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COMMUNITY INTERMODAL TRANSIT SYSTEMS. 

BACKGROUND OF THE INVENTION 

Ł Community-based intormodal facilities, as now conceptualized, induce 
large-scale pedestrian movements based upon the cumulative pedestrian 

is

supportive characteristics of the urban habitat features (the pedestrian. 
orientationthereof that will hereinafter be referenced as pedestrian-odented’ 
structures, building facades components, corridors, transit, hardscape, 
landscape, or other elements of the urban buJlt environment); increase 
multimodal transportation system usage by use of Innovative corridor, parking. 

20 and community transit strategies, and other methods to induce large-scale 
pedestrian intermodel access; and, stimulate economic, and community, and 
personal development. 

Through the use of pedestrian-oriented corridor and community transit 
25 strategies, abundant shared-use, parking structures reduce traffic congestion, 

frame the new pedestrian-oriented urban form, and reduce private developer 

costs normally associated with parking requirements. Further, such intermodal 
community development strategies can provide: more affordable housing and 
business locations; economic growth for diverse business, social and 

30 residential populations; and, a variety of enhanced education, health, and 

quality of life opportunities. 

8
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Moreover, by using governmental transportation trust funds and other 
public infrastructure financing techniques to develop such community-based 
pedestrian -oriented intermodaj transportation solutions (parking, community 
transit, and the public places that help to gather passengers in preparation for 
intermodal transfers) and reserving the use of private investor funds for a 

10 variety of mixed-use projects that support economic development, the financial 
burdens on local governments related to such Intermodal improvements are 
reduced. This method to reduce traffic congestion and promote community 
development helps to grow the lacer tax base and enables these community 
and transportation improvements to be self-supporting. 

These recommendations require a paradigm shift. Transportation trust 
funds and other governmental funds used to build highways must be used to 
develop a built environment that induce travelers to abandon their nearly 
exclusive dependence on the single-occupant, private passenger automobile, 

20 to use other modes of transportation as part of virtually every automotive she 
(making every trip to some degree mLzltlmodai) and to productively interact 
with community residents, visitors, and business, educational, and social 
Institutions In the new pedestrian-oriented urban and suburban centers along 
major highway corridors and in the redeveloped city and town centers. 

Ł 25 
A premise of This Invention Is that world-class mobility and exceptional 

economic growth can be more madly achieved through the development of 
seamless multimodal transportation systems, not more road building; therefore 
a prudent transportation policy would be to use available road building hinds 

30 to fully develop community-based, pedestrian-oriented Intermodal facilities and 

related community and muitimodal Improvements. Development of such 
community intermodal systems (’CIS-) as herein described is a method to 
achieve sustainable world-class mobility, and exceptional economic growth by 

9
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3 

the development of parking and pedestrian linkages between various modes 
oftransport (especially between cars and rail transit), as well as conditions 
that will tend to improve the natural environment of the intermodal community 
and the quality of life (i.e., intellectual growth, emotional well-being physical 
heaRh and capab(ltes) of the resWieiM aiä frequent vl&tors to Such 

10 intermodal communities. 

Transportation systems and community development in the best of 
circumstances should represent the two sides of the same coin. The 
community should provide for every need of each citizen and visitor and the 

15 transportation system should provide high quality citizen and visitor access to 
Those needs. 

In the last fifty years, there has been a growing Incompatibility 
between the requirements of an automotive-based transportation system and 

20 the urban community capacity to satisfy citizen and visitor needs. Traffic 
congestion, air and water quality degradation, pedestrian and automotive 
fatalities, slum and bUght are but a few of the community problems that have 
surfaced as road networks expand and lengthen to satisfy mobility demands. 

Ł 25 Fortunately, transportation policy initiatives to support IntermOdal 
Improvements may provide a basis for mutually beneficial community and 
transportation system enhancements. Like modern airport terminals, these 
intermodal improvements should respond to both the need to park 
automobiles near opportunities to board alternative transport modes and 

30 provide for an environment where basic human needs are satisfied (places to 
eat, read, talk and sit) until the next segment of a niulbmodal trip begins. 

10
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5 Like the best of communities, these needs should be provided not only 
within the built environments, but also, In the out-of-doors public spaces 
dispersed throughout the community and urban centers. These areas must be 
protected from the harshness and discomfort of the natural elements, e.g., We 
cold, too hot, too wet or humid, too bright or too dark by the structural 

10 components of the built environment and therefore are functionally defined as 
the habitable and desirable places in (he spaces between building. Within 
these public places, the distances actually walked should be migated and 
flexible to provide exercise, but not exhaustion. On the other hand, the 
dimensions of these urban and suburban centers need to be large enough to 

15 accommodate the significant and veiled development that support large-scale 
pedestrian movements and rnultimodal access and usage. 

This Invention presents a fundamentally new way of assembling the 
building blocks of an intermodal transportation system into sustainable high-

20 quality communities that provides a basis for world-class economic growth 
throughout a wide diversity of the citizenry. 

To understand the premises upon which the invention Is based, it is 
necessary to focus on both the macro-transportation systems and human-

25 scale community issues that are required for the development of creative, 
successful, and historically inspired communities. Broadly speaking, 
fransportatlon systems in Mierica are large capital Investments that must 
accommodate large numbers of private passenger automobiles and, in the 
case of transportation systems using aircraft, transit or waterborne vessels, 

30 large numbers of parked cars and pedestrian movements from parked cars to 
and within Intermi terminal facilities. 

11
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In most developed and rapidly developing nations, everyone wants to 

drive to their destination. In doing so Iiowever, some very bad things can 
happen. In America, hundreds of thousands of people suffer sudden 
accidental death on congested highways (see: Mean Streets 2004 at: 
http /Anjw transact. org/I ibrary/rep 0 rts htm i/ms2004/pdflF inal Mean Streets 

Ia 2004 4odp; millions of people suffer with chronic illnesses due to stress, air 
pollution, and lack of physIcal exercise (see: Suburban Scrawl and Physical 
and Mental Health at: 

Ł

http://www. ncbl.nlm. 
uids15351221&dopt=C!tation); and, the social behavior amongst Admericans 

15 looks less fraternal and more aggressively adverse, with each passing year 
(see: Fast Facts from Texas Department of Public Safety. Road Rage at 

Into  .txdps . state. b. us/director statue ubl ic I nformatl on/Fast facts/road ra 
pe.pdf; Road Rape Becoming Commonplace : Survey at: 

httD:f/autonet./Safetv/story.cfm?story=/Safetyt2004/1 1/1 6/715913.html; and 

20 Federal Motor Carrier Safety Administration Road Rage Survey reference at: 

httc:/nw,fmcsa.dot.gov/about’outreach/dsweek/survey, htm). Many similar 

sources and observations can be referenced forothor car-dominated urban 

communities around the world and It Is expected that such road rage behavior 

Ł

25 

will become more recognized In all car-dominated communities absent the use 

of the present invention in those world communities. 

