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One of Ted Aschman 's last activities before his death in October 1971 was serving as chairman of the committee that ar
ranged the Conference on Continuing Urban Transportation Planning. The conference and this report are dedicated to 
his memory. The dedication is marked by the following statement that was prepared and presented at the opening of the 
con[ erence by Israel Stoll man. 

Ted Aschman was a natural planner. His tum 
of mind, his skills, his personality, his interests 
all merged into his moving effectively through 
the processes of planning with the grace of an 
Olympic swimmer. 

Ted began putting his skills to work after his 
discharge from the Air Force at the end of World 
War II. As research director for the Illinois 
Housing Board, he was invited to share ideas on 
postwar housing programs by Ira Bach, then 
newly appointed executive director of the Cook 
County Housing Authority. During their meet
ing, Ted had so many ideas that Bach had to take 
voluminous notes. He finally gave up and asked 
Ted to set them down on paper. Then he thought 
that what he really needed was Ted to implement 
the ideas. Before that meeting ended, Ted had 
agreed to start the following week as Bach's 
deputy. 

When Bach left for a new assignment, Ted was 
appointed executive director of the authority at 
the age of 29. He was 32 when he became ex~ 
ecutive director of the Chicago Plan Commission. 

By the time he opened a consulting practice at 
the age of 38, his executive qualities had at
tracted high-salaried offers to switch to the busi
ness world. He chose to remain, however, with 
the smaller financial rewards of the planning 
field. 

He and George Barton formed the firm of 
Barton-Aschman Associates in 1958. The firm 
established itself successfully with a wide-ranging, 
quickly growing practice that took Ted into 
many communities of the United States and 
Canada advising government officials and private 
organizations. 

He saw politics as the machinery we have de
vised to achieve more general satisfaction and not 
as the obstacle in the way of the experts with the 
real answers. Once he gave Mayor Daley a table
cloth sketch of the planning process as an aid to 
making policy. Later he heard Daley use the 
lesson to ask about projects: "What are the al
ternatives? What would he the consequences of 
each?" 

In his housing responsibilities in the 1940's, 
he put forward such ideas as using old stunted 
subdivisions for housing sites to economize by 
salvaging unused investment in sewer and water 
lines. He anticipated some of today's "break
throughs" then by putting prefabricated housing 
on those suburban sites. In his dedication to 
searching out the comprehensive linkages among 
housing, transportation, and other elements, he 
came up with proposals for coordinating indus
trial land site creation with expressway land pur
chase and recreational developments-an ap
proach now dignified as the "joint development 
concept." But he was not one who reminded 
you, "Why, I developed that idea 20 years ago." 

Ted Aschman had a gift for balancing the up
to-heaven tendency in objectives with the down
to-earth tendency in how to reach them. 



ORGANIZATION 
FOR 
METROPOLITAN 
PLANNING 

To chart the course for more 

, 
orderly urban development re-
quires that comprehensive area
wide planning be strengthened 

as a public function. Metropolitan plan
ning organizations shouid integrate or 
coordinate all functional planning, includ
ing transportation, with comprehensive 
planning and ensure adequate and equita
ble representation of the people in the 
local metropolitan area. . . 

2. 
Metropolitan planning must be 
a legally constituted process 
carried out by an official body 
established by state legislation 

and organized according to the legal, polit
ical, and geographic characteristics of the 
area. 

The federal government should 

3 establish a policy of systemati
cally promoting the develop
ment and the improvement of 

continuing comprehensive planning at all 
government levels and should establish a 
central focal point for the promotion of 
that policy. In administering its assistance 
programs, the federal government should 
develop and apply consistent criteria for 
evaluation and certification of state, re
gional, and local planning. 
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PLANNING 
PROCESS 

If the transportation planning 
11 process is to achieve a level of 

# transportation service consistent 
• with overall metropolitan goals, 

a wide range of alternatives must be con
ceived and evaluated. 

Federai funding arrangements 

5 should be developed such that 
local decisions among alterna
tive plans and programs can be 

made in accordance with metropolit~n 
goals and not be unnecessarily constrained 
by unbalanced funding arrangements. 

Metropolitan planning agencies 

6 should promote the continuing 
refinement of the long-range re
gional transportation plan at 

the subarea scale so that area-wide systems 
planning becomes more relevant to pro
gramming and project implementation. 
Planning at the subarea level should focus 
on an intermediate 5- to 15-year forecast 
period. 

The impact of transportation 

7 plan implementation or lack of 
implementation needs to be 
continually monitored and eval-

uated. This effort will serve to increase 
understanding and appreciation of trans
portation programs and will help to con
firm or to deny assumptions, forecasts, 
and system plans on which transportation 
projects are based. 

... -



PLAN 
IMPLEMENTATION 

Area-wide planning agencies 

8 should be empowered by state 
legislation to suspend significant 
proposed changes in local land 

use controls that could clearly impair the 
int~grity of legally adopted area-wide land 
use and transportation plans or that would 
require modification of such plans. 

Area-wide planning agencies 

9 should be similarly empowered 
by legislation to suspend the 
execution of transportation or 

other public facility projects that are in
consistent with legally adopted land use 
and transportation plans. Conversely, 
they should be able to stimulate the 
timely undertaking of needed and planned 
projects. 

Metropolitan housing policies 

lo and transportation plans must 
be related in order to allow 
transportation planning to 

foster the achievement of metropolitan 
goals. Area-wide relocation planning 
should be integrated at the metropolitan 
level with comprehensive and transporta
tion planning functions. The housing 
element in the regional comprehensive 
planning process should include provisions 
for anticipating the needs of those who 
are displaced in the process of transporta
tion and other facility development. 

CITIZEN 
PARTICIPATION 

Citizen participation must be 

,, 
continual throughout the com
prehensive and transportation 
planning processes. The focus 

should be on making this participation 
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fully representative and effective rather 
than on conforming to any particular 
methodology. Effective citizen participa
tion requires adequate and continuing 
commitment of resources, impartial tech
nical aid, and free access to all available 
information. Citizen participation is not 
a substitute for decision-making by 
elected officials or their designated repre
sentatives, but it is an essential contribu
tion to such decision-making. 

