be abandoned because they have become too congeste~ owing to busine 
encroachments. If we are to safeguard our new entrances, then some form of high
way protection must be provided in the beginning of the development. 

Zoning of Highway Corridors. - One proposal was that a municipal contract proVide 
t hat a zoning plan be adopt ed and submitted as part of a project agreement. In 
each of the alternate methods discussed ; the · question of stipulatin~ a fixed 
width of ·corridor, or merely that the 'borders be zoned, seemed to resolve itself 
into being a practical problem of elimina:ting opposition to any prot~ctive plan 
in a given locality. Considering the fact that the city does not have the legal 
right to zone outside the limits of the municipality, zoning; seems to lack the 
comprehensive qualities needed, especially on limi ted-acces·s highways. Zoning 
does not compensate- the property owner for any loss of land-use. ZQning to pz:,o-
tect rural areas has been done in California Counties, and _in Wisconsin. 

The use of highway development rights offers some promise. For instance, 
th~ farmer would retain his right to use the land as he sees fit provided the use 
was agricultural, but he could not install permanent structures with:;.n a certai p 
agreed distance necessary for future road widening. The economic advantage in 
this would be that when the highway needs such widening, no structures would be 
affected. 

In cities, a somewhat similar· building set-back procedure has been used 
successfully, as in the City of Washington in the 16th and K street widenings, 
In this case, however, the full width of highway land is owned by the District of 
Columbia, which gives the private property owners certain use of the roadside 
space reserved for future expansion of the highway. Such allowed use must be in 
conforrrdty_with the planned requirements set up by the city officials. 

Municipal zoning in Chicago provides for set-back lines in streets. In 
1935, counties were permi.tted to zone. All land-use is now zoned on a county
wide basis. Metropolitan Chicago Counties in Illinois, Indiana and Wisconsin, 
have the power to zone land within a stated-width of the center-lines of highways, 
Cities cannot zone outside municipal 1i11rl.ts under the law as now existing. State
wide zoning has been propos ed in Indiana, with the State Planning Commission to 
have pov,er to administer, but this propos ed legislation failed of passage. 

'\. 
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The principle of highway development rights looks practicable under ex
rights of eminent domain. Set-back regulatio:,s may also be legal under 

gt zoning laws of :five oount;i.es in. ~he Chicago area. McHenry and Lake County 
n re now coming up before legislatures . Because land- use controls such as 

8 a stem from the polico power of the . State , they can never constitute a per
t' over-all solution to the problem of ribbon development. Intensive study of 

n ~uestions of land- use regulation is needed to harmonize modern traffic re-
88 ents with roadside devel opment . 

Land acquisition policy and performance must facilitate land assembly at 
nrl,nimum total cost , with a maximum of speed. Another significant field of 
stigation i s the public control of~highway access and adjacent areas . 

In recognition of the many and complex problems involved in the right-
way and border--control phases of COMPLETE HIGHWAY development , the Public Roads 
nistration in 1943 issued two timely bulletins comprehensive in scope : 

PUBLIC LAND ACQUISITION FOR HIGHWAY PURPOSES , and 
PUBLIC CONTROL OF HIGHWAY ACCESS AND ROADSIDE DEVELOPMENT 

or sale bY, the Superintendent of Documents , u. S. Government Printing Office , 
Washington , D. C. at 10 and 15 cerits each respectively. ) 
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