What should be readily understood Is that the travel needs of a 

speeding automobile (wide, smooth asphalt or concrete surfaces) are exactly 

the opposite of the safe, comfortable, useful and Interesting environments that 

o

humans respond to favorably. in short, the natural and best environment for 

Me automobile is Inherently a risk and hazard to humans who are not 

enclosed within the protective cocoon of their own automobile, otherwise 

separated from the automotive traffic. Conversely, the typical human habitats, 

12
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6 

5 i.e., your living room, bedroom and office are not suitable for the operation of 
an automobile at typical design speeds, e.g.. 30 to 60 miles per hour or more. 

Modem architecture and community designs, however, assume the 
automobile is welcome everywhere. It is precisely this lack of awareness that 

10 moving cars and people don’t mix very well, that causes most of the design 
flaws of our built environment. Hews that adversely impact all components of 
our communities and that will hopefully be rectified by the methods described 

Ł 
below. 

15 This does not mean that cars should not be used for many or even 
Most of the trips between the urban, suburban and rural environments. Nor 
does it mean that car trips are no longer enjoyable and rewarding in very 
specific car-friendly circumstances: non-congested traffic conditions; 
Interesting views of the natural and built environments that can be observed 

20 from a moving vehicle; the comfort of lounge-Pike seating during air-
conditioned, smooth, and uninterrupted car trips; and, the entertainment, food 
and beverages that can be consumed during such car tips. 

As one of the world’s major industry, automotive-based transportation 
25 systems represent billions of dollars of Investments In the movement, care, 

and feeding of the car-driving public. Such automotive related investments, 
however, can not be used as Intended and do not provide the benefits 
envisioned when chronic car traffic congestion destroys productivity and 
mobility, fouls the air we breath, degrades the esthetics and physically 

30 conditions of the natural environment and helps to support the sedentary 
lifestyle and obesity epidemic evident In America and other developed nations 
of the world. 

13
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5 What this does mean, hr,wever, is that as more and more of our 
streets and communities become congested with traffic, continued car use in 
those congested areas Is not cost effective or beneficial and alternative modes 
of transportation must be successfutty encouraged. in fraflic congested 
communitIes the air quality endangers health and urban blight threatens 

10 safety and the community esthetics, not to mention the economic vitality of the 
urban and suburban centers. This also means phase-out of car dornnated 
systems of movements from horns-to-work-to-home and to social events and 

, the events of daily Ills In order to: 
reinforce a non-sedentary lifestyle; 

15 Ł Increase wIking, finning, and other exercise that is 
anatomically appropriate for the healthy human condition and 
MW would not typically occur with the continuous availability of 
car movements; and, 
reduce public health risks due to obesity, traffic Injuries and 

20 deaths, and diminished air quality. 

When traffic congestion is a dominant factor of daily life, the 
allurement and efficiencies of automotive movements are diminished due to 
substantial lose at worm and leisure time, a reducing of quality of life, and 

Ł 25 increasingly dangerous driving conditions and, within a very short time period 
(a decade or so) the community benefits of car movements can vanish. 

In virtually all growing urban and suburban communities, a time comes 
when more mad building no longer is a cost affective means to reduce traffic 

30 congestion. Limited right-of-way opportunities in niready te’ueioped areas, 
very high costs for right-of-way acquisitions In urban and suburban areas, and 
significant business losses associated with the right-of-way acquired for road 
expansion projects, collectively constrain the physical, financial, and public 

14
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5 support conditions necessary for recurring road building options. Not 
vjithstandlng diminished road building eccoris, development continues and 

traffic congestion exacerbates. 

When road networks are build outward from the urban and suburban 
10 center in more rural communities to avoid such road building and right-of-way 

constraints, traffic congestion worsens as more cars driving longer distances, 

traffic conditions leave fewer places to safely walk from one necessary 
destination to another, and car movements become the only real option 

notwithstanding the chronic traffic congestion, loss of mobility, and other 

IS adverse, but related, effects to health, the economy, and the environment. 

What it does mean Is that continued road building Is a counter 

productive and self-defeating mobility strategy that creates adverse conditions 

that community Intermodal system development can remedy. By development 

20 of intermodaiiy enhanced, pedestrian-oriented urban communities with very 

significant and convenient, but mostly invisible, parking capacity, this 

expansion of the roadway transportation system (highways and the 

intermodaiiy linked mixed-use pedestrian-oriented parking structures) will 
accommodate more car traffic by diverting large numbers of cars from the 

Ł 25 highways and local streets into mixed-use, pedestrian-oriented parking 

structures and thereafter inducing the car occupants to leave their cars behind 

as they complete their daiiytrips using a variety of modal options (walking, 

bicycles, transit, airplanes and water-borne vessels). 

30 When such community-based intermodai facilities are provided within 

the urban and suburban built environments, we would keep driving our cars, 

but when the traffic congestion occurs, we would park, walk, and use transit to 

regain mobility, reducing energy demands, improving health, air quality, and 

15



WO 2006/*86763 pcTms200a,ao494 

5 the economic conditions for each resident and visitor to such pedestrian -
oriented, parking enriched, and intermodal enhanced city and town centers 

In any monolithic system fundamental design flaws can lead to 
systems failures with catastrophic consequences. While car only (or car 

10 dominated) movements within the urban and suburban communities and 
%ransporta%ion systems, puts all residents and visitors at risk, a multimodal 
transportation system, with efficient and robust pedestrian-oriented memorial 
improvements, will make the entire community safe, secure, sustainable and 
economically successful. 

The question that needs to be responded to is specifically what type of 
intentional improvements to the transportation system would be good for both 
the car-driving public In the frequently driven to cities and towns and still 
support the larger community interests. Further, it must be determined how to 

20 reorganize the urban and suburban centers to covert the build and natural 
environmental conditions from traffic congested, dangerous, unhealthy, 
unsightly and poor ("slum and blight conditions’) into the sustainable, high 
quality communities that represent the economic engines of a groat nation. 

16
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10 

5 SUMMARY OF THE INVENTION 

A community intermodal transit system Includes a city or town center; a 
plurality of low speed mixedniode corridors extending substantially radially 
outwardly from said city center, a corresponding number of circumferentially 

10 disposed parking structures located proximally to outer ends of the mixed-
mode corridors; and an outer transportation network including various modes 
of transportation, each mode Including a transfer point to at least one of said 

S parking structures. Service roads are provided to the city or town center, as 
are direct public lInks from the parking structures to airports and a seaport. 

IS Low speed, low profile vehicles may operate on small gauge tracks upon said 
corridors. 

More specifically, the defining characteristics of a CIS include: 
Ł car-free or nearly car-free city or town center for all or part of the 

20 day, week, or month; 
Ł semi-enclosed pedesfrian, mixed -mode corridors, courtyards and 

plazas within the city of town center that provide for use of 
pedestrians, bicycles, and low speed community or other 

Ł 
pedestrian-compatible transit; 

25 Ł special structural parking (with mixed-use liner buildings); 
Ł community transit within a car-free center operating on mixed-

mode corridors to and from the parking structures and extended 
outwardly there from for up to five miles or so on ergonomic 
hybrid transit access corridors to link with other regionally 

30 significant destinations and fransportation modes; 
Ł limited access roadway ramps to provide direct access from 

highway to the CS parking structures; 

17
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5 
Ł elevated and below grade traffic aisles between parking 

struetures; and 

fraffic-calrned streets to provide automotive access to the 
parking structures to and from adjacent or nearby community 
neighborhoods highways or a beltway. 