ENVIRONMENTAL 
IMPACT 

Environmental protection and 

,.
i ~ the formulation of goals for 
a&, such protection are essent ial 

responsibilities of the compre-
hensive and transportation planning pro
cesses. Area-wide planning agencies 
should develop capability for evaluating 
environmental effects to a degree com
parable to their capability in other areas. 

FUNDING 

Demands for greater compre
J a he_nsiven~s~ ~nd detail of a~al

, .;, ys1s, sens1t1v1ty to community 
and environmental values, and 

multimodal transportation programs in
crease planning costs. To undertake 
planning of such breadth and depth, area
wide planning agencies must have ade
quate and continuing resources. 

Funding for expanded training 
J JI and research programs is re-
1 "t- quired to train manpower and 

to develop new procedures, 
methods, and technology. 



... 

The Conference on Organization for Continuing Urban 
Transportation Planning was developed in response to increas
ingly widespread recognition of the urgent need to coordinate 
planning efforts for the orderly development and functioning of 
metropolitan regions and to relate such planning efforts more 
closely to the decision-making process of government at all 

The conference was not concerned with urban transporta
tion planning for planning's sake. It was concerned with trans
portation planning as a major element in metropolitan develop
ment. The emphasis was on a planning process that would serve 
public officials and governing bodies by providing a solid founda
tion for decision-making. 

Calling of the conference resulted from widespread aware
ness that urban transportation planning had not kept pace with 
changing conditions. Among these changes were the following: 

1. Regional planning agencies being established in a grow
ing number of metropolitan areas; 

2. States expanding their roles in comprehensive planning 
and development, and many creating departments of transporta
tion to correlate planning for the different modes; 

3. Elected officials insisting on systematic participation in 
area-wide transportation planning; 

4. Resistance to highway building and improvements in 
urban areas becoming strong and widespread because of unac
ceptable levels of traffic density, air pollution, and disruption; 

5. ! nsufflcient public funds being a!!ocated to transit de
velopment so that transit can be a realistic alternative to high
way construction; and 

6. Citizens demanding the opportunity to be heard at all 
stages of planning. 

The conference brought together approximately 100 repre
sentatives from public, private, and academic organizations. At 
the opening conference session, they were given the following 
assignments: 

1. Evaluate the urban transportation and the comprehen
sive planning processes in their current forms, and identify their 
strengths and weaknesses; 
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2. Examine and assess proposed innovations and revisions 
in transportation and comprehensive planning policies, proce
dures, techniques, administrative practices, and organizational 
structure; and 

3. Recommend ways to update and augment the urban 
transportation planning process to accommodate changed condi
tions, to remedy the less-than-satisfactory elements, and to im
prove the overall effectiveness of the process. 

For 3 days conferees met in working sessions to debate, 
discuss, and reach agreement on the issues assigned. Workshop 
deliberations were based partly on the knowledge and expertise 
of the conferees and partly on keynote and commissioned papers 
that were presented during general sessions on the following sub
ject areas: 

1. Current status of urban transportation planning and 
metropolitan decision-making and ways to strengthen and im
prove that process; 

2. Administration of planning at federal, state, and local 
levels; and 

3. Current and emerging patterns of planning and decision
making at the metropolitan levels. 

The reports of the workshops were summarized by the 
Resolution Committee in a final document containing the con° 
ference findings and recommendations that were presented to 
and adopted by the conference. The primary intent of this re
port is to publish those conclusions and recommendations for in
formation and use by officials, technicians, and citizens through
out the country. In addition, the report summarizes briefly the 
thrust of the discussions and presentations out of which those 
findings were distilled. 

The conference at Mt. Pocono was another in a series of 
events that have initiated, directed, and shaped the policy and 
structure of the present urban transportation process for nearly 
half a century. Periodically, those who make the policy and 
build the structure must reflect on what they have done, judge 
the consequence of their work, and chart some course for the 
future. This conference provided the opportunity and stimulus 
for such a periodic evaluation. 

5 
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CONCLUSIONS AND 
RECOMMENDATIONS 

To carry out programs for 

/ 

orderly growth and develop-
ment requires that compre
hensive area-wide planning be 
strengthened as a public func-

tion. A metropolitan planning organiza
tion should integrate or coordinate com
prehensive planning with all functional 
planning, including transportation plan
ning, and ensure adequate and equitable 
representation of the people in the local 
metropolitan area. 

Many difficulties in imple-

2 
menting urban t ransportation 
plans and in providing trans
portation planning with the 
proper foundation of com-

prehensive planning arise from weaknesses 
in funding, technical operation, or ability 
to implement land use and other area-wide 
plans. Other difficulties arise because 
comprehensive planning is not coordi
nated with transportation planning. 

To perform planning as a continual 
function, each major metropolitan area 
should adopt an organization design that 
is best fitted to the special requirements 
of its legal, political, and geographic char
acteristics. 

To be effective, metropolitan plan
ning must be a legally constituted process 
carried out by an official body estab-

7 

lished by state legislation. The official 
body may be a single organization that 
has the combined responsibilities for com
prehensive planning, transportation plan
ning, and other functional planning. Or it 
may be a cooperative arrangement among 
several governmental entities that share re
sponsibilities for those planning assign
ments. In any case, the basic organiza
tional structure should be one that 

1. Has a single organizational policy 
board or a single policy board representa
tive of the boards of separate organiza
tions; 

2. Has coterminous boundaries for 
all planned functions with few variations 
for exceptional purposes (political bound
aries and units should be used whenever 
reasonably appropriate); 

3. Is responsible for preparation of 
comprehensive plans sufficiently encom
passing to meet at least the A-95 review 
requirements (seep. 8); 

4. Has the capability to assume pre
project planning responsibilities such as 
programming, priority setting, and gen
eral corridor or site selection; 

5. Is staffed from all disciplines rep
resented by its professional responsibil
ities; 

6. Has adequate funding to prepare 
all needed studies and plans, to conduct 
coordinative activities, and to determine 
compliance with all applicable planning 
and environmental policy requirements; 
and 

7. Identifies and periodically con
sults with all major interest groups in the 
area on all aspects of planning. 



It is essential to the preserva-

3 
tion of the continuity and 
development of comprehen-

----- sive planning at state, re-
gional, and local levels that 

the federal government establish a central 
focal point for responsibility for the sys
tematic promotion and development of 
r.nmnrF!h1:msivF! nl::mninn ::is ::i r.nnsr.in11s -- ···.-·---------- .---·······..:, -- - ----- -----
process of government. Vigorous federal 
leadership in performing the educational 
and technical assistance role among state, 
local, and regional elements of govern
ment will assist in providing for a consis
tent federal voice, the lack of which now 
limi+~ +ho .o..ffol"+i,,on.o.~c.- n.-F hn+h r,n.mnro_ 
,,11111,, .... I.II"' ""'''""""''"'V'-'11"'"'"" \JI -\Jll.11 VVlllt-'IV 

hensive plann ing and functional t ranspor
tation planning. 

