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• DEVELOPMENT of highway trans
portation by motor vehicle may be said 
to have taken place by parts—with re
spect to its physical elements, with re
spect to attention to its development, 
and with resjiect to policy concerning it. 
Developmental efforts, promotional at
titudes, and fostering policies focused 
now on one component and now on an
other, of the highway transportation sys
tem as it evolved to its present status. 

These changing emphases were prob
ably brought about, at various times, as 
much by recognition of lagging develop
ment of one component as by substantial 
advances in the technology of some other. 
And probably, at least in part, because 
of this historical pattern of priority at
tention to separate parts of the high
way transportation system relatively li t
tle consideration has been given to over
all performance of the system as a whole. 
In fact, although spoken of glibly as the 
"highway transportation system," refer
ence still is largely to a mere aggregation 
of components, rather than to something 
unified by coherent management and co
ordinated operational policies. I t might 
be added, also, that the preponderance 
of research effort in the field of highway 
transportation has been a history of at
tention to separate elements, rather than 
to a composite functioning system. 

Because of the magnitude of the over
all transportation sei"vice now provided 
by highway motor vehicles, and because 
of the impact of this activity on the 
economy, on the social structure, and on 
the other modes of transportation, it 
seems pertinent to improve the concepts 
of a working highway transportation 

system. At the same time, it is becoming 
important to attain increased apprecia
tion and understanding of the complex 
of administrative processes which add up 
to the provision of highway transporta
tion service, in order that consistent and 
well-moderated policy be evolved. Also, 
because of renewed interest in a general 
rc-examination of national transporta
tion policy on the one hand, and urban 
transportation policy on the other, it ap
pears timely to look at highway trans
portation in some perspective. 

This over-all view is also especially 
desirable from a research standpoint 
as a step toward discerning and apprais
ing gaps in information and blanks in 
understanding concerning this transport 
activity. 

Ultimately, to optimize service and 
costs some kind of analytic scheme for 
examining the performance of the over
all system will have to be evolved and 
accepted. Some of the tools by which 
such an analysis can be made are becom
ing available, but the parameters and the 
interrelationships of the variables must 
be identified and established. This in 
itself is an area of potential research 
which has great promise. 

During the past two decades, impor
tant contributions (1,2) have been made 
to a composite picture of highway trans
portation from the viewpoint of the econ
omist. The emerging situation makes it 
desirable, however, to extend these con
cepts to the formulation of a "verbal 
model" (S) , from the viewpoint of over
all administration of highway transpor
tation functions, and finally to attempt 
the formulation of analytic models (i) 
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to aid in comprehensive transportation 
j)lanning. 

The purpose of this brief symposium is 
to bring together, in a preliminary way, 
some thoughts and considerations relat
ing to the administration of highway 
transportation functions. This part offers 
a thumbnail sketch of administrative 
features of highway transj)ortation ac
tivities and some notes on the status of 
study of management of highway agen
cies. Part I I discusses the problem of 
administration of functions which affect 
motor vehicles and operators. Part I I I 
considers the operational aspects of the 
highway system. 

FEATURES OF A HIGHWAY TRANSPORTATION 
SYSTEM 

The end product of any transportation 
system is the provision of service for 
which there is need and demand. Three 
major and characteristic elements of a 
transportation system combine to affect 
the cost and quality of the ultimate serv
ice provided as follows: 

1. Provision of the fixed plant and the 
maintenance thereof. (The fixed plant 
includes the traveled ways and acces
sories thereto, and terminal facilities.) 

2. Provision of rolling stock and the 
servicing and maintenance thereof. 

3. Provision for operations, which in
cludes: 

(a) Selection and control of opera
tors (drivers). 

(b) Selection and control of ve
hicles. 

(c) Devising an operational scheme 
for the system as a whole 
and the control of movement 
thereon. 

In an idealized and self-contained sys
tem, prudent management would be ex
pected to seek to optimize the service for 
which there is effective demand while 
minimizing the cost by maintaining an 
appropriate balance of plant, rolling 
stock, and level of operation. 

In the United States, however, the ele
ments of the "system" through which 
highway transportation service is fur

nished are not provided by a single man
agement, but are developed and made 
available in separate ways. Some agen
cies of government provide roads. Both 
governmental and private agencies pro
vide terminal facilities. The rolling stock 
is acquired and operated by millions of 
separate operators, the majority of them 
being individuals and business firms. The 
operators have an appreciable range of 
choice with respect to operating char
acteristics and operating costs of ve
hicles. The operational scheme is quite 
flexible with respect to routes and sched
ules, but is conditioned by operating 
rules (driver licensing, vehicle size and 
weight limits, safety rules, traffic laws, 
etc.) imposed and enforced by a variety 
of governmental agencies. 

Because the highway plant and its op
erational features arc provided through 
the agencies of government, and because 
the charges for plant and its operation 
are paid for separately in the form of 
taxes to government (and also, coinci-
dentally, possibly because a large frac
tion of the total cost of highway trans
portation service is made up of vehicle 
and operating costs, the annual cost of 
the highway plant and its operational 
features being only about 10 percent 
of the total annual cost), one "verbal 
model" that may be constructed is that 
the highway user as a free agent-con
sumer purchases "highway service" com
prising use of the plant and its opera
tional features. 

I t happens, however, that the [iractices 
relating to the development, maintenance 
and operation of the highway system, 
and the policies relating to the charges 
made for the highway service, have a 
complex interrelationship with the na
ture and quality of the ultimate trans
portation. Vehicle operating costs and 
total transportation costs are influenced 
in various ways by the characteristics of 
the fixed plant and its operating rules. 
Operating conditions (such as travel 
time, accident exposure, convenience, 
amenities), hence the actions of users, 
are affected by the nature of the plant 
at any given time. Additionally, over-all 
regulatory conditions, some of which are 
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not directly related to the operation of 
the highway system per se, are imposed 
through the actions of government. And 
conditions arising from economic factors 
can have strong influence on the plant, 
vehicle usage, and system operation. The 
concept of merely providing the serv
ice of the physical highway plant has 
limited value in attempting to estimate 
the performance and impact of highway 
transportation service. 

In a broad sense, the jirocesses by 
which highway transportation affairs arc 
administered may be said to include es
tablishment of public policy and impo
sition of a range of operational controls, 
as well as provision of facilities, proce
dures and devices through which the 
highway services are afforded. 

OVER-ALL PATTERN OF ADMINISTRATION 

I t is obvious, of course, that in the 
administration of highway transporta
tion affairs much more is involved than 
is involved in the management of a 
transportation system by a single or
ganization. In the conduct of affairs re
sulting in provision of highway transpor
tation service, there are included actions 
by the three branches of government 
(legislative, executive, judicial) at the 
several jurisdictional levels of govern
ment (federal, state, local), and there 
are included a variety of responses, de
cisions and actions in the private sector 
of the economy. 