10 

It is an object of the invention to rehabilitate urban communities from 
slum and blight conditions Into centers for economic and human development. 
To do so one must accept the premise that cars moving faster than 15 miles 
per hour should not be mixed with humans unprotected by a similar vehicle, 

15 structured barrier or significant distance and that the best human habitats do 
not have any cars in sight, i.e. quiet restaurant with family and friends, inside 
any major league baseball park, at a neighborhood swimming pool. Secondly, 
one must determine how to manage the thousands of cars a day that arrive at 
our urban and suburban centers so that they can bring, along with the other 

20 modes of transportation, the people and goods necessary for the economic, 
governmental, regious, eduatlonal, entertainment, nuUi%lona, health care 
and cultural activities of a complex and sustainable communities. Thirdly, the 
city and town centers need to preserve most of their public spaces for people 
to enjoy without adverse traffic impacts. 

Ł

25 

Given these apparently conflicting requirements, it is another object to 
offer an alternative to car-based or car-dominant transportation systems and 
the chronic traffic congestion and socto-economic problems they have created 
for urban planners. 

30 

It is not an object to induce people to give up their automobiles far the 

greater good. Rather, it Is proposed rather that if one wants a sustainable, 

economically vibrant and world-class community where citizens interact in 

18
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5 healthy, safe, and socially beneficial ways, one must eliminate car traffic within 
urban and suburban centers. 

It is an object to find better ways to link cars and their parking spaces 
with opportunities for large-scale pedestrian movements and many other 

10 transportation modes, I.e., high speed rail, Interregional and regional rail, 
statewide Intercity raih corrwnu%er rai’, regional and community, transit (narrow 
gauge rail systems and/or small buses vans, and community adapted rubber tire 
vehicles airplanes and other aircraft, ships, barges, ferries, water taxis, water 
buses, and other water-borne vessels bicydes, pedestrian movements. 

15 

It is therefore further objects of the Instant CIS Improvements, and their 
urban centers as taught herein, to: 

Hide automotives from sight by parking them In structures that 
are hidden within mixed-use structures (residential, commercial 

20 and retail uses); 
Ł PositTon such mixed-use parking structures and other buildings 

components of the Intermodal community to form high-quality 
corridors and public spaces supporting large-scale pedestrian 
movements and community transit; 

Ł 
25 Ł Direct twas movements to shared-use f might lacting docks or 

schedule deliveries other then during the times when large-scale 
pedestrian movements occur; and, - 

Ł Configure the built environment to facilitate larger-scale 
pedestrian-based Intermodal transfers amongst multiple modes 

30 of transportation. 

The above and yet other objects and advantages of the present 
Invention will become apparent in the hereinafter Brief Description of 
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5 BRIEF DESCRIPTION OF THE DRAWINGS 

FIG. I is a conceptual view of a CIS. 

FIGS. 24 are schematic view of a mixed-use pedestrian-oriented 
10 parking garage structure of fire type That surrounds the city or town center. 

FIGS. 5-9 are views of an ergonomic hybrid transit access corridor 
usable in the city or town center. 

15 FIG. 10 Is a view of low-profile, low speed transit vehicles usable within 
an ergonomic corridor. 

F(G. At iS 8 vIew oc a finer buildng Wool section Of a pad(}ng 
structure, 

20 

FIG. 12-13 are views of an intermoda] community Including a rail 
corridor, a limited access highway, and other adjacent communities. 

FIG. 14 Is a figure ground depEction of the built urban environment (in 

Ł 25 gray), parking structure (In gray hatching) and pedestrian areas (in white) 
within an intermodal community city or town center. 

FIG. 15 is a view, related to Fig. 4, of an underground portion of a 
corridor between the two halves of a mixed-use pedesfrlan-orlented parking 

30 structure. 
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5 DETAILED DESCRIPTION OF THE INVENTION 

A community Interracial system (CIS) proposes a method of movement 

That relies upon, within an urban or suburban community context, high quality 

pSic spaces between buildings that are safe, comfortable, useful, and 
10 InterestIng. The Interaction of each and every component of the urban form 

should be corstcucted and positioned to support arge-scale pedestrian 

movements and to frirther the principal 015 objective: to cause larger than 

Ł typical numbers of people to walk longer than typical distances and access 

transit or other modes of transponaflon as part of a multimodal trip involving at 

IS least one car-based frlp segment. 

While more have been numerous studies to support the calculation that 

pedestrian movements are typically limited to one-quarter to one-half mile 

distances (see: Walking Distances to and from Light-Rail Stations at: 

20 http:/Nvwwenhancements.orgftrbt15$8-003pdO. little research or observations 

have been undertaken or p ublished on the numbers of pedestrIans that will 

occupy public space based upon the specific affects on human behaor that 

can be caused by the physical characteristics and architectural features (see: 

Protects for Public Spaces at: 11tp:I1wAVw.ppsorgilrltolabcutpp&1. Nor has the 

25 environmental conditions that maximize predictable pedestrian movements 

(lengthen trips and Increase numbers of people walking) been well 

documented. 

What 015 Improvements provide are new and unique urban forms 

30 inclusive of a specific kind of public space, thatw Ill draw into an urbanized 

area large numbers of automotive travelers (10,000 to 30,000 people 

assuming 10000 parking spaces), produce large-scale pedestrian movements 

(80000 to 215,000 pedestrian trIp segments per square mile per day or more) 
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5 and cause substantial shifts from automotive to multimodal trips (30 percent or 
more). Once built, such an interrnodal community or urban center would 
Provide a test bed to verify the methods to Induce large-scale pedestrian 
movements and the relationship between such large-scale pedestrian 
movements, the pedestrian hording capacity or pedestrian-oriented corridors, 

10 courtyards, and plazas and highly utilized multimodal transportation systems. 
A conceptual view of a CIS is shown in FIG. 1 

The components of The 015 and the position of each component relative 
Ł to other 018 components are constructed to effectuate CIS objectives in 

IS multiple ways. Each component and positioning of the component refines the 
qualifies of public space to produce predictable human behaviors within this 
urban form that favor larger numbers of mu!timodal movements vim high 
speed rail; interregional and regional rail; statewide intercity rail; commuter rail; 
regional and community transit; narrow gauge rail systems;, small buses. 

20 vans, and other community adapted rubber tire vehicles; airplanes and other 
aircraft; water-borne vessels, ships, barges, ferries water taxis, water buses; 
bicycles; pedestrian movements; and, other modes. Large-scale pedestrian 
movements (walking distances of one or more miles in concert with community 
transit by many thousands of people) and substantial modal shifts arise as 

Ł 25 predictable human behavior within this urban form. 

AS may be noted In FIG. I and FIG. 12, the principal elements of Vie 
CIS therefore include a city or town center 260 including the ergonomie hybrid 

transit access corridor particularly for town and urban centers as taught in my 

30 U.S. Patent No. 6.561,727 31 (2003), circumforenually disposed parking 
structures 200 and 202 of the type set forth in my POT Application No. 