That recommendation is intended to 
underscore the necessity for a competent 
and stable source of continuing policy and 
funding for state, regional, and local com
prehensive planning efforts in relation to 
functional planning activities. 

The federal support role for compre
hensive planning should include perfor
mance of the following functions: 

1. Providing financial and technical 
assistance to state, regional , and local 
agencies responsible for comprehensive 
planning; 

2. Developing consistent criteria, ap
plicable throughout the federal establish
ment, for the certification and evaluation 
of state, regional, and local comprehensive 
planning programs and for the determina
tion of conformance with the comprehen
sive planning requirements established for 
categorical grant-in-aid programs; 

3. Fostering the development and 
the application of principles and methods 
of comprehensive planning by state, re
gional, and local agencies and their appli
cation to all modes of transportation and 
transportation-related factors in national 
growth; and 

4. Fostering consistent and compati
ble federal planning requirements and 
their administration by all federal agencies. 
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SECTION 134 HIGHWAY PLANNING FUNCTION 

- From the Federal-Aid Highway Act of 1962 (Sec. Q(a), 76 Stat. 1146, 23 
U.S.C. sec. 134]: 

It- it: r/or/.::,r13rl f-n ho in tho n!ltinn!ll int'orocf' t-n onrn11r!lna !lnrl nrn-
."' ·- ---·-· --- ........... _ ... ···-. ·-··-··-· ... ·-· __ .. ·- -· ""' ......... -::,- ....... ,., .. -

mote the development of transportation systems, embracing various 
modes of.transport in a manner that will serve the states and local com
mut1ities efficiet1tiy and effectiveiy. To accompiish this objective the 
secretary shall cooperate with the states, as authorized in this title, in 
the development of long-range highway plans and programs which are 
properly coordinated with plans for improvements in other affected 
forms of transportation and which are formulated with due considera
tion to their probable effect on the future development of urban areas 
of more -th.an fifty thousand population. A fl.er July 1, 1965, the secre
tary shall not approve under section 105 of this title anv program for 
prqj'ects in any urban area of more than fifty tl)ou~and poptJ'/atfon 1J1nle.ss 
he finds that such projects are based on a continuing comprehensive 
transportation planning process carried on cooperatively by states and 
local communities in conformance with the objectives stated in this 
section. 

A-95 REVIEW FUNCTION 

From Part I, Attachment A, Circular A-95, issued by the U.S. Bureau of 
the Budget, July 24, 1969: 

The purpose of this Part is to further the policies and directives of 
Title IV of the Intergovernmental Cooperation Act of 1968 by encourag
ing the establishment of a network of state, regional, and metropolitan 
planning and development clearinghouses which will aid in the coordina
tion of federal or federally assisted social, economic, and physical devel
opment projects and programs with state, regional, and local planning for 
orderly growth and development. 

After September 30,, 19(£9, any agency of state or local gov.emment 
or any organization or individual undertaking to apply for assistance to a 
project under a federal program ... will be required to notify the planning 
and development clearinghouse of the state (or states) and the region, if 
there is one, or of the metropolitan area in which the project is to be lo
cated, of its intent to apply for assistance. Notifications will be accom
panied by a summary description of the project for which assistance will 
be sought. 

A . .. clearinghouse will have 30 days after receipt of a project noti
fication to inform appropriate ... agencies and to arrange to confer and 
consult with the applicant. . . . The . .. clearinghouse, in addition, will 
have the 30-day period prior to the date on which the application is ex
pected to be filed to submit any comments . .. to accommpany the ap
plication, where the clearinghouse has notified the applicant of the 
intent . .. to do so. 



DISCUSSION 

Metropolitan Planning 

The existing apparatus for metro
politan planning consists, in general, of 
the following agencies and functions: 

1. Agencies that have both the A-95 
review function and the Section 134 high
way planning function; 

2. Agencies that have only the A-95 
review function; 

3. Ad hoc organizations that have 
the Section 134 highway planning func
tion; and 

4. Other area-wide or regional agen
cies that have neither of these functions. 

Planning agencies that have both 
A-95 review and Section 134 highway 
planning functions exist in only about 30 
percent of the urban areas; those are usu
ally the large urban areas that contain 
most of the U.S. metropolitan population. 
As a rule, agencies that have the combined 
functions tend to be strong metropolitan 
planning institutions. 

Ad hoc organizations that have the 
Section 134 planning function are usually 
local arms of state government depart
ments, and their strength is associated 
with the support they receive from those 
various state departments (or the fact, in 
some cases, that they are actually a part 
of the department), their technical ex
pertise, and their unique political situa
tion. 

It has long been accepted that urban 
transportation planning is area-wide in 
scale and scope and that it transcends 
jurisdictional boundaries. As a speaker at 
the conference stated, "T.he street in front 
of one's house has no real beginning or end
ing, for it connects with others in munici-
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pal, county, state, and national systems." 
The established procedures of urban 

transportation planning encompass the 
gathering and analysis of data on the pub
lic's daily travel by various modes and for 
various purposes and the development of 
system alternatives to serve present and 
anticipated area distribution of travel, 
land use, population, and economic 
growth. The planning must rely on con
tinual inputs from other related func
tional programs that pertain to water and 
sewer systems, schools and recreational 
facilities, natural resources (including 
land, air, and fuel), housing and reloca
tion, and urban renewal and development. 