In the scheme of things that has 
evolved, although the general public, 
the vehicle producers, the highway users, 
and other interested parties can and 
do influence the conduct of highway 
transportation affairs at various points, 
provision of highway plant and control 
of its operation is predominantly a func
tion of government. Although, as men
tioned previously, cost of the plant and 
its operation is a relatively small frac
tion of the total transportation cost, the 
part played by government in perform
ing its role is an extremely crucial one 
and is a key factor in the scheme of ad
ministering highway transportation af
fairs. Thus, discussion in this symposium 

confines attention principally to the role 
of government. 

Three broad functions involved in the 
administrative process are development 
and expression of policy, establishment 
of objectives, plans and management or
ganizations to carry out the policy, and 
production of plant, goods and services 
in accordance with the objectives and 
plans. These have been characterized as 
the directorship function, the general 
management function, and the opera
tional management function. The exer
cise of these functions is usually not 
sharply and uniquely confined to sep
arate agents of the administrative com
plex; it is possible, for example, to dis
cern levels or orders of policy making, 
the development of which may be largely 
centered in, but not confined to, a given 
level of administrative action. 

Policy Expression and Guidance 
Modes of expressing policy may be by 

law (constitutional law, statutory law, 
judicial interpretation), by formal dec
larations of policy intent (resolutions of 
legislative bodies, commissions, boards), 
by administrative directives and regula
tions, or by adoption of standards of 
practice. Because the levels and methods 
of highway financing have an impact 
on costs and demand for services, the 
pattern of finance is a potent policy 
instrument. 

In general, the main features of pol
icy in highway affairs are laid down by 
legislative action (in their respective ju
risdictions by Congress, by state legisla
tures, or by boards of supervisors, com
missioners or councilmen). Actions taken 
at one government level may become 
policy conditions for administration at 
another level (for example. Congressional 
acts, the judicial interpretations and the 
administrative extensions thereof, may 
provide guidelines for, as well as limita
tions on, actions by the states). Con
versely, the simple failure of one govern
ment level to act may induce another to 
take actions which establish a new direc
tion of policy (for example, the slowness, 
in some respects, of state governments to 
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give recognition to urban problems has 
resulted in a growing activity on the part 
of the Federal Government relating to 
problems of the municipalities.) Further, 
interpretations by the courts of previ
ously unsettled points of common law 
(as opposed to statute law) may result 
in a shift in policy (for example, the 
evolution within the past two or three 
decades of policies concerning highway 
access control). 

Within the scope of authority dele
gated by a legislative body, a board 
or commission may have policy-making 
functions; for example, certain policy-in
fluencing responsibilities (such as budg
eting or route adoptions) are delegated 
to some state highway commissions. And 
within the scope of broader policy estab
lished by legislation and by declaration 
of a policy-making commission, the ex
ecutive officers and the line supervisors 
in the operating organization (say a 
highway agency or motor vehicle de
partment) adopt various standards by 
which to control their product or their 
operations. 

Aspects of Highway Policy 
Certain broad aspects of public policy 

bearing on highways may be identified 
at this point. These are development pol
icy, operational policy, and regulatory 
policy. 

Most highway personnel are familiar 
with the features of highway develop
mental policy in the United States. I t is 
only necessary to recall, as examples, the 
attitude of the Federal Government con
cerning the use of Federal aid for high
ways, the assumption by the states of 
prime responsibility for major highway 
construction and maintenance, and the 
evolution of systems of state-collected 
highway-user taxes closely associated 
with highway expenditures, as expres
sions of policy that have had profound 
influence on highway development. 

Although a body of operational policy 
may be said to exist, to an extent it ex
ists more as an accumulation of rather 
diverse practices than as a coordinated 
and premeditated expression of guide
lines for system operation. 

Prime responsibility for control of 
highway use and motor vehicle opera
tions rests with the states, and the au
thority here hinges largely on exercise of 
the police power. Involved are public 
safety, efficient use of facilities, and, to 
an extent, the enforcement of tax collec
tions. All states have evolved working 
laws and regulations concerning vehicle 
registration, operator licensing, rules-of-
road operations, and other traffic and 
safety regulations. (Because of involve
ment of several jurisdictions, certain 
types of safety regulations are estab
lished and enforced by the Federal Gov
ernment on vehicles in interstate com
merce.) The pattern of administration 
of these motor vehicle operation control 
functions varies considerably among the 
states. In many states separate motor 
vehicle departments handle a number of 
the functions. In most states law en
forcement on state highways is generally 
handled by a policing agency primarily 
concerned with on-the-road operations. 
In other cases some of the various op
erational activities and controls may be 
scattered, sometimes turning up in the 
highway department, the finance or tax 
department, a public service commission, 
the office of Secretary of State, or even 
in certain offices of local government. 

Some measure of national uniformity 
has been achieved concerning traffic op
eration and regulation through the pro
mulgation of a model "Uniform Vehicle 
Code," prepared by the National Com
mittee on Uniform Traffic Laws and 
Ordinances through the cooperative ef
forts of public and private agencies of 
local, state, and national origin. Most 
legislatures have incorporated substan
tial parts of the code into statute law. 

Local governmental units, under 
grants of power from their state legisla
tures, also generally impose and enforce 
operational controls within their juris
dictions. Operational policy among the 
municipalities tends to be more varied 
than that among the states, although ef
forts such as the composing of a "Model 
Traffic Ordinance," also prepared by the 
National Committee on Uniform Traffic 
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Laws and Ordinances, are having benefi
cial effect. 

In view of the rather highly disparate 
state of policy and management of motor 
vehicle control functions, this should be 
a fruitful area of study and research. I t 
will be discussed in more detail in two 
later papers in this symposium. 

The third major aspect of policy, 
which is a part of the administration of 
highway transportation affairs in the 
broad sense, concerns general regulation 
of transportation. At the federal level, 
under the "commerce clause" of the Con
stitution of the United States, by au
thority delegated by the Congress, the 
Interstate Commerce Commission regu
lates certain commercial motor carriers 
engaged in interstate commerce. These 
regulations pertain primarily to economic 
matters, such as the granting of permis
sion to carriers to operate, and to the 
prescribing of rates and routes. How
ever, the Commission also imposes and 
enforces regulations on certain carriers 
in the interest of safety of vehicle op
erations. 