PCTIUS03/039804 entitled Mixed-Use Pedestrian-Oriented Parking Structure, 

low speed mixed-mode pedestrian corridors 216 (more fully described below), 

22



WO 2006/*a6763 PCT/US20061004984 

5 which include an outermost region 215A, that connects parking structures 
2D0/202 to city or town center 260, feeder highways 247 that may include a 
limited access or other highway beltway 265, parking structure entry and exit 
highways 239 and 230A respectively, limited access highways 271 linked to 
an airport 300 or seaport 310, a highs peed or Wigr rail link 243 i inked to 

10 airport 300 and/or seaport 310, and traffic-calmed d eiivery or  ervice roads 
275 which approach the mixed-use pedestrian -oriented parking structures 
2001202 and city or town 260, preferably as an ergonomic hybrid transit 
access corridor 10/100 particularly for town and urban centers,Including; that 

Ł in my U.S. Patent No. 6.561,727 Al (2003). As may be noted, service road 
IS 275 ends at roundabout 276. Also shown In FIG. I are parking structure entry 

ramp or entrance 213, elevated cross-over corridor 204 and parking exit 217. 
Further shown are bicyclists 201, autos 203, pedestrians 205, and Im speed 
community transit vehicles 26 on mixed mode corridors 215. 

20 Further shown in FIGs. I and 12 is transfer point 220 for rail link 243, 
said parking entry ramp 213 as assocla1e with highway 239, said pariing exit 

217 as associated with highway 239A, and interstate highway CIS transfer 

point 263 for interstate highway 267. 

Ł 25 CIS Improvements are conMructed using Three-story to eight-story 

mixed-use buildings 40, 40a and 40b (see Figs. 6-9) that create spaces 

functionally related to the human needs of the resident and visiting human 

population during daily pedestrian or pedestrian-based multimodal trips from 

private dwelng places to formalized business, educational, entertainment, 

30 health and governmental settings, i.e., places to shop, to informally socialize 

and discuss community issues, to prepare for work or school. 
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5 Public spaces between buildings 40 are framed by the exterior of and 
entrances or other opening to a series of mixed-use buildings that line the 
perimeter of parking structures. Such liner buildings 2101212 am positioned 
along wide sidewalks pedestrian corridors 262, courtyards 264 and plazas 
266, walkable and traffic-calmed streets 209 see: WaU<eble Communities at: 

10 http:/MvM,.wali<ableorp/irldexhtm and the history and type of measures that 
describe Traffic Calming at http:thmpww.traffiocalrning.org/), and mixed-mode 
corridors (see: John Zacharias, Tp Amsterdam experiment In mixing 
pedestrians, hams and bicycles ITE Journal, vol. 69.no. 8, pages 22-28, 
Pugust 199  avaltable at hflp:ThWAJv.ite.arajite]oumal/lndex.asp.) designed to 

15 accommodate a mix of pedestrian, bicycle and transit movements. 

Specific structural components of liner buildings 21 0/21 2 (see Figs. 2-4) 
and corrIdors 262 provide continuous open-air shelters, I.e., balconies. 
amades 241, aw,ings, roof overhangs  new and other canopies, covered entry 

20 features, courtyards and zaquanes, that protect pedestrians from the sun, rain, 
wind, heal and cold. This urban environment projects a high quality condition 

that encourages active human lifestyles and related large-scale pedestrian 
movements. See Pattern, Language at hftp:/Aw,wDatternranpuaoe,com and 
Nature of ord at: http:lMAv.math.utsa.edu/ŠsalingariNatumofOrder.htmi). 

Most parking is accommodated in specially designed parking structures 

having entrances 213 that are circumscribed by said liner buildings 210/212. 

Within the parking structures 200/202 (see Figs. 2-3), angled parking spaces 

226 are positioned around a central elongated air/light atrium 228 and parallel 

30 parking spaces 221 are positioned along the outer edge of the parking 

structure Immediately adjacent the liner building doorways and hallways. The 

parking spaces are positioned to facilitate one-directional aisles (12 to 18 feet 

wide) and to be proximate to liner building businesses and residences within 
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20 

the mixed-use liner building component and the destinations along the 
adjacent nixedinode corridors and traffic-calmed streets. Intermittent On-
street parallel parking spaces provide limited spaces for short term parking 
opportunities (eight or so spaces per city block). 

10 No or very linnIted surface parking lots (consisting of six or less parking 
spaces). More particularly, as may be noted with reference to FIGS. 2-4, 
parking deck 216 within first liner building 210 provides for parallel parking 227 
at the perimeter thereof, this Interrupted as necessary by pedestrian corridors 
262 (see Fig. 4), pedestrian bridges 208, and entrance platforms 211 to 

25 provide a place for pedestrian access by residents, guests, business 
employees, and their clients and by roadways, and preferably configured as 
an etonomic hybrid transit access corridor particularly for town and urban 
centers as is taught in my U.S. Patent No, 6,561,727 31 (2003), vehicular 
cross-over 204, and one-directional traffic aisles 201 for delivery services to 

20 access back doors 240 located at a perimeter wall 224 which comprises an 
interface between parking portion 216 and first liner building 210. Further, 

angled parking 225 surrounds said atrium 228 at the center of portion 216 of 
first parking structure 200. 

25 As may be noted In the embodiment of FIG. 2, direction of travel within 
Me garage is one way (see arrows 207) and allows for sufficient width (12 to 

18 feet wide) and height (in a range of 14 to 18 feet high) for automobiles and 
delivery trucks. Incorporated into the structure maybe a central service or 

loading docks 230 provIded at a ground floor (see FIGs. 2-4). There is shown, 

30 outwardly of the first liner building 210, a second liner building 212 (see Fig. 

3), arcades 241 and awnings, balconies, and roof overhangs which 

peripherally surround said liner buildings 210I212. 
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Further shown In FIG. 2 are a buffer corridor 232 into which HVAC and 

other environmental facilities 233 maybe placed. With further reference to 

FIG. 3, the mixed-mode corridor 215 is preferably a ground level pedestrian-

oriented corridor situated between the mixed-use pedestrian-oriented parkrnq 

10 structure parts 200 and 202 that can accommodate pedestrIans 205. bicyclists 

201 and community transit vehicles 26. 

Ł Shown at FIG. 3 Is the relationship between garage entry 213 of the 

embodiment of FIG. 2 and garage exit 217, this inclusive of said vehicular 

is

cross-over 204 which connects the respective portions of the garage. The 

system mereo! Is shown in vertical axial cross-sectional view in FIG. 4 in which 

pedestrian bridge 206 and pedesman conidor 262 may also be seen. 

With reference to Figs. 3-4, the resultant parking structure promotes 

20 pedestrian activity by providing a rear or back door access 240 to an adjoining 

liner building 210 and further provides Interior pedestrian access corridors 214, 

arcades 241 (see Fig. 4) and similar structures That protect pedestrians from 

the adverse weather conditions, covered street crossing (beneath structures 

that span the street between city blacks euch as mixed-use O So4er 208) or 

25 mixed mode corridors 215, traffic calmed streets (see Figs. 6-9), as IS taught In 

my U.S. Patent No. 6561,727 (2003), and mixed-use crossovers 208 and 

pedestrian corridors 262 to provide pedestrian access between and through 

the components of the mixed-use, pedestrian-or!ented parking structure. 