Because of the scale of those pro
grams and public services and the limited 
financial resources available, local govern
ments find it increasingly difficult to 
carry out programs that meet rapidly 
mounting consumer demands and that at 
the same time protect the health and well
being of the community. 

The planning and programming of 
such essential metropolitan public ser
vices must be administered by or through 
some form of intergovernmental arrange
ment in which responsible officials of 
both state and local governments are rep
resented. Such an approach to handling 
metropolitan matters would in no way re
place or abrogate the responsibility and 
the authority vested in elected local offi
cials for planning, programming, and fi
nancing local public services within their 
jurisdictions. It does mean, however, that 
the state and the local governments rec
ognize that the provision of essential 
public services on a metropolitan scale is 
a problem separate from that of provid
ing those services to meet primarily local 
needs. The type of organization neces
sary to ensure effective planning, pro
gramming, and financial management of 
such legitimate metropolitan public ser
vices must be suited to the particular 
needs of the area. 

A state-created or authorized metro-



politan agency that performs all planning 
functions is a concept that was endorsed 
by the conferees. Their recommendation 
is aimed at ensuring a degree of continuity 
to the planning process and to its organi
zational structure. Also, if created by the 
legislature, the planning agency can be 
vested with powers that it could not ex
ercise as an unofficial body. It should be 
authorized to carry out the Section 134 
highway planning and the A-95 review 
functions. 

The area-wide agency should be sup
ported by both local and state funds in 
sufficient amounts to permit it to per
form the planning functions required 
rather than to provide mere pro forma 
review or clearinghouse services. 

Conferees representing cities were 
cautious in their support of metropolitan 
planning agencies. One participant from a 
large city stated, "A point that is some
times missed is that city and county gov
ernments are very close to the people-the 
ones who elect and 'unelect' them. It is. 
they who must determine whether a com
prehensive plan is good or bad." 

Others emphasized that in the plan
ning process cities have always been ade
quately represented but that the interests 
of the metropolitan area and of the neigh
borhoods have not been. 

A federal spokesman, while endors
ing the principle of area-wide planning, 
declared that the federal government has 
already moved toward ensuring that local 
vievvs are heard and that loca! responsibili 
ties are met. As an example of federal 
policy, he cited a requirement of the 
Federal-Aid Highway Act of 1970 [Sec. 
143(a), 84 Stat. 1713, 23 U.S.C. sec. 
134): "No highway project may be con
structed in any urban area of 50,000 pop
ulation or more unless the responsible 
public officials of such urban area in 
which the project is located have been 
consulted and their views considered with 
respect to the corridor, the location, and 
the design of the project." 
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State Role 

The role of the state in metropolitan 
transportation planning has consisted pri
marily of the involvement of state trans
portation or highway departments in the 
Cnn+i-"" 1 ':>A 1-,.i,.,.h.a,,..,, _.,,, __ ;_,.. _.,._,,,"..," 
,.n;:;;:\.,LIVI 1 '"'~ 111~11vvay t-J'ICU 111111~ t-'' U\,,lfw.>.>. 

The state may provide financial assistance 
to metropolitan planning, provide tech
nical assistance, represent the interest of 
the state in the formulation of metro
politan plans, and often play the domi
nant decision-making role in plans for 
highways. 

Opinions of the conferees ranged 
widely on the degree of authority that 
state government should exert in urban 
transportation planning. One view was 
that federal funds for certain programs 
should bypass the state and go directly 
to local or area agencies. A directly op
posite view was that the state should ad
minister all federal funds for transporta
tion planning and implementation pro
grams. 

To defend their position, supporters 
of a substantial degree of state guidance 
pointed out that basic authority for local 
governments and regional agencies comes 
from the state. That authority, vested in 
the state by legislative action, carries with 
it responsibility. The state must be as
sured that the agencies to which it dele
gates authority have the staff, the capabili
ties, and the resources to perform. More
over, the state must ensure that local and 
regional plans are compatible vvith state
wide plans just as state plans must be com
patible with those for the nation as a 
whole. 

Federal Role 

The federal role in metropolitan 
planning has not been one of plan-making. 
Generally, it has consisted of providing 
financial and technical assistance to the 
states and metropolitan planning agencies, 
conducting training programs in the plan-

.. 
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ning process, and reviewing projects that 
involve federal capital assistance. Al
though it is not directly involved in the 
making of local plans, the federal govern
ment determines in a major way the pro
cess followed and significantly constrains 
decisions made in local areas. 

Nearly 4 decades ago the federal gov
ernment formally established transporta
tion planning as an integral part of its 
highway program by creating the "1% per
cent" funds. Today, multiplied in scale 
and expanded in scope, the federal pro
gram involves 

1. Continuing of the established fi
nancing, with matching state funds, for 
highway planning and research and for 
programs related to planning for transit, 
airports, and railroads; 

2. Development of improved tech
nical planning procedures in urban trans
portation planning and provision of con
tinual technical assistance and training 
programs; 

3. Interdepartmental cooperation in 
funding comprehensive land use planning 
studies; and 

4. Coordination of transportation 
planning programs by an area-wide agency. 

Program coordination is being 
achieved through the Department of 
Transportation's Program for Improved 
lntermodal Planning. It was established in 
August 1971 as a trial program in all 
Federal Standard Regions by the Federal 
Highway Administration, the Urban Mass 
Transportation Administration, the Fed
eral Aviation Administration, the Federal 
Railroad Administration, and the U.S. 
Coast Guard, all acting together as a field 
lntermodal Planning Group. The goals of 
the trial program were as follows: 

1. lntermodal agreement and recog
nition of a single recipient agency for area
wide (system or pre-project) planning 
grants in each metropolitan area; 

2. A unified planning work program 
from the recipient agency or agencies 
within the metropolitan area, resulting in 
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the preparation of a single annual planning 
work program for the area to serve as the 
basis for application for federal funds; 

3. Short-term (3 to 5 years) trans
portation capital improvement programs 
consistent with long-range development 
goals from each recipient agency; and 

4. Comprehensive planning, includ
ing transportation planning, funded 
jointly by the cooperating operating ad
ministrations of the Department of Trans
portation through the officially desig
nated area-wide planning agency in each 
metropolitan area. 