Most states, through Public Utility 
Commissions or the equivalent, exercise 
similar regulatory controls over certain 
for-hire carriers operating wholly within 
a state. Among the local government 
units, certain practices can be discerned 
which may be considered to be regula
tory, some imposed for purposes not nec
essarily directly connected with the func
tioning of the highway system. For ex
ample, special taxes may be imposed not 
related to the support of the local high
way system or its operation. Or special 
routings may be prescribed, such as spe
cial truck routes to prevent the annoy
ance of heavy trucks in residential areas. 
Also to be noted are the requirements 
set up for street layout in subdivision 
developments with intent to promote 
amenable land use. 

Many of these regulatory policies may 
be recognized as having objectives other 
than optimizing highway transportation 
per se, yet they often have a bearing on 
the task of providing highway transpor
tation service. 

The subject of regulation in trans

portation as it applies to commercial 
carriers has received much attention 
by transportation economists; numerous 
treatises are available. However, a stu
dious review of regulatory policies and 
practices at all levels of government con
cerning highway motor transport, with a 
view to estimating the interaction of 
regulatory practices and other phases 
of highway operation and development, 
would be helpful. One recent effort along 
this line is a study (5) of the influence 
of proprietary trucking on minimum rate 
policy in California. 

Establishment of Objectives and Plans 
Insofar as the development of agen

cies to plan, construct and maintain the 
physical road plant is concerned, practi
cal organizations have evolved at each 
level of government. The status of stud
ies of highway agencies will be consid
ered later. 

As mentioned earlier, owing probably 
to the fact that the attention to motor 
vehicle control and operating functions 
evolved under political and administra
tive conditions peculiar to each state, 
policy and practice concerning the ad
ministration of such functions has a va
ried pattern. Some states have well-
organized and well-managed motor ve
hicle departments, even though all do 
not have the range of related functions 
under their purview. Forward-looking 
motor vehicle administrators are aware 
of the needs to study management prob
lems, as will be discussed in Part I I . 

In the area of traffic operations and 
control, much has been learned in recent 
years concerning the management of 
these functions, as will be discussed in 
Part I I I . A remaining problem appears 
to be the development of sufficient ap
preciation, on the part of policy makers, 
of the role of these functions in the ad
ministrative setting, particularly in local 
jurisdictions. 

An over-all problem relative to these 
phases of administration is that of 
achieving, among departments dealing 
with different phases of highway trans
portation, consonance of objectives and 
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coordination of plans and activities 
which affect the same highway systems. 
I t may again be observed in passing, 
however, that broader appreciation and 
understanding of the nature of the pro
vision and over-all administration of 
highway transportation could contribute 
much to coordinated conduct of the sev
eral management components. 

I t can be noted with interest and sat
isfaction that top management in gov
ernmental agencies concerned with high
way transportation appears to be giving 
increasing attention to administrative 
functions and techniques. And it can be 
expected that this tendency will be in
creasingly reflected in clear recognition 
of organizational objectives and in re
finement of the advance planning process 
as it concerns both organizational effort 
and performance of technical functions. 

Intergovernmental Relations 
The provision of highway transporta

tion service in the United States involves 
a division of responsibility in both ad
ministration and financing among gov
ernmental levels and jurisdictions. But 
no clear-cut and logically-based division 
of responsibility has evolved. Further, in 
the provision of highway transportation 
service, responsibility for administration 
and financing are not necessarily con
comitant. Thus, an appreciation of the 
role of each level and unit of government 
is important, not only to an understand
ing of how the highway transportation 
system functions, but also to the fos
tering of workable intergovernmental 
relations. 

An essential feature in the division of 
responsibility with respect to the provi
sion of the road plant is road classifica
tion. Generally speaking, the tendency 
has been for the states to have responsi
bility for the main routes on which there 
is appreciable intercommunity move
ment, and for local governmental units 
to have responsibility primarily for roads 
and streets whose function is predomi
nantly land service. Except for roads on 
federal lands, the interest and responsi
bility of the Federal Government has 

been in select portions of the state and 
local systems through a financial aid 
program, and does not involve direct re
sponsibility for construction or operation. 

The background, nature and difficul
ties of road-system classification are well 
enough known so that mention will be 
made of only one feature which has be
come of increasing interest and signifi
cance. I t is generally recognized that the 
establishment or improvement of roads, 
especially the trunkline routes, can affect 
both community land use and the opera
tions on other roads within some zone 
of influence. As highway agencies have 
developed improved techniques of ad
vance and long-range planning, i t has 
become increasingly practicable for, say, 
the state highway agency to coordinate 
its plans for system development with 
local community plans, if such have been 
developed. This practice appears to offer 
attractive possibilities for minimizing 
jurisdictional conflict and is an impor
tant step in developing good intergov
ernmental relations of one sort, at least. 

With respect to responsibility for high
way operations and traffic control, the 
pattern is less clear and more varied 
than that for construction. 

This whole field of intergovernmen
tal relations in highway transportation 
has many features which are worthy of 
intensive study. Should anyone dream 
of achieving fully-coordinated highway 
transportation administration, he will 
find that some knotty problems in the 
realm of intergovernmental relations are 
important objects for attention. 

POLITICAL ASPECTS OF PROVISION OF 
HIGHWAY TRANSPORTATION SERVICE 

I t is nowise derogatory to emphasize 
that basic objectives, fiscal policies, and 
at least the broad outlines of manage
ment of highway and operational affairs 
are established through political proc
esses, and will so continue. These proc
esses are, in fact, an important element 
of the broad concept of the administra
tion of highway transportation service. 

Whereas the processes for provision of 
plant and services, and the financing 
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practices that have been evolved, have 
greatly lessened the tendency for politi
cal influence and "pork-barrel" tactics 
to have important impact on the general 
course of development, those concerned 
with the top management phases of high
way transportation affairs will wiselj^ 
recognize that policy and direction do 
evolve in a political atmosphere. This 
very fact, however, establishes one of the 
significant challenges in administration 
in this field of endeavor. I t is an im
portant function of management to so 
advise and explain to the policy-making 
agency concerning the nature and effects 
of proposed courses of action that en
lightened decisions can be made. Granted 
that opposing pressures usually exist, 
and decisions unwise for the general 
benefit are and will sometimes be made, 
clear proposals, skillfully-handled, and 
understood, and known to be justified by 
the public interest, can greatly enhance 
the chances for equitable decision. 

This ever-present environment, a fea
ture of the democratic process, places a 
premium on the planning function of 
management and on research and anal
ysis to support it . 

SUMMARY AND CONCLUSION 

In an attempt to focus thought and 
attention on the broad considerations in 
the provision of highway transportation 
service, and to stimulate interest in prob
lems associated with the over-all admin
istration of affairs related thereto, the 
status of several aspects of highway 
transportation administration has been 
reviewed in this introductory statement. 