Said parking structure is designed to absorb traffic by efficiently 

30 converting automotive trips into pedestrian movements that gicminete traffic 

congestion and Improve Intermodei pedestrian access to transit and other 

transportation modes and to frame public squares and pedestrian or mixed, 

made corridors and streets with horizontal components as discussed in the 
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5 Ergonomic Hybrid Transit Access Con-dor Particularly for ’Iowa and Urban 
Centers of said U.S. Patent No. 6561,72781 (2003) 245. Within these public 
spaces (plazas, courtyards, and corridors), small transit, parking shuttle and 
Focal circulating vehicles help to more efficiently link parking lacilitles to 
destinations within a one to four square mile area and with the mixed-use, 

10 pedestrian-oriented parl<lng structure, collectively, constitute a pedestrian- - 
ovlerted design and transit access system that will improve intermodel 
movements within the urban community, 

Ł The above defines a better method to part automobiles within the 
IS shroud of a 20 foot to 90 foot deep liner building (typically 60 feet or so deep) 

and to incorporate elements of interior design to produce a mixed-use, 
pedestrian-oriented parking structure that posItions parking spacesto better 
provide access, air, light and security to customers, visStors and resIdents of 
mixed-use liner buildings. 

20 

Further shown in Figs. 2-3 Is a one-directional driving corrIdor or 
parking access isle 207 (see arrows of FIG, 3) to thereby provide an 
opportunity, to build a matched pair or more of parking structures with a third 

Ł floor vehicular cross-over 204 (see Fig. 4) to structurally integrate with a 
25 second floor mixed-use crossover 209 for retail, restaurant or mixed-use 

activities and to provide cover for mid-block, at oracle pedestrian crossings and 
mixed-mode corridors 215 (see Fig. 4). The narrow width (approximately 90-
115 feet) allows for structural columns 218 to be moved to the perimeter of the 
p&i4ng structure or within said aiUght wel’ or atrium 228 to thereby avoid 

30 shadowing within the parking structure and improve user safety. The narrow 
characteristic of such structure also makes for an easier application of use of 
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5 the liner building, given the space needs of retail, office and other commercial 
orresider,tial uses and the typical dimensions of a oily block. 

Liner building sections (see FIG, 11 as one e%ample) can be rlw,eloped 
through contracts with a single developer (using varied architectural firms to 

to design the sequence of distinctive and varied 10 to 30 to 50 Met long building 
Means sections that face the pedestiian-oriented corridors) or through 
Incremental development of small, separate out-parcels (different owners, 
architects and builders developing the distinct and varied liner building 
sections as multiple Individual buildings within and approximating the 50 fast 

15 deep bY 10 to $0 to 50 ’jeet wide lot dimensions with 10 or minimal side yards) 
that surround the parling structure and functionally connect the parking 
spaces with the pedestdenoriented corridors, plazas and community transit 
services. 

20 The specific building heights need to provide sufficient tight and air to 
the public realm to respond to all urban health and the multiple environmental 
needs of the lushly vegetated public places e.g., human and compatible 
animal and plant life. All components of these three dimensional spaces 
should appeal to the five human senses (what we See, hear, sn,efl, taste, and 

Ł 25 feel) and should constitute the urban form of a"green corridor’ that provides a 
sutainabe envitociment for a variety of urban adapted wildlife and urban 

compalibe domestic animals. because a continuous array of buildings at or 

above 85 feet in height can create enAronmental problems within the corridor, 

courtyard, plaza, pedestrian via, zaquan and other microclirnates, buildings 
30 sized down to three-story heights or occasional buildings above eight-stoTy 

heights for specific large scale uses should be placed within the urban form 

where they add to and do not detect from these CIS objectives (see: 
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5 Mlcroc!imate and Downtown Onen Soace Activity available through; 
htfp :/Ieab sag ep U b con*g i/content/a bstracttsa/21296). 

Within this pedestrian-ociented environment large numbers of people 
walk longer than typical distances because they enjoy the experience, 

10 Architectural features vary every 10 to 30 to 50 feet based upon different uses 
and independently conceived architectural designs that are a beervablo from 
The public ream at close (30 feet or less), intermedIate (30 feet to 300 feet Or 

. so) and greater dIstances (300 feek or more). These features most Provide not 
only visual interest but also provide other senŁory, reinforcement opportunities 

15 (what one hears, smells, feels, and tastes). 

in the baffle calmed streets (see FIGs. 13-14) of the type of the 

Ergonomic Hybrid Transit Mcess Corridor PasticuVady ¶01 Town and Urban 
Centers as is taught In US. Patent No. 6561,727 BI, there are delivery and 

20 service roads 275, and elevated ramps from the limited access highways 271, 

positioned to linK the cars and trucks from the limited access and feeder other 
highways 267 and 247 respectively with the mixed-use pedestrlan.orlented 

pending structure 200/202, the pedestrian corridors 262, mixed-mode occvidors 

215, courtyards 264, and plazas 266 to connect the car and truck occupants 

Ł 25 (when they become pedestrians, bicycjists, and community transit users) with 

the city or town center 260. 

With reference to the views of FIGS. S to 9, the Instant ergonomic 

hybrid transit access corridor 10 or 100 may be seen to Include a plurality of x- - 

30 axis integral, y-axis corridor segments, Therein, as may be noted, each 

corridor segment is characterized by a longitudinal or y-axis of Indefinite 

length, however limited by x-axls intersections 12 more fully addressed beicni. 

may, with reference to FIGS. 5 through 8, be appreciated that the instant 
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ergonomic hybrid transit access coyndize is characterIzed by a preferably 
centrally disposed bidirectional roadway consisting of lanes 14 and 16 each 
having a width preferably of 9 to 12 feet, whloh may be preferably separated 
by a roadway median 16 having a width of about 5 to about 20 feet. See 
embodiment of PIG. 7, Provided outwardly of lanes 14 and 15 are parallel 

10 Parking segments 18. each having a width preferably of Ste 9 feet 

In the elaborated embodiment of FIGS. I and 10, bicycle lane 
segments 19, each having a width preferably of 4 to 5 feet, ate provided 

Ł between roadway lanes 14a/15a and said parallel parking segments IS, Tha 
IS and lab In the rudimentary embodiment of FIGS. 6-6, bicycle lane segments 

may be Integrated or separately arranged from first greenscape segments 20 
described below, In the alternative, the bicycle lane segments 19 can be 
widened to 7 feet to accommodate Intermittent use of the btycSe lane by 
narrow gauge rail vehicles 26 as well as bicyclists 201 and that In such 

20 Instances, the narrow gauge rail tracks 24 may have an x-axJs with in the 
range of 30 to 40 inches and Thereupon a moderate speed, e.g.. 20 to SO 
miles per hour, low profile, an electric, diesel hydraulic, steam, or other 
propulsion system, tram, trolley, train, or like transit vehicles 26 having a floor 
28 (in The horizontal xy plane) situated as a level not exceeding about 20 

Ł 
25 inches above the plane of Me bicycle lane 19 

Situated yet further symmetrically outwardly from parking segments 
lB are said greenscape segments 20 having a width preferably of S toG feet 

or more when other segments or other corridor features are incorporated 
30 therein, which may include any of a variety of landscape and hardscape 

treatments and which can be used to laterally move from one conidor segment 
to another. Outwardly thereof are greenway transit segments 22, having a 
width preferably of 15 to 40 feet, which 0 enerally include narrow gauge rail 

30



WO 2GIO%163 PCT/tr92006/004984 

26 

S tracks 24, that Is, tracks having an x-axls width in a range of 24 to 30 inches 
and thereupon a low speed, e.g., 5 to W miles per hour, low profile preferably 
electric, battery powered, tram, trolley, train or like transit vehicle 26 having a 
floor 28 (in the horizontal xy plane) situated at a level not exceeding about 20 
Inches above the plane of the greenway transit segments 22. 