By July 1, 1972, some 36 urbanized 
areas had developed unified work pro
grams for transportation planning, and 
some included comprehensive planning 
elements. As a result of that progress, the 
lntermodal Planning Program has been 
continued on a more formal basis as a per
manent and integral part of the depart
ment's transportation planning activities. 

Since June 1972 regional administra
tors of the Federal Highway Administra
tion have been required to review annually 
the quality of the transportation planning 
process in each urban area and to ensure 
that each urban project serves to imple
ment an area-wide plan. Some conferees 
were critical of the federal government's 
performance of its review function, and 
the conference made recommendations to 
improve what were felt to be basic short
comings. 

Conferees indicated that local plan
ning agencies must now follow a multi
plicity of federal planning guidelines that 
are inconsistent if not conflicting. The 
problem is particularly acute in transpor
tation planning and is caused by the in
consistencies between the requirements of 
the Urban Mass Transportation Adminis
tration and those of the Federal Highway 
Administration. The inconsistencies in 
application, in content, and in the evalua
tion criteria used for certification create 
confusion and disagreement among the 
many participants in the planning process. 





CONCLUSIONS AND 
RECOMMENDATIONS 

Because of the rapid change 
in human values and environ-4 mental concerns in recent 
years, it has become increas
ingly difficult to provide ade

quate levels of transportation service in 
urban areas solely by construction of 
transportation facilities. 

If the transportation planning pro
cess is to achieve a level of transportation 
service consistent with the overall plan
ning and development goals of the metro
politan community, a wide range of al
ternative strategies must be conceived and 
evaluated. The range of options and ap
proaches should include economic and 
land development policies and programs 
for altering or reducing excessive travel 
demands and major programs for increas
ing capacity of travel facilities. Innovative 
strategies are needed that combine various 
approaches and programs with flexible de
sign and funding options and that are de
signed to maximize benefits to affected 
communities and to provide desirable 
transportation service consistent with 
overall community development goals. 

Funding arrangements for 

5 urban transportation should 
be developed such that local 
decisions among alternative 
plans and programs can be 

made in accordance with metropolitan 
goals and not be unnecessarily constrained 
by unbalanced funding arrangements. 
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Metropolitan planning agen
cies should promote the con-6 tinuing refinement of the 
long-range regional transpor
tation plan at the subarea 

scale so that area-wide systems planning is 
more relevant to programming and project 
implementation. Planning at the subarea 
level should focus on an intermediate 5-
to 15-year forecast period. 

The impacts of transportation 
plan implementation or lack 

7 of implementation need to be 
continually monitored and 
evaluated. Dissemination of 

information is of primary importance to 
ensure continued acceptance of transpor
tation plans. This effort will increase un
derstanding and appreciation of transpor
tation programs and will help to confirm 
or to deny assumptions, forecasts, and 
systems plans on which transportation 
projects are based. 

Although many transportation plans 
and programs have been implemented, in
sufficient data have been accumulated 
about the effects of such programs on 
land development patterns, levels of trans
portation service, social well-being, and 
the environment. Similarly, data and doc
umentation have not been assembled 
about the effects of delay or failure in im
plementing such plans and programs. Be
cause of this lack of knowledge, neither 
the planners nor the members of the com
munity can dispel or confirm their con
cerns about transportation proposals. 
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DISCUSSION 

Wider Range of Alternative& 

Officials and citizens alike are aware 
that transportation requirements in urban 
areas cannot be met solely by construc
tion of major facilities. Environmental 
and social concerns have sharpened this 
awareness. 

Conferees agreed that a level of 
transportation service consistent with 
overall metropolitan goals can be achieved 
only by widening the range of alternatives 
th::it ::iri:> f'nnf'i:>i11,:,rl ::inn l'!\l;llll;it,:,rl hy th,:, 

tran~portation planning process. Rising 
concern by local officials that growth and 
development are more costly than bene
ficial, insensitive building of many facili
ties in the past, legislative and court deci
sions that have halted facility construc
tion, and worsening traffic-related prob
lems in urban areas-all suggest that the 
.transportation planning process does not 
or has not been used to reflect changing 
community values and public attitudes. 

Conferees suggested several stategies 
that should be considered in developing 
and evaluating alternatives for the provi
sion of transportation services. 

Spreading Peak-Period Travel 

Because transportation facilities are 
subjected to greatest strain during peak 
periods, strategies for reducing the load 
during those periods can contribute to
ward holding peak volumes within the 
capacities of the existing street network 
and of the transit faci Ii ties. 

One strategy is to rearrange work 
schedules so that starting and closing 
hours are spread over a longer time period. 
Variations of this strategy include spread
ing the work week over a 7-day period, 
having employees work four 10-hour days 
in a 5-day week so that a fifth of them are 
not at work each day, and allowing em-
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ployees to use a scheme called "gliding 
time" in which they choose (within cer
tain limits) the 8 hours they want to work 
within a 12-hour day. 

Other proposals aimed at reducing 
peak-period urban travel are car pools, 
vehicle to!!s, requirement of permits for 
vehicles in specified high-traffic areas, 
parking taxes, curb-parking prohibition, 
and prohibition of truck deliveries during 
peak periods. 

Changing the Travel Mode 

Many people argue that spreading 
vehicular travel during the day does noth
ing to solve the urban transportation 
problem and, if anything, makes it worse. 
At least the temporal concentration helps 
to dramatize the magnitude of the amount 
of travel and the direction that past plan
ning has taken to serve that travel. Merely 
to adopt measures to distribute travel 
more evenly throughout the day does not 
deal with the wisdom of that planning di
rection. Neither does it alleviate any of 
the social and environmental concerns. 
Instead, it would prolong the periods and 
perhaps increase the amounts of noise, 
noxious gases, congestion, and disruptive 
vehicular roadways that degrade the qual
ity of living in urban areas. 

Those conditions can be improved by 
a reduction in the use of private vehicles 
and a corresponding increase in the use of 
public transportation or car pools, espe
cially for work trips, vvhich account for 
approximately 80 percent of peak-hour 
traffic. Programs that will divert work 
trips from private automobiles to public 
transit will require full exploitation of the 
planning process, broad institutional sup-

. port, and heavy funding so that transit 
systems can be improved both in capacity 
and in service ubiquity. Parking taxes and 
restrictions and vehicle tolls and permits 
referred to earlier will be required to de
ter the use of private vehicles so that pub-
1 ic transit vehicles can operate efficiently. 