Of necessity the treatment has been 
selective and brief, and attention has 
been given mainly to the functions of 
government agencies in highway trans
portation matters. Discussion of the im
portant role played by the private sector 
of the economy in the ultimate produc
tion of transportation service has been 
omitted, as has consideration of the role 
of other modes of transportation, which 
modes affect and are affected by highway 
transport. 

The purpose of this statement has been 

to provide a setting for the subsequent 
discussions of particular phases of the 
administration of transportation func
tions, although the opportunity has been 
taken to point out some needed, and 
possibly fruitful, areas for research and 
study in this field. 

STATUS OF MAN.AGEMENT STUDY 

In these notes attention is given to 
the management aspects of providing for 
highway plant, an area of activity some
times thought of as the whole of high
way administration. But without bela
boring the use of words, it should be 
clear that the subject to be considered 
relates to how agencies whose basic re
sponsibility is to plan, design, construct 
and maintain roads are organized and 
their affairs are managed. 

Considerable general knowledge exists 
concerning the principles and techniques 
of organization and management, devel
oped from experience and study in the 
areas both of business administration 
and public administration. (Some of the 
results of more recent study in the field 
now designated as management science 
may have pertinence to highway agency 
management, and those concerned should 
be aware of developments in this field. 
See, for example. Management Science, 
the periodical publication of the Insti
tute of Management Sciences, which pre
sents papers and reviews books of inter
est to that field.) 

In most state highway agencies and 
in the road departments of many local 
governmental jurisdictions, one or an
other of the common patterns of organi
zation is discerned, and accepted general 
principles and techniques of management 
practice are employed. Differences be
tween agencies, or disagreement as to the 
effectiveness of practices of particular 
agencies, usually occur with respect to 
details. Where serious crises have oc
curred, or allegations are made of grossly 
ineffective conduct of affairs, common 
potential sources of difficulty may lie in 
personnel management policies and prac
tices, in the failure of the organization 
to adapt to new situations and technical 
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practices, or sometimes simply in poor 
public relations owing to failure or un
willingness to create adequate external 
understanding of the functions and per
formance of the organization. 

In some local jurisdictions, especially 
in cities where activities pertaining to 
streets and motor vehicle operations are 
scattered through a variety of municipal 
departments (such as the public works 
bureau, the city engineer's office, the de
partments of streets and sewers, and the 
police department), the conduct of high
way transportation affairs may be (al
though is not necessarily) something less 
than coordinated and effective. 

Actually, considerable effort has been 
expended in study of highway agencies. 
Numerous management studies, either 
internally or by management consult
ants, have been made of individual high
way agencies. Over the past decade, the 
Highway Research Board Committee on 
Highway Organization has sponsored 
several studies of various features of 
state highway management, such as of 
the forms and characteristics of top 
management organization, and of var
ious personnel practices. In recent years 
this committee has sponsored a number 
of studies of local rural road manage
ment. 

I t has been characteristic of studies 
of the form and nature of highway man
agement that they are descriptive, rather 
than analytical. In specific agency stud
ies, where recommendations are made for 
change they rest on value judgments of 
the pertinence of proposed changes, al
though the accumulated results of ob
servation and experience may provide 
reasonable guides for identification of 
organizational defects and estimation 
of probable effectiveness of proposed 
changes. 

Probably one of the most effective im
mediate measures that can be applied to 
enhance the organizational functioning 
is a program of in-service training of the 
members of the agency in management 
duties and concepts appropriate to the 
level of management responsibility held 
by the individual. I t is of interest to note 
a marked increase in interest in manage
ment and supervisory training by high
way agencies in recent years. Some ex
cellent training programs have been in
stituted. 

I t seems clear that there may exist 
many variations in the details of organi
zation and of management practices, yet 
informed judgment indicates that equiv
alent quality of general j ie r formance 
and productivity are possible. Some way 
of measuring or rating i)ertinent vari
ables in the operation of organizations 
appears to be a necessaiy prelude to 
more analytical study of management 
systems. Probably one of the most im
portant needs is the development of 
measures of effectiveness for perform
ance and output of highway agencies. 
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I I . Motor Vehicle Administrat ive Functions 

EDWARD SCHEIDT, Motor Vehicle Commissioner, State of North Carolina 

• A L T H O U G H ASSIGNMENT of re
sponsibility and authority having to do 
with highway transportation areas con
cerned primarily with safety of traffic 
movement varies state by state, the 
functions with which the motor vehicle 
administrator is concerned generally 
include driver licensing, vehicle regis
tration and certificate of ti t le, accident 
records, administration of the financial 
responsibility law, and, in some states, 
vehicle inspection. I n a few states (the 
author's, for example) the highway pa
trol , which is the traffic law enforcement 
agency, is directed by the motor vehicle 
administrator. 

The driver licensing process in every 
state grants the privilege of driving to 
those persons who, by examination, dem
onstrate their ability to drive safely. 
They retain that privilege as long as 
their driving record shows they are 
worthy. Those who cause trouble may 
have their licenses suspended for a pe
riod, or revoked, according to provisions 
of the law. Rehabilitation of problem 
drivers through a driver improvement 
process is part of a good driver licensing 
program. 

Registration of the vehicle with the 
state, which then issues numbered plates 
to be attached in prescribed manner to 
the vehicle itself, is to provide evidence 
the tax is paid, and for purposes of iden
tification of the vehicle and its owner to 
aid enforcement, to help fix responsi
bi l i ty in case of accident, and to serve 
as a tool of justice and public protection 
in a variety of other ways. 

A certificate of title, issued to the ve
hicle owner and recorded in the state's 
motor vehicle department, is a deter
rent to motor theft and aids in recovery 
of stolen vehicles. I t is a protection, not 
only for the owner, but also for the lien 
holder whose equity is duly noted on the 
certificate and in the central records, 
and generally serves to protect all per

sons involved in sale and transfer of a 
new or used vehicle. This is important 
in view of the ever-increasing turnover 
in vehicle ownership and the growing 
number of time-payment contracts in 
motor vehicle buying. 

A good centralized system of acci
dent records is the heart of a well-
rounded traffic accident prevention pro
gram. Complete reporting of facts, in 
cluding whatever can be found out about 
causative factors, and thorough analysis 
of accident information, are essential if 
such information is to serve as a useful 
guide to accident prevention activities 
carried out by highway and traffic engi
neers, police and courts, driver licensing 
authorities and, in fact, any other state 
or local agency responsible in one way 
or another for safety and efficiency of 
traffic movement. 

The financial responsibility law is not 
a safety measure primarily, but rather 
is an economic protection to the motor
ing public, in that i t requires proof of 
the driver that he is covered by insur
ance or otherwise capable of satisfying 
possible judgment against him in the 
event of an accident. 