10 
It is to be appreciated that each of the greenway transit segments 22 

are multi-use in character, that is, functional for purposes of pedestrian and 
low speed bicycle or similar conveyance use both during periods when the 
small transit vehIcles 26 are not present and, at imberal sides at the small-

- 

0 15 gauge rail tracks 24, when such transit vehicles 26 are upon the rail 
component of the greenway transit segment 22. 

Optionally disposed beneath each greenway transit segment 22 (sea 
lGS. 6 and 7) Is a multi-purpose underground utility conduit 30 as is taught in 

20 my U.S. Patent No. 6,167916 81 (2001) 30 which serves as a means of 
unified utility delivery, As such, this multi-purpose underground utility conduit 
SO includes suboondults for electricity; drinking water, re-use water, sewer 
lines and storm water drainage; natural or synthetic gas; telephone, cable 
television, fiber optics, and other communication and data transmission 

25 means; pneumatic tubes; security services; lire services; and low current 

Ł magnetic induction tracks for vehicular propulsion. In addition, utility conduit 30 
may be employed for storage, maintenance access, or transit power 
equipment for the greenway transit segments 22. 

With further reference to FIGS. 5 and 6, there am located. further 
30 symmetricay outardIy from the greenway transit segment 22, second 

greenspace segments 32 which, 55 in the case with first greenspace 
segments 20, may include a variety of landscape and hardscape treatments 
and which can be used to laterally move from one corridor segment to 
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another. Each of the greenspace segments 20 and 34 provide filtered sunlight 
and shade tree coverage for an opthmjrn folIage spread of such segments and 
adjoined areas, as Wailes opportunities to Install fountains and other artistic or 
architectursl features to provide comfort and Interest to the Individuals 
traveling within the corridor Segments. 

SymmetrIcally o utwardly beyond ateral segments 32 are pedestrian 
arcade-like segments 36, 36a and 36b having a Wd%I, preferably In a range of 
10 to 15 feet. The preferred xz plane cross-Becon of arcades SS wahin 

Ł segments 36 is shown In FIGS. 6 and 7 Thetain itmaythe apprev\Med that, In 
is

a preferred embodiment, arcade 38 of segment as, 36a or 36b Is, In The Xi 
plane, enclosed on two or three sides by architectural structures 40a and 40b 
which, at surface 42, provide for commercial stores and fronts thereof which 
may include therein a variety of y-axls uses and attractions. 

20 The number and length of the store fronts or architectural details of 
surface 42 are designed to protect the pedestrian from the rain, wind, heat and 
cold, and to optimize pedestrian spacing and Interest to urge the pedestrian to 
move continually forward along the y-axis toward a destination or transit 
linkage 12. A maximum distance for such pedestrian movements are defined 

Ł 
25 In accordance with estabilSie1 psychological and maraca] criteria of how far a 

pedestrian can comfortably walk, In the given climate where the greonway 
transit system Is located, before beginning to loose interest, perspire or lire, 

given the typical mental and physiological characteristics of Individuals moving 
Through The corridor segment. 

Related to the limo that it would typically take a consumer to walk 

along a pedestrian arcade segment 36 between destinations or transit use 

opportunities 12 Is the periodicity of the schedule of community transit vehicles 
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26, The venous rail services such as said link 243, bus transit systems, and 
other modal choices and a variety of and uses or refinements of the 
architectural design details. Accordingly, the schedule of the transit vehicles 
26 as well as the land use itself and architectural design variations are a 
function of typical physiologic and psychological considerations. 

to 

With reference to The top or xy plane view of FIG. 8, the lateral 
relationship between theent!re above defined Integral corridor segments 10 
may be seen. Therein, as may be appreciated, are shown said greenway and 
enclosure ratios, which comprise Iwo of the defining parameters of the present 

15 system. More particularly, the greenway ratio Is defined as the ratio of the x-
axis diienslon of roadway 14115, any roadway median, and parallel parking 
segments to the entire x-axis dimension of the corridors 10 or 100 (see FIG, 
7). This ratio, in the instant system, exhibits dimensions that will not exceed 
fifty percent. The enclosure ratio is defined as the ratio of the z-axis Of height 

20 of the architectural structures to the entire x-axls dimension of the corridor. 
This ratio n the Instant system, at optimal dimensions, Is ai least thirty to 
about fifty percent. For example, if the width of each vehicular lane Is 10 feet 
and the two lane roadway is therefore a width of 20 feet, the total x-axls 
dimension of the corrIdor will be at least 40 feet With two 8-that wide 

25 segments for parallel parkIng, the width of the corridor 10 or 100 would be 72 
feet or greater. In such an example, the z-axis height of the architectural 
structures would range from at least 24 lest to about 36 feet, 

A four lane roadway 14 and 15 (see FIG. 7) Includes parallel parking 

30 segments 16 to produce a width of the corrIdor 10 or 100 of 112 feet or more 

With a 15 foot roadway median between each two lane roadway sections, the 
width of the corridor iG or jaG would be 142 feet or more. The z-axis height of 

architectural structures 40 and 40a would range from about 37 feet to 56 feet 
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5 in the first instance and about 47 feet to 71 feet in the second instance. Ever 
at a maximum highway lane width of 12 feet, the overall width of the corridor 
would typically be at least two times The width of the roadway, the roadway 
median and the parallel parking segment. 

to Per FIGS. 9N98, it is noted that arcade 38 may be defined through the 
use of arcades 33, balconies, porches, awnings, roof overhangs, zaquans, 
pedestrian vms, and other pedestrian and bicycle related shelters. That is, It is 

0 
noted that vertical surface 42 defines an xz plane interface between the public 
right of way and private architectural structures such as structures 40E1 and 

15 40b. These structures may be retrofitted to provide for arcades 38 or, 
alternatively, lobbies, courtyards, zaquans, or pedestrian vies. 

n Fig. 9A, it Is to be appreciated that within greeriway transit segment 
22 and greenpace segments 20/32 may be seen bicycle lanes 19 or walldn 

20 fjaiis. Also, all aspects of the corridor are provided with strategic architectural 
lighting for purposes of safety and aesthetics. 