--



Reducing the Amount of Travel 

Conferees expressed the need for 
economic and land development policies 
and programs that will reduce the need 
for travel. Those policies include 

1. Locating consumer goods and 
services so that they are easily accessible 
to residences by walking, 

2. Making cities and other high
employment areas more habitable so that 
people can live closer to their work places, 
and 

3. Using land better to serve grow
ing residential and nonresidential needs so 
that workers, employers, or suppliers of 
consumer needs do not dictate the provi
sion of costly transportation facilities by 
_their decisions to locate in an unplanned, 
ever-widening circle around urban cen
ters. 

Increasing Street Capacity 
Through Traffic Engineering 

In many urban areas, the traffic
moving capacity of existing streets has 
been increased through application of 
traffic engineering measures. Those in
clude 1-way streets, reversible streets and 
lanes, left-turn bays, parking controls, and 
signalization. 

Financial assistance has been avail
able through the Traffic Operations Pro
gram for Increasing Capacity and Safety 
(TOPICS) of the Federal Highway Ad
ministration. The following specific kinds 
of improvements were programmed under 
TOPICS: 

1. Control systems to make traffic 
signals responsive to traffic conditions; 

2. Channelization of intersections; 
3. Additional traffic lanes on ap

proaches to signalized intersections; 
4. Pedestrian or highway grade sep

arations at complex intersections; 
5. Addition and upgrading of light

ing, traffic control signs, pavement mark
ings, and signals; 
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6. Separate traffic lanes for passen
ger loading and unloading at surface 
transit terminals and other intermediate 
transit stops as well as exclusive bus lanes 
for transit vehicles; and 

7. Truck loading and unloading 
facilities where necessary to enhance traf
fic movement. 

Less Restrictive Funding 

Local decisions on transportation al
ternatives are often influenced by the 
amount of federal or state financial as
sistance that is available and the degree of 
assurance that the assistance will continue. 

Currently, for example, freeways 
that are part of the Interstate System may 
cost a city no more than 5 percent of the 
capital cost because the federal Highway 
Trust Fund covers 90 percent and state 
funds often cover the rest. Other highway 
improvements may require only 50 per
cent local funding, depending on the 
state, the type of highway facility, and 
the type of improvement. 

Capital improvements for public 
transportation are eligible for as much as 
two-thirds federal funding if the transit 
program is based on long-range area-wide 
planning. No federal funds are available 
for transit operation, and operational im
provements and losses must be covered 
100 percent by local funds. 

Whether funds will continue to be 
available also varies by fund source. So 
far, money from the Highway Trust Fund 
has generally been predictable. Funds 
from annual congressional appropriations 
are much less certain. And those that re
quire referenda on large local or statewide 
bond issues are so fraught with uncertain
ties that planning is often influenced more 
by fund-raising considerations than by 
long-range benefits and costs. 

Funding availability often prejudices 
the planning program. In some instances, 
total available funds are inadequate to 
meet transportation needs. In other in-
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stances, total available funds may be ade
quate but, because of funding restrictions, 
are inadequate for particular modes, pur
poses (for example, maintenance and op
eration), or functional classes proposed by 
the planning program. Sometimes, needed 
improvements to privately operated trans
portation systems cannot be achieved be
cause they do not qualify for public as
sistance. 

Plans that would most effectively 
accommodate future travel and support 
community goals must often be adjusted 
to reflect fiscal restrictions. Federal fund
ing arrangements for urban transportation 
should include certain constraints to en
sure that local decisions are consonant . 
with broad national interests. At the same 
time, ways have to be found to avoid 
funding programs that encourage these
iection of transportation aiternatives that 
do not contribute to the attainment of 
metropolitan goals. 

Subarea Planning 

Area-wide urban transportation plan
ning at present is too far removed from 
programming and project planning in its 
level of detail and time frame. It has been 
primarily concerned with long-range plans 
(20 to 30 years) that provide the frame· 
work and overall policy guidance for 
achievement of transportation goals in 
harmony with other objectives of the 
area-wide comprehensive plan. 

Traditionally, the next stage in plan
ning has been the preject stage, at which 
time the actual location of a facility is spec
ified and plans for it are developed. Con
ferees expressed the need for an in
between stage that would be a bridge be
tween the general and the specific, be
tween the long term and the short term. 
That need would be met by subarea plan
ning, during which a wide range of al
ternatives could be developed and evalu- · 
ated in sufficient detail so that transpor
tation programs could be integrated with 
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other functional programs. 
Subarea planning also requires that 

the general area-wide plan be tailored to 
the character and the needs of all the sub
areas or neighborhoods within the metro
politan region. These areas have been 
poorly represented in the planning pro
cess, and too frequently their quality and 
integrity have been sacdficed by the pol
icy of providing regional highways 
through urban areas. 

A common reaction among citizens 
of subareas is that highways that cut 
through their neighborhoods only provide 
benefits to others who drive through on 
their way to somewhere else. One way to 
prevent or at least to minimize that reac
tion is to combine transportation pro
grams with other programs to create di
rect and visible benefits to neighborhoods. 
Subarea pianning allows that kind of anal
ysis to be made. 

The joint development approach has 
not been widely used in connection with 
highways because of the high costs of de
pressing and covering highways and be
cause vehicle pollution and noise create an 
undesirable environment for many activi
ties. However, conferees pointed out that 
studies indicate that, in some situations 
where the city can buy blocks of property 
for only slightly more than the cost of a 
freeway right-of-way and the compensa
tion payments, it could sell the highway 
department what it needed for the free
way and have the rest available for devel
opment at a fraction of the cost of ac
quiring it alone. Supporters of the plan 
stated that, if desired, the previous land 
uses could be reestablished. 

Subarea planning also provides the 
opportunity to implement short-term or 
pilot projects that may have potential for 
area-wide application, for example, the 
establishment of exclusive or preferential 
bus lanes on freeways and arterial streets. 
Not only do those projects serve to ad
vance transportation planning, but also 
they are important to elected officials 
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who need visible evidence that transporta
tion is currently producing benefits to 
their constituents. 