These are the major functions, then, 
which most generally are assigned to the 
motor vehicle administrator. These func
tions, dealing as they do wi th human life, 
rights, and privileges, add up to one of 
the really big jobs in government today. 
The state motor vehicle administrators, 
collectively, are responsible for regula
tion and control of more than 68 million 
motor vehicles in the United States, and 
some 80 million drivers. 

Some of these functions have been per
formed by the states for the past 50 
years, especially in the east, where driver 
licensing and vehicle registration, for ex
ample, had an early start. The concepts 
and philosophies applying to these func
tions, however, have undergone great 
change over the years, as experience has 
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given better understanding of the part 
each function must play in carrying out 
the state's responsibilities to its people. 

Since those early days, when states 
first began to recognize that the motor 
vehicle and its use constituted a proper 
concern of state government, the state 
agency assigned to administer the re
sultant laws has experienced, year by 
year, increasingly greater demands on its 
manpower, facilities, and over-all capac
i ty to perform to expectations. There is 
no mystery about this, of course, for 
more vehicles, more drivers, greater an
nual travel mileages with accompanying 
acciflent exposure, and increasing num
bers of accidents, all have multiplied 
many fold the job that state government 
originally set out to do. 

This evolution has been a result of the 
expanding economy and the growth of 
the roads system. Development of roads 
has progressed from the early uncoordi
nated and locally managed programs of 
construction and maintenance to today's 
programs in which all planning, pro
gramming, and financing are on an or
derly, long-range, and coordinated basis, 
founded on solid knowledge gained in 
factual surveys of need and resources. 

Highway needs lend themselves to pre
cise engineering measurement. Problems 
of design, construction, and even many 
phases of highway operations, can be 
met by use of the physical sciences and 
the special techniques and methods de
veloped through research and study over 
the years. 

Officials responsible for administra
tion of motor veliicle affairs are just as 
much in need of guidance and assistance 
through research and study as are offi
cials in the highway field. I t is safe to 
say, however, that research and study in 
the highway field has far surpassed any
thing done so far in the areas of state 
responsibility bearing on use of the mo
tor vehicle. 

Perhaps one reason for lag of activity 
in this field is that so far there has not 
been any concerted and overwhelming 
surge of public demand for improvement 
in motor vehicle administration, such 
as has been experienced in the highway 

program. This probably is because the 
state's problems of regulation and con
trol of use are not nearly so evident to 
the people as their own everyday prob
lem of t rying to drive over inadequate 
facilities. 

Motor vehicle administration lacks the 
precise standards that have been devel
oped in the highway construction field. 
Much of the work, particularly driver 
licensing, deals with intangible values 
— with people and their myriad person
alities, idiosyncrasies, capabilities, and 
other psycho-physical factors which must 
be considered in the varied make-up of 
people. One cannot design the perfect 
driver as an engineer can design high
ways to the highest standards known. 
Even i f i t were possible, one would not 
be sure of what pattern to use, for i t is 
not known exactly what makes a good 
and safe driver and what characteristics 
to look for in a potentially bad and 
dangerous driver. There is no mathe
matical formula to apply. 

AVith problems of motor vehicle regu
lation and control getting heavier and 
more complex as time goes along, i t is 
becoming increasingly important that 
administrators of motor vehicle affairs 
have the benefit and guidance of all tlie 
factual knowledge i t is possible to obtain 
in each of the functional areas of re
sponsibility. The administrator needs 
this knowledge for refinement of policies 
and procedures. He needs to know every
thing he possibly can to advise the law
makers intelligently in development and 
promulgation of laws under which he 
must perform his duties. 

This is not meant to infer that motor 
vehicle personnel have been going along 
over the years completely blind and ig
norant of what constitutes a reasonably 
adequate job of motor vehicle adminis
tration. From the rather fuzzy beginning 
years ago, when the state legislatures 
and the administrative officials were not 
quite sure what the job was and how 
best i t might be done, there has evolved 
a definite idea of the nature and scope 
of the job. Over the years a number of 
research and study projects have served 
to upgrade the knowledge and effective-
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ncss of the administrator. The American 
Association of Motor Vehicle Adminis
trators has been identified with many 
developments in this search for knowl
edge, and continues that interest and 
participation today. 

More than 20 years ago the associa
tion, in cooperation with others, initiated 
several research projects which today 
stil l are serving a very useful purpose. 
The standards resulting from them have 
been revised periodically to keep them 
up to date. 

The AA^NIVA, early in its existence, 
established a cooperative working rela
tionship with the Automobile Manufac
turers Association. I n 1937, through a 
joint committee, A A M V A and A M A 
joined forces in research and develop
ment of the sealed-beam headlight. Since 
that time the two organizations have 
worked closely together on many matters 
involving improvements in headlighting, 
directional signals, braking equipment, 
etc. This type of activity, of course, is 
of direct interest and concern to the 
motor vehicle administrator, for many 
states must approve performance and use 
of automotive equipment and devices. 

I n 1958 the Governors' Conference, 
Council of State Governments, at its 
50th Annual Meeting, adopted a resolu
tion commending the A A M V A activity 
in this area, and asking that A A M V A 
act as the coordinating agency for the 
states in work wi th the automobile in 
dustry for improvement of automotive 
safety features.^ 

The A A M V A responded that i t was 
wil l ing "to do any and al l things neces
sary to carry out the purposes and ob
jectives of the (Governors' Conference) 
resolution." ̂  

Another early project was develop
ment of standards for administration of 
vehicle inspection laws. This work was 
done in cooperation with the American 
Standards Association, the then National 
Conservation Bureau,' and other organi-

^ "Report of Comniittoe on Hi^^hway Safety." Gov
ernors' Conference, Bal Harbour, F la . , May 18-21, 1058. 

- Resolution adopted at 27th Annual Meeting, .\mericaii 
-VsRH. of M(ttor Vehicle Administrators, San Francisco, 
Calif.. Sept. 16-19, 19.'')8. 

Now the Accident Prevention Dept., Assn. of Casualty 
and Surety Companies, New York City. 

zations, including the vehicle manufac
turers, and a "Motor Vehicle Inspection 
Manual" ( /) was published in 1940 as 
a guide to states. 

Another example of early cooperation 
in research was the work done in the 
late 1930's at Yale University's Institute 
of Human Relations in development of 
a driver manual (2) and procedures for 
driver license examination (S). These 
projects were undertaken under the gen
eral supervision of Mark S. May, who 
then headed the institute. 

Through the work of this institute, i t 
was possible also to establish for the first 
time minimum standards for driver ex
aminations, which set the stage for sub
sequent foUow-up study to give the rec
ommended standards now published and 
advocated for all jurisdictions through
out the membership (4). 