It is noted that said corridors 10 and 100 may comprise segments of 
larger linear, bi-directional, unI-directional, or loop-like planning configurations 

Ł 25 within said dty or trm)n center 260. 

In the pedestrian corridors 262 (see Figs. 4 and 13-14), the mixed-
mode corridor 215, the ergonomic hybrid transit access corrIdor 10/100 (see 
Figs. 6-7) for town and when centers as taught by my U.S. Patent No. 

30 6561,72181(2003), and traffic calmed streets 209 (see Fig. 13-14), different 
senses operate at different distances, causing each sense to act in sequence 
to pmW or redirect pedes1ran movements in very predictable ways. What you 
see at a distance, you can hear and smell at closer quarters. What you see, 

34



WO 2006108676 PCT1US30061004984 

30 

hear and smell at close quarters, you can much. What you see hear, snieti, 
and touch, you can tests, but only with the direct oral contact with the objector 
entity to be tastod. 

This differential n the s ensor’,j c eception distance forms the basis for 
10 the pedestrian propulsion system and the steering capacity of CIS urban forms 

(pedestdan-oriented corrIdors, plazas, traffic-lmed streets) In conjunction 
with large-scale pedestdan movements. With the use of a full range of human 
saintez and the fractal qualities in the urban bunt and naturally-occurring 
structures and designs to excite visual inmeresk at tong, med}urn and short 

IS distances and the variety of needs that can be satisfied within mixed-use 
environments, pedestrian interest can be converted into a predictable and fully 
operational method of Intercede) transport. (Salingaros, The Future of Cities 
(20063 at hftp;JN ch4sa,edu/soher&saflngar/futurecitfes.hft,il, A Theory 
of Architecture (20061 at; 

20 Principles of Urban Sfructure 12005] at: hijp//matbutha.eduI 
sthereIsajngr/thasgjcturehthii. and Pavements as Embodimnts of 
Mqqrtlgg for a Ecactl_Mnł  120001 at: htthJA.Nv.nexuslourpal.wm/MIki-Sali-
Yuitr. 

Ł 25 In addition. the pedestrian corridors 208 and 262, the mixed-mode 
corhdors 215, the ergonomic hybrid transit access corridors 10/100 
pai’culariy for town and urban centers as Is taught In my U.S. Patent No. 
6,561,727 BI (2011), otter causes 215A, cciunyards2e4, traffic-calmed sweets 
209, and the adjacent built and landscape environment, provide comfortable 

30 places to sit during both the walk and ride phases of typical multimodal trips, 
i.e., provides comfortable and well-lighted places to sit, eat, socialize, 
protected from the natural elements. Doorways, windows balconies and other 
entry features (see FIG. 113 provide frequent openings tome Sner buildings 
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5 2101212 from plazas 266, courtyards, mixed-mode corridors 215, sidewalks 
end traffic-calmed streets 2D9. Zaquanes, pedestrian vias, and galieria or 
shopping mall corridors transect city blocks to create short pedestrian blocks 
(see: Jane Jacobs, The Death and Life of Great American cities, 1961) and 
pedestrian access to shops restaurants, hotel lobbies, and residences within 

10 the city block structures (see: Bernard Rudowsky, Streets are her peopua A 
primer for Americans 1969). Places to sit and short blocks help to form a 
healthy wallcng environment, without exhaustion. 

Finally, the provision for ultra-low floor comnlunitytranslt vehicles 26 
IS (see FIG. 1O allow for easy access from any sidewalk into a very human. 

scale vehicles (seven feet wide by nine feet tell) that functionally represent a 
slow moving, pedestrian -benign bench on wheels that move generally toward 
the many desired areas of The urban center, in such circumstances, the 
opportunity to sit rest, ride and walk provides for larger pedestrian supportive 

20 areas and longer pedestilan-oriented muitlmoda! trips. 

Cars 203 remain a dominant method of transport, but they are parked 
in mxed-use pedestrian-oriented parking structures 200/202 surrounded by 
iner buiklings 210 (see FIGS. 1-4) That help form this consistently reinforced 

Ł 25 pedestrian-oriented urban form and habitat in the public space between 
buildings. The pedestrian movements are much more visible and automobile 
and frock traffic I a much lees visible when compared to more typical urban 
environments elsewhere In the world. Air quality is Improved and pedestrian 
safety Is assured due to the very Hinted vehicular movements within these 

30 urban centers. 

All multlrnodal trip needs are addressed so that a significant pedestrian- - 
based model shifts to a’ternative modes oltranspoit (bike racks, clean and 
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5 safe public wash rooms, lockers, phone and ntemet services, food and drink 
oullets, way finding, mobiity centers, abundant Structured picking spaces, 
seamless transportation services and modal transfers for individuals and 
groups. As a result of the large-scale pedestrian movements, nearby mixed-
use pedestiian-oriented structured parking and high quality public pieces for 

to enhanced intermodal access far larger numbers of the traveling public use 
public transport, automotive ffic congestion is reduced, and virtually al 
automotive trips can become mullimodal trips. 

Such community Interruodel systems assumG an intemiodal community 
Is built environment that provides for all human needs, e.g., governmental, 

religious, commercial, health, education, entertainment, cultural residential, 
and employment. Further, It assumes that tile transportation systems that 
operate between and within the community intermodal system ce%-ftee centers 
(see: Carfreecom at: http7/AwwI.caELee.com  ) or other pedestrian-oriented 

20 urban centers are safe, reliable, energy efficient, technologically advanced 
and environmentally benign and that they enhance the regions global 
economic competitiveness, productivity, and quality of IN. Finally  while 
specific single purpose buildings, especially those with more Than eight floors, 
will exist within the pedestrian-oriented urban center, their first three floors or 

Ł 25 more will help to frame the high quality human habitat and provide for specific 
community needs within The as urban form, i.e., restaurants. retail goods and 
services, health related, social and governmental services. 

Further. within a city or thwn center 2O, the CIS components are 

30 themselves defined to specify that: 

Ł The corridor, courtyard and plaza components (see FIGS. 5-9, 
1245). 1 hen assume wide pedestrian corridors 262(30 feet 
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5 wide or more), wider mixed-mode corridors 26 (50 feet wide or 
more), courtyards 264 (80 feet square or so) and larger plazas 
266 of varying shapes and sizes (100 feet square or more) act 
as gathering places for busivess, social and ycye2Monal 
functions, i.e., market in the morning, lunch in the afternoon, 

10 feMivals at night; a partial tree canopy provide shade from the 
sun, open areas provide sunny places to sit or walk and water 
features provide for human needs, interest and comfort (drinking 
fountains, decorative fountains, water courses and water falls 

* provide cool places to sit, visually interesting places to be and 
15 phys(cauy revitalizing environments) public art provides visuat 

interest and, when properly constructed and designed, places for 
children to play; brick, stone or similar corridor and plaza 
surfaces provide surfaces sufficiently rough enough so as to be 
inconsistent with fast moving and dangerous automotive traffic 

20 and consistent with pedestrian walking needs; grass areas are 
large enough to sit, run and play and provide for water recharge 
and psythological linkages to our genetic past; continuous 
building faces protect the pedestrian from the sun, rain, wind, 
beat, and cold; elevated and covered entry structures associated 