Subarea planning is a bridge between 
project proposals and the area-wide com
prehensive planning program. The area
wide planning agency should be responsi
ble for subarea planning, but citizen coun
sel and support should come from the 
subarea involved. Financing should come 
from a combination of highway planning 
and research funds, urban transit technical 
study funds, and preliminary engineering 
funds. 

Monitoring Implemented Plans 

If public officials and private citi
zens are to support the implementation of 
transportation plans, they need to know 
what the existence or nonexistence of 
transportation facilities means to their 
communities. 

Few data and little knowledge have 
been accumulated about the effects that 
transportation facilities have had on land 
development patterns, levels of transpor
tation service, social well-being, and the 
environment. Nor do we know what the 
effects would have been had the facilities 
not been constructed or had other faci Ii
ties or services been provided. 

This kind of information would tre
mendously aid planners, legislators, and 
citizens in evaluating proposed alterna
tives and would help to dispel or confirm 
their concerns about transportation pro
posals. 

Conferees agreed that both the short
and long-term impacts of transportation 
programs should be monitored and care
fully documented. Those data will make 
it possible to understand the implications 
of changing community attitudes and 
values and to determine the costs and ben
efits to different segments of the popula
tion. Neither of these conditions is ade
quately treated now in the planning 
process. 

17 



__J 

= ... -



~-

CONCLUSIONS AND 
RECOMMENDATIONS 

Effective transportation service relies 
on the successful application of land use 
controls. Changing the basic land use pat
terns on which transportation plans rest 
may well result in existing and proposed 
transportation improvements being unable 
to do the job required of them. In such 
an event, either the basic land use decisions 
must be reaffirmed or the transportation 
plans and programs must be adjusted. In 
either case, both time and area-wide agree
ment are required to resolve the issues. 

A way is needed for arresting such 
unplanned changes in regional land use 
control. At the same time, some guide
lines, such as upper and lower critical 
levels of development densities, are 
needed that would make it possible to 
judge quickly and accurately whether un
planned or unanticipated changes in land 
use controls are, indeed, significant. Such 
guidelines should be agreed to as part of 
area-wide planning policy. 

Conversely, making transportation 
system improvements inconsistent in type 
or timing with the service needs of 
planned land development can be equally 
damaging to the effective implementation 
of area-wide land use and transportation 
plans. 

Area-wide planning agencies 
should be empowered by 

0 state legislation to suspend 
0 significant pr<:>posed changes 

in local land use controls that 
could clearly impair the integrity of legally 
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adopted area-wide land use and transpor
tation plans or that would require modifi
cation of such plans. 

Area-wide planning agencies 
should be similarly empow-

fJ ered by legislation to suspend 
-, the execution of transporta-

tion or other public facility 
projects that are inconsistent with legally 
adopted land use and transportation plans. 
Conversely, they should be able to stimu
late the timely undertaking of needed and 
planned projects. 

Metropolitan housing poli-

/0 
cies and transportation plans 
must be related in order to 
enable transportation plan
ning to foster the achieve-

ment of metropolitan goals. Successful 
implementation of transportation plans is 
frequently related to satisfactory reloca
tion of people displaced by construction. 
A continuing relocation planning and as
sistance process is needed on an area-wide 
basis in almost every metropolitan area. 
Accordingly, area-wide relocation plan
ning should be integrated at the metro
politan level with comprehensive and 
transportation planning functions, and 
the housing element in the regional com
prehensive planning process should in
clude provisions for anticipating the 
needs of those who are displaced in the 
process of transportation and other facil
ity development. Relocation policies 
should be consistent for all public works 
programs. 



DISCUSSION 

Federal legislation is being consid
ered tc requ!re states to assume greater 
authority for land use control where state 
and national interests are involved. That 
concept was voiced at the conference by a 
representative of state government, who 
proposed, "Quite possibly the states 
should reclaim some of the authority 
over land use control historically dele
gated to local government. The first state 
action would be provision of guidelines. 
More positive control would come only in 
instances of local inaction." 

As alternatives, he suggested that 
states might create new levels of govern
ment or assign additional review and ap
proval powers to area-wide planning agen
cies. Another speaker urged the U.S. De
partment of Transportation to require 
every locality to establish acceptable land 
development policies as the quid pro quo 
for approval of requests for financial as
sistance. 

Most conferees, however, took cogni
zance of political realities and of the 
deeply rooted acceptance of local author
ity in land use matters. They proposed 
no regulatory straitjackets but did call for 
legislative action that would ensure a 
"look-before-you-leap" interlude before 
proposed land use changes are initiated. 

Federal agencies already have the 
power to suspend execution of federally 
funded projects that receive an unfavor
able A-95 review. Area-wide agencies 
should be given similar power by state 

20 

legislation for projects that receive state 
or local funds. In the meantime, area
wide agencies should maintain a continu
ing inventory of land use and transporta
tion developments so that they may re
view and comment on the effects and the 
effectiveness of local land use controls 
and on the impacts of transportation and 
other functional projects on economic ac
tivities, including changes in travel pat
terns. 

At present, review and comments by 
area-wide agencies are confined generally 
to proposals for specific facilities. Of far 
greater concern are proposed land use 
changes of area-wide significance that 
would either support or impair the realiza
tion of adopted area-wide land use and 
transportation plans. 

Conferees called for increased atten
tion to social and environmental matters 
that are affected by transportation plan
ning. Their recommendations emphasized 
the need for relating housing and reloca
tion policies and transportation planning. 
Relocation assistance has been handi
capped by deficiencies in funds and in 
qualified staff, by absence of area-wide 
agreements, and by lack of authority in 
some cases. 