As a special refinement in the area of 
driver regulation and control, a study of 
the point system in driver improvement 
was completed in 1958 at the Institute of 
Government, University of North Caro
lina. 

Another development in this same area 
is the research now being undertaken by 
staff of the Automotive Safety Founda
tion into driver license laws of the states. 
A A M V A is cooperating with the Foun
dation on this important project, which 
is expected to produce valuable guidance 
to the states in determination of essential 
elements of good driver licensing laws. 

Space does not permit mention of all 
research and study projects in which the 
motor vehicle administrators, through 
their organization, have had a part. Just 
briefly, though, several others should be 
cited, such as development of the rec
ommended vehicle registration form in 
cooperation with the Bureau of Public 
Roads; study and research on the driver 
(6) at Northwestern University's Traffic 
Institute; development of driver vision 
standards (7) in cooperation with the 
American Optometric Association; as 
well as the current study on the purpose 
and proper use and specifications for 
motor vehicle license plates being con
ducted at the University of Illinois. 

I t is pleasing to note the increasing ac-
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t i v i t y directed to problems of the driver 
and his behavior on the part of the U. S. 
Public Health Service and the National 
Institute of Mental Health. Motor ve
hicle administrators certainly can look 
forward to some very real contribution 
to knowledge from that direction in the 
near future. 

The motor vehicle administrators think 
they have done a lot through the years 
with the knowledge and the tools at their 
command, but any one of them would 
he the first to declare that what has been 
done has not been all they would have 
liked to see accomplished. 

The state motor vehicle departments 
have stepped up their proficiency greatly, 
especially in the use of electronic equip
ment and other mass-production aids for 
issuance of driver licenses, registration 
plates, etc. Technologically, great strides 
have been made. But the sheer bulk of 
the work load in all functional areas, in 
which budget, manpower and equipment 
have been hard put to keep pace with 
growth of responsibility, has so pressed 
administrative officials that they have 
had little time and opportunity to pause 
for review and evaluation of their opera
tions in light of the job that should be 
done. 

The administrators know their jobs, 
and are thoroughly familiar with the 
various problems in the areas of their 
responsibility, but not one of them would 
claim to know all he would like to know 
in the interest of better and more effec
tive performance. 

Useful and adequate yardsticks are 
available for the present, but one must 
begin now to look to the future. The 
knowledge gained so far through research 
and study, and through the hard school 
of experience, is not going to be suffi
cient to see motor vehicle administration 
through the more demanding years of 
the future, which already are here with 
start of the new and expanded federal-
aid highway construction program. 

The motor vehicle commissioners and 
other official organizations recognize the 
need for stepped-up research in the field 
of administration and enforcement of 
motor veliicle laws if the states are to 

meet fu l ly their obligations for safe
guarding and facilitating use of the mo
tor vehicle and the improved highway 
system. 

The A A M V A , as well as the Executive 
Committee of the International Associa
tion of Chiefs of Police, in 1958 adopted 
resolutions calling for such research. The 
following, quoted from the A A M V A 
resolution, is similar in thought to the 
resolution adopted by the police chiefs: 

Whereas, in recent years the As
sociation, in cooperation with otlier 
agencies, has taken steps to study and 
evaluate certain aspects of driver l i 
censing and its point system and ve
hicle registration, these efforts must 
now be materially stepped up in all 
motor vehicle functions to give sub
stance and validity to projected needs 
of the future, and 

Whereas, the appraisal of each func
tion bearing on motor vehicle owner
ship and use . . . will require the spe
cial talents of students of government 
and other research specialists, now be 
i t therefore resolved: 

The Association members and head
quarters staff be urged to accelerate 
their efforts to enlist the a.ssistance of 
universities, colleges and other quali
fied research agencies in conducting 
appropriate research projects in the 
motor vehicle field.* 

Each of the functional areas men
tioned earlier is in urgent need of as
sistance through research and study of 
its essential elements to answer questions 
that so far have not been answered sat
isfactorily. 

For example, in licensing, regulation 
and control of drivers, which deal with 
the human element of the motor vehicle 
traffic problem, there are many unan
swered questions, each important to the 
job to be done. 

How far can regulation and control be 
carried and still have the public's sup
port? What techniques and methods are 
most effective in influencing people into 
proper driver behavior? What should be 
the minimum age for drivers, and at 
what age does a driver get so old he no 
longer can be considered safe? What 
qualifications should be required of a 

* Resolution adopted by American Assn. of Motor 
Vehicle .\dininistrators, 27th Annual Meeting, San 
Francisco, Calif., Sept. 10-19, 1058. 
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driver license examiner? Are the current 
examination standards good enough? 

What are the relative deterrent values 
of short-term suspension of driver l i 
censes versus the long-term suspension 
of 30 days or more? Should standards 
for testing drivers of special type ve
hicles (tractor-trailer, buses, etc.) be 
higher than for passenger cars? Should 
all drivers be required to pass tests in 
operation of the vehicle under emergency 
conditions? 

These are only a few of the questions 
that could be asked. The people who are 
accustomed to dealing in various areas 
of research on the human being could 
come up with a lot more, and they have. 
For example, in February 1958 a number 
of scientists, representing several disci
plines, met in conference in Williams
burg, Va., to develop fresh approaches 
to the problems of traffic safety research. 
This meeting, sponsored by the Presi
dent's Committee for Traffic Safety, was 
financed by grants from the National 
Institute of Mental Health, the U.S. 
Bureau of Public Roads, the Alfred P. 
Sloan Foundation, and the Automotive 
Safety Foundation. 

This meeting concerned itself with 
three topics: A system approach to traf
fic flow and driver behavior, the psy
chology of driver behavior, and the social 
context of the automobile, its use and 
regulation. Many questions, all v i ta l to 
the administrator's job, were raised, and 
conclusions were drawn which supported 
strongly what is being said in this paper; 
namely, that a lot more research effort 
is needed in the field of motor vehicle 
and driver regulation and control (S). 

Motor vehicle administrators are con
vinced that if they ever are going to deal 
more effectively with the problem of the 
human being as a driver — if they ever 
arc going to reach the highest possible 
degree of adequacy and fairness in their 
administration of law — they must have 
more definite and conclusive information 
about the human factors involved. 

How about vehicle registration and the 
certificate of title? Here one is dealing 
with tangibles and processes more me
chanical than the subject just discussed. 

But the time has come to put those two 
functions to the test of thorough study 
to see whether what has been done in the 
states is all that can be done to get the 
most benefit f rom laws which are known 
to be good and useful. 

Is information gathered through the 
registration forms the type most needed? 
Is the information that is procured put 
to best use, or is i t being used for only 
a fraction of its potential value? What 
agencies, government and private, could 
put that information to good use in the 
public interest? Is the entire registration 
process serving the people of the state in 
the way i t should? Just how does i t 
serve, what does i t really do for the 
people? 

What factors must be considered in 
regard to a certificate of ti t le law? Is 
the law and its administration providing 
the service i t should for the protection 
and convenience of the public? What, 
actually, are the uses to which a cer
tificate of ti t le is put? Can i t be made 
more useful, and, if so, how? 

Some of these questions apply gener
ally to accident reporting and records 
keeping. How much accident information 
is necessary to guide accident prevention 
programs properly? What percentage of 
accidents should be investigated in depth 
to determine underlying causative fac
tors, in light of cost and manpower re
quirements? AVhat standards should be 
applied in analysis of accident informa
tion? Is this information being passed on 
in usable form to other agencies which 
can put i t to use? How can the entire 
system be improved 

Take the matter of reciprocity between 
states in all matters involving interstate 
movement of motor vehicles and drivers. 
Administrators have been dealing with 
questions of reciprocity for years and 
have not yet come up with all the an
swers. For example, there is a wide vari
ance in state laws and administrative 
policies governing reciprocity on the in
terstate movement of commercial ve
hicles, such as trucks and buses. 

What factors, and how much weight 
should be given to each, in considera
tion of reciprocal agreements between 
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the states on interstate use of commer
cial vehicles? What is fair and equitable 
in each area of the problem? W lat are 
the economics of reciprocal agreement on 
interstate truck traffic, for example? Can 
a set of acceptable standards be devel
oped as a guide to the states? Can this 
area of controversy be laid to rest by 
mutual agreement between the states? 

I n August 1958 the 85th Congress 
passed the Beamer Resolution by joint 
action giving consent of Congress to the 
several states to negotiate and enter into 
compacts for the purpose of promoting 
highway traffic safety (9). The motor ve
hicle commissioners wi l l encourage state 
action in that direction. They believe 
that such joint action by the states can 
lay the groundwork for the mutual 
agreement they need in all areas involv
ing reciprocity, as well as go a long way 
toward meeting many of their other ad
ministrative problems. 

The questions posed, and many others 
just as important to the motor vehicle 
administrators and to the people of their 
states, who have a right to expect the 
best that state government can give 
them, are some of those for which i t is 
necessary to look to research and study 
to provide the answers. 

The state official does not have the 
time, the manpower, the money, or the 
qualifications to do the kind of research 
needed in those fields. The officials must 
look to the universities and colleges, and 
to other agencies of research and scien

tific study, just as has been done in other 
fields, for help in arriving at a solid base 
of factual knowledge for laws bearing on 
motor vehicle ownership and use, and for 
the refinement and upgrading of admin
istration of those laws, in the best in
terests of the public. 

1. 
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I I I . Research Needs of Operational Functions 

D . G R A N T M I C K L E , Director, 
Traffic Engineering Division, Automotive Safety Foundation 

• T H E G I G A N T I C road building pro
gram on which the United States is em
barked carries with i t a challenge to 
every governmental agency concerned 
with the use of motor vehicles on the 
new facilities now being constructed. 

The construction and reconstruction 
being accomplished are on a planned and 

orderly basis; the program is a long-
range effort which looks to the future, 
when traffic demands wi l l be far in ex
cess of what they are today. As a result 
of the country-wide activity, the nation 
is well on its way to obtaining a street 
and highway plant which wi l l meet the 
needs for years to come. 
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I n view of this situation, i t is high time 
that the states start directing greater at
tention to the problems of use, which are 
destined to grow more burdensome and 
become more complex as motor vehicle 
traffic increases. I t follows that every 
governmental agency charged with safe
guarding and facilitating traffic move
ment over the larger and better facilities 
is faced with increased responsibilities. 

Those agencies are going to be hard 
pressed to keep pace with the stepped-up 
demands unless a new, far-reaching at
tack is made on the problem. The answer 
lies in the concept on which the current 
road building program is founded — the 
long-range, factual approach. That same 
approach can be adapted to produce ef
fective regulation and control of motor 
vehicle use. 

I n such an adaptation, every state 
function bearing on motor vehicle own
ership and use should be scrutinized to 
determine, first, what should be done, 
then how. Those two determinations 
should cover not only current deficien
cies, but also projections to take care 
of future needs. Throughout the efTort, 
paramount consideration should be given 
to the public interest. 

Such a thorough, factual study would 
yield a blueprint for action over the 
years. A number of governmental func
tions are involved, including accident 
records, courts, driver education, driver 
licensing, financial responsibility, high
way operations, public information, ve
hicle registration and t i t l ing, and state 
police or highway patrol. 

Where does such a study begin? The 
starting point is with the legislature, be
cause each of the functions is performed 
by an agency which receives its author
i ty — and operating funds — from the 
legislature. I f possible, the study should 
be sponsored and directed by the legis
lature or a legislative committee. When 
so constituted, the results of the study 
are init ial ly available to the lawmaking 
body, which has the power to correct the 
deficiencies brought out by the survey. 

The concept of long-range studies of 
motor vehicle needs has the endorsement 
of the American Association of Motor 

Vehicle Administrators, the Executive 
Committee of the International Associa
tion of Chiefs of Police, the Western I n 
terstate Committee on Highway Police 
Problems of the Council of State Gov
ernments, and the Institute of Traffic 
Engineers, and a pioneering study of this 
type is under way in Minnesota. 

I n each of the functional areas cited, 
there are many questions which the study 
should answer. Although many of these 
functions have direct bearing on safety 
and efficiency of highway use, only one 
function, highway operations, is used 
here as illustrative. 

The highway operational function in
cludes all those activities performed by 
a highway agency after a facil i ty is com
pleted and opened to traffic, the ])rime 
objective being, of course, to provide 
safe, convenient and economical traffic 
movement. 

There are two broad approaches open 
to the highway agency in solving the 
difficulties of furnishing a climate that 
wi l l achieve the desired objective. One is 
constructing new facilities that increase 
capacity and safety; the other is im
proving the operational characteristics of 
existing streets and highways. The latter 
is accomplished through administration 
of the operational function and is one of 
the most important tasks facing highway 
agencies today. 

Unfortunately, provision of a new 
facil i ty does not necessarily, in itself, 
guarantee safe, convenient transporta
tion. The low accident rates on the turn
pikes, for example, are not the inevitable 
result of their superior design alone; 
rather, they emerge from a combination 
of that design and a well-rounded op
erations program. 