Centering the relocation responsibil
ity in the area-wide comprehensive plan
ning agency will help to ensure that the 
relocation process does not become an 
afterthought of planning or project devel
opment. In addition, improvement in re
location policies and actions can serve to 
diminish some of the hostility that citi, 
zens have toward proposals for new trans
portation facilities. 
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CONCLUSIONS AND 
RECOMMENDATIONS 

Citizen participation must be 

// 

continual throughout the 
comprehensive and transpor
tation planning processes 
from goal formulation to 

project planning. The provision for citi
zen participation should focus on making 
such participation fully representative 
and effective rather than on conforming 
to any particular methodology. Effective 
citizen participation requires adequate 
and continuing commitment of resources, 
impartial technical aid, and free access to 
all available information. Citizen partici
pation is not a substitute for decision
making by elected officials or their desig, 
nated representatives, but it is an essential 
contribution to such decision-making. 
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DISCUSSION 

Widespread citizen opposition to 
highway programs indicates not that citi
zens insist on participating in the func
tions of their hired professionals and 
elected officials merely for the sake of 
participating but that they will step in 
when they feel strongly enough that com
munity problems and attitudes are being 
ignored by plans that serve obsolete pur
poses or special interests and not the gen
eral well-being of the community. 

Citizens sometimes find themselves 
in the position of having their tax money 
used for planning studies that result in 
programs that they feel have proved to be 
ineffective solutions to transportation 
problems and then of having to spend ad
ditional money for their own studies, for 
litigation costs, and so on. When public 
officials and planning professionals dem
onstrate that their programs are sensitive 
and responsive to changing social prob
lems and attitudes, then citizen participa
tion is not a major issue. When they do 
not, it is. 

Transportation planning agencies 
must employ positive methods for active 
participation of citizens in evaluating al
ternative transportation improvements in 
relation to other public values. Their eval
uations, constituting expressions of public 
attitudes, can provide practical guidance 
to those who are empowered to make the 
decisions. Thus, the purpose of citizen 
participation should be the development 
of better plans and not simply a means of 
clearing the way for implementation. 
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CONCLUSIONS AND 
RECOMMENDATIONS 

Environ mental protection 
and the formulation of goals 

I'~ for such protection are es-
~ sential responsibilities of 

planning agencies and are 
integral parts of the comprehensive and 
transportation planning processes. Plan
ning agencies should, therefore, develop 
a capability or acquire competent as
sistance for studying and evaluating en
vironmental effects to a degree compara
ble to their capability in other areas. 

DISCUSSION 

The assessment of the environmental 
impacts of alternative land use and trans
portation development proposals must be 
made ar:i integral part of the comprehen
sive, area-wide land use-transportation 
planning process. The performance to be 
expeGted from a proposed transportation 
facility ean be exJ!)ressed quantitatively 
in relation to operating costs, capacity, 
travel time, safety, and land use. Some 
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environmental effects, however, cannot 
be stated quantitatively because there are 
currently no means of assigning such 
values to them. 

A method is needed for quantifying 
the environmental effects to be expected 
from implementing transportation plans. 
Those effects would include not merely 
the primary impact of the construction 
of the roadway but the secondary and 
cumulativt: imµacts from the induced 
growth, including traffic, population, and 
land development. Devising such a 
method is already the target of federal 
agencies. Under the National Environ
mental Policy Act of 1969, these agen
cies have been called upon to "develop 
methods ... which will ensure that pres
ently unquantified environmentai ameni
ties and values may be given appropriate 
consideration in decision-making along 
with economic and technical considera
tions." 

The act also instructs the agencies to 
"utilize a systematic, interdisciplinary ap
proach which will ensure the integrated 
use of the natural and social sciences and 
the environmental design arts in planning 
and decision-making." 

The Federal Highway Administration 
requires that every application for federal
aid funds be accompanied by an environ
mental statement setting forth the effects 
of the proposed section of highway, al
ternatives to the proposed action, and any 
irreversible or irretrievable commitments 
of resources that would be involved if the 
proposed action should be implemented. 
It has been observed that dealing with en
vironmental impact of highway sections is 
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a less than satisfactory approach and one 
that has caused many difficulties for gov
ernmental agencies and citizens alike. A 
better approach would be to deal with the 
environmental impact of the entire pro
posed highway system, or at least an en
tire corridor, and of the possible alterna
tives to that system. The Council on En
vironmental Quality has indicated its 
preference for such an approach. 

The Federal Highway Administration 
is developing highway noise standards and 
air pollution control guidelines for use by 
states in meeting the requirements of the 
Federal-Aid Highway Act of 1970. 

Conferees recommended that atten
tion be given to those new elements in 
transportation planning and that agencies 
develop special professional competence 
in this area comparable to that now exist
ing in other planning disciplines. 
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CONCLUSIONS AND 
RECOMMENDATIONS 

Area-wide planning agencies 
should be funded in such a 

13 way that adequate and con
tinuing resources are available 
for all continuing compre-

hensive and functional planning purposes. 
Increased demands for greater comprehen
siveness and finer detail of analyses, the 
need and public demand for greater sensi
tivity to community and environmental 
values, and the need to plan for multi
modal transportation programs all con
tribute to greater funding requirements. 

14 
technology. 

Funding for an expanded 
training and research pro
gram is required to train 
manpower and develop new 
procedures, methods, and 

DISCUSSION 

Acceptable urban transportation 
planning must now undertake analysis in 
greater breadth and depth than that un
dertaken in the past. Although a decade 
has passed since federal law declared it 
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"to be in the national interest to promote 
... the development of ... various modes 
of transport" and required that a "com
prehensive transportation process" be 
carried in large urban areas, public plan
ning for modes other than highways has 
been largely neglected. As a result, the 
need for multimodal planning has become 
critical. All reasonable alternatives must 
now be given serious attention, and the 
evaluation of alternatives must embrace 
both local and metropolitan considera
tions. 

The plan review must include an ex
amination of factors such as displacement 
of homes, businesses, and other institu
tions; interruption of local circulation pat
terns; disruption and division of neighbor
hoods; noise and air pollution; and other 
environmental deterioration. 

Planning that responds constructively 
to these urgent demands cannot be accom
plished in an atmosphere of uncertainty 
and discontinuity. The enlistment, train
ing, and organization of technical staffs 
require sustained efforts year after year 
under stable working conditions. Fund
ing on an annual basis is neither appropri
ate nor sufficient. To maintain an un
biased planning process, planning agen
cies must be assured of adequate and con
tinuing resources that can be used without 
undue restriction to prepare plans for 
meeting the transportation needs of their 
particular metropolitan areas. 

In addition, funds are needed for 
education and research to ensure that 
planning efforts do not founder for lack 
of manpower or technology. 
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