I n addition to how well facilities are 
planned and designed, the economic ben
efits which they give highway users also 
depend on how well they are used. Fur
thermore, public acceptance of the high
way system (and the agency that builds 
it) rests on the ability of each user to 
pursue his individual desires in a safe 
and convenient fashion, as long as those 
desires are reasonable. On that fact is 
built the axiom that the best guarantee 
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of safety, economy, and public accept
ance is co-equal use of new construction 
and proper operation. 

Operation of a highway system in 
volves three fundamental steps, as fo l 
lows : 

1. Over-all observation of the system 
to keep track of what is going on, and 
the location of hazards and bottlenecks. 
I n short, a running inventory in terms of 
safety and efficiency, commonly called 
system surveillance. 

2. Studies of places on the system 
where safety and efficiency are below 
par. 

3. Action, taking many forms, rang
ing from hazard warnings, improved d i 
rections, and minor physical betterments, 
to the extensive improvements of new 
construction. Regulation of access, right-
of-way, parking, speed, and turns and 
movements, either permanent or var i 
able, are important, oft-used actions. A l l 
of these are performed in some degree in 
the name of safety and efficiency on 
every highway system. 

Important research needs exist in all 
of the steps. Some are being met now. 
By and large, current research is con
centrated on techniques — the how of 
the various steps. But the administration 
of these activities asks not so much how, 
but why, by whom, where, and — cr i t i 
cally important — what legal authority, 
money, and manpower is needed to do 
each job right. These are largely ques
tions of policy, but that does not elim
inate the desirability of facts upon which 
to base the answers. 

The highway administrator in plan
ning long-range programs of highway de
velopment uses studies of physical needs 
as an important tool. The studies meas
ure existing and future needs on the basis 
of traffic forecasts and established stand
ards of service. There is no comparable 
administrative guide for the money and 
manpower needed to operate the high
way system, simply because standards 
of performance never have been agreed 
upon. 

The current project of a special sub
committee of the Committee on Traffic 

of the American Association of State 
Highway Officials serves to illustrate the 
kind of research which is needed. After 
preparing a "charter" for administration 
and organization of the operational func
tions in state highway departments, this 
subcommittee is devoting efforts to the 
first step mentioned earlier — surveil
lance — seeking answers to the following 
questions: 

1. AVhat is surveillance and why must 
i t be done? 

2. What standards of performance can 
be set? 

3. Where should i t be done? 
4. Who should do it? 
5. How much legal authority, man

power, and money are needed? 

This is the sort of scrutiny to which 
all of the tasks of highway operations 
should be subjected. Only by so doing 
can the task be defined and some dimen
sions be put on present and future needs. 

Fundamental to the administration of 
the operations job is the legal authority 
to regulate use of the transportation sys
tem; therefore, study of that aspect of 
the job is a prime necessity. Current op
eration is being carried out under a body 
of law which was designed for rural two-
lane highways. I t is no more appropriate 
to modern transportation systems than 
are the vehicles and roads for which i t 
was written. 

Nor should i t be surprising that state 
motor vehicle codes are not uniform. A l l 
too often they have been based primarily 
on personal opinion (and, just as per
sonal opinion makes horse races, i t re
sults in differences in law). Factual in
formation is needed on such fundamental 
questions as the division of authority to 
regulate traffic among the state, cities, 
and counties on the several highway sys
tems. I n many states responsibility for 
that regulation has been delegated to a 
hodge-podge of local jurisdictions hav
ing neither real interest in the task nor 
qualified personnel to perform it . Motor 
vehicle laws must catch up with reality; 
but before they do, they wi l l have to 
spring from a base of fact. 

Mentioned frequently these days are 
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variable regulations that would be 
changed mechanically or electronically 
on the basis of continuous instantaneous 
measurement of traffic flow. Is such a 
scheme possible under present law? 
What would be the enforcement require
ments in the downtown area of a major 
city, for example? 

Certainly the know-how exists to do 
these things; several cities use instanta
neous measurements of traffic flow to 
control traffic signal systems. The ques
tion now is whether speed, turns, one
way streets, reversible lanes, and the 
like, also could be so regulated. And if 
legal authority were available, what 
would i t cost to do it? 

Individual speed regulation for each 
traffic lane has also been mentioned. 
What enforcement requirements would 
result from use of this device? What 
legal authority would be required? 

Another fertile subject for research is 
regulation of traffic on freeways. The 
proposal to close certain freeway en
trances to traffic during peak hours is 
one which warrants a great deal of study. 
Feasibility is the first question to be re
solved. What becomes of those who are 
denied access? Can they be offered com
parable service off the freeway? What 
enforcement demands would result from 
such a program? What legal authority 
is needed and by whom would i t be ex
ercised? Can a city deny access to a state 
highway? Can the state deny access 
where the original freeway agreement 
granted it? How far can any agency go 
in denying access to a highway to one 
class or segment of the motoring pub
lic in the interest of another class or 
segment? 

Then there is the question of addi
tional service to the freeway-using pub
lic. Services which formerly were readily 
available at the roadside simply are not 
present on a freeway. Should they be? 
And if so, in what magnitude? Some of 
the services most frequently mentioned 
include telephone, repair or tow car, 
firefighting equipment, and ambulance. 

What role should responsible highway 
agencies play in providing these serv
ices? Should they provide them all? How 
about regulating them and fixing rates? 
W i l l they be provided in proportion to 
the need by others? 

Even the question of the motorist's 
needs for food, fuel, and lodging could 
be studied f ru i t fu l ly . How far should the 
highway agency go in directing motorists 
to off-the-road services such as these? 
What about jurisdictions where roadside 
advertising is unlawful? Akin to this is 
the question of rest areas. How often 
should they be provided and what serv
ices should be available? 

Many operational measures hinge on 
the driver, his ability, his desires, his 
knowledge of his task and laws govern
ing him, how he accepts certain regula
tions, and how he interprets or reacts to 
certain situations, instructions or com
mands. One of the most vexing problems 
confronting the highway administrator is 
predicting the reaction of the motorist to 
some new measure or design feature. 

I t now appears that an important new 
tool for research and study can be de
veloped which may answer many ques
tions of this kind. That tool would be a 
simulator which would recreate the driv
ing task in the laboratory where var i 
ables can be controlled. For research of 
all motor vehicle functions dealing with 
the driver the possibilities of such a de
vice are virtually unlimited. Much re
search is needed before the simulator 
wi l l become reality, although the Uni
versity of California has made encour
aging progress. A laboratory in which to 
conduct research is certainly one of the 
most urgent current needs. 

I n summary, the critical research 
needs, from the viewpoint of administra
tion of the operational functions, hinge 
on the need for long-range programs to 
guide future decisions. These must be 
based on realistic performance standards 
and their development must recognize 
the interdependence of all motor vehicle 
functions which a state performs. 