Ł 
25 With pedestrian-oriented mid-block crossings provide platforms 

for building and transit entries protected from any adjacent 
automotive traffic acd the weather, attrac%Fve and useful 
landscape and iardscape provide color, shapes and smells 
responsive to human needs and wants; mixed-use buildings 

30 (See FIG. 11) open to the street at frequent intervals (doors, 
balconies, and windows at 30 foot or more frequent Intervals); 
wider sidewalks or arcade-like segments 36 (15 feet wide or 
more), courtyards 264. plazas 266, adjacent traffic calmed 
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streets 209, Ergonomic Hybrid Transit Access Corridor 
Particularly for Town and Urban Centers as is taught In my U.S. 
Patent Na. 8,561,727 BI (2003) 245 mixed-mode corridors 215, 
and pedestrian vias, zaquanes, and galleria and shopping mail 
corridors (30 feet wide or more) provide a consistent, predictable 

to and safe pedestrian course through and to the city center, 
narrced automotive traffic lanes (10 feet wide or less) reduce 
average traffic speeds, wider shared-use bicycle and community 
transit traffic lanes traffic lanes (seven feet wide or so) Improve 

Ł

car-bicycle accident safety, and limited on.etreet parking 
15 (configured as intermittent parallei parking on traffic-calmed 

sweets alternating with movab’e or staUonary sk3ewScc btrDutS 
at each end of city blacks and at mid-block in coordination With 
dent(abIe pedestæan-oSnted street crossings) provide with 
other U-afl9c-oalniing techniques a safer mix of automotive, 

20 community transit, pedestrian and bicycle movements outward of 
the urban center; environmental street shutters That spar, the 
distance between buildings from opposite sides of pedestrian-
oriented corridors above the third floor level are constructed of 
sail cloth, shade cloth or similar materials and move or rotate 

S 
25 diithig the More of the day and night to reprove walking 

conditions by deflecting wind and rain from or to the public 
spaces below; calmed or no vehicular traffic for all or most of the 
day, week, and year to induce more pedestrian movements and 
reduce accidents between pedestrians and automotive traffics 

30 and resulting Injuries; and, liner building faces that do not form a 
uniform plane reflecting the dimensional differences consistent 
with independently designed building (ace segments every 10 to 
30 to 50 feet or so 
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Ł The structured parking components 200/202 assume that 
making structures (see FIGS. 14 and 12-16) are located at the 
perimeter of the pedesxian-o,ien%ed downtown or urban center 
260: one-directional vehicular movement 207 within Se parking 
structure from access to exit points; parallel parking 207 along 

ID the parking structure outer edge; angle parking 226 around a 
central air/light atrium 228 that provides for landscape and 
drainage areas; longer and more narrow parking designs than 
are typical in urban setting today; mixed-use liner buildings 

Ł 210/212 that surround the parking structure (10 to 30 to 50 feet 
15 in width and 60 teat or so in depth) self-powered, handicapped 

accessible elevator systems; and, elevated and below grade 
traffic aisles 268 between parking structures. 
The community transit component (see FIGS. 9-10) assumes: 
small, fixed guideway community transit 26 (seven feet wide by 

20 nine feet tall) with an ultra-low vehicular floor (five Inches from 
the road surface or flush with the sidewalks) to improve access 
at all places where the transit vehicle might stop; fb<ed rail and 
on demand rubber tire community, transit service between 
downtown and urban center destinations beyond the length of a 

Ł

25 comfortable walk (beyond a one-quarter mLIe distance) and 
been moday access Pon%s, rna)or community destinallons, or 
other CIS sites: sound codification vehicle arrival systems built 
Into the fabric of the community’s music and sound systems so 
that music played on The community transit vehicles Interacts 

30 wIth the music played at stationary locations where the 
community transit vehicle typically stops creating a stereophonic 
effect at such transit stops; and vehicles That quietly operate at 
low speed five to ten miles per hour) on mixed-modes corridors 
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5 within downtowns and urban centers and at higher speeds (ten 
to twenty-f&e an lies per hour) within wide (seven feet) shared-
use bicycle and community transit traffic lanes on traffic-calmed 
streets outwardly for up to a five mIle radius of the 018. 
The car-free city or town center 260 (see FIGs. 1 4 and 13-16) 

10 assumes: the absence of a vehicular street grid at the downtown 
or urban center 260; access to direct freight deliveries at specific 
times of the day; convenient shared loading docks 230 for 
nearby freight movement at any time of day; nearby parking 
structures that keep car movements separate from the 

15 pedestrians In the care-free center (by use of liner buildings and 
elevated and below grade traffic aisles 268 between parking 
structures); pavement surfaces of decorative stone, bricK, or 
&mar surfaces that provide a pedestrian supportive pattern, 
natural drainage, a bricl<, cobblestone or other mixed-mode 

20 traffic-calmed streets 209 (see Fig. 16) that provides a rough ride 
to rubber tke vetides and ADA acceptable wen condttors; 
extra efforts to make the building faces lively, unique 
memorable, and characterized by features that provide a 
continuous protection to pedestrians from the natural elements, 

25 e.g., the sun, rain, wind, heat, and cold, and to make the plazas 
and courtyards areas comfortable as places to sit, rest, and 
socialize, I.e. market in the morning, lunches In the afternoon, 
festivals at night; smaller corridors that open to much larger 
plaza areas; significant community buildings 40 positioned on the 

30 perimeter of plazas 266 (places of worship, government, market 
areas, health care, ethscatton, and entertainment facWties, 
museums, major residential buildings or hotels and places of 
employment) underground utilities that can be installed where 
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5 necessary in conduit beneath the sidewalks pedestrian-oriented 
mixed-mode corrIdors 215, shared-use bicycle and community 
transit traffic lanes, and traffic-calmed streets 209: and, property 
values will substantially Increase in the car-free areas (at least 
ten times the pre-CIS values) because people converse more 

10 frequently and with greater civfllty, freight moves efficiently to 
and from CIS destinations and beyond, the cultural, cMc, and 
family life of the citizens improves and the local economy grows. 

Ł The limited access roadways 239 (see AG. 1 and 14) assume 
that: from existing or to be developed interstate Highway 

15 System, toll roads and other major roadway intersections, 
access ramps are designed and built to give direct or nearly 
direct access to the parking structures; and, such direct access 
reduces congestion on the highway system by providing an 
alternative to sitting In your car on the congested interstate 

20 Highway, toil road or major roadway segment, he., park and find 
things to do, places to eat, people to see or entenalnment within 
the CIS; park and access other modes of transportation as a 
pedestrian 205 that are tImely alternatives for local, regional or 
Interregional destinations; park and visit friends, businesses at 

Ł

25 nearby C’s sites. 
The elevated parking structure cross-over 204 (see Figs. 1 and 
4) and below grade parking structure traffic aisles 268 (see Fig. 
IS) and at-grads traffic-ca(med eccess streets assumes 
vehicular movement will generally occur from one parking 

30 structure 200 to the next 202 along elevated or below grade 
traffic aisles to minimize car/pedestrian conflicts in the car-free 
center; and, when the elevated traffic aisles are routinely 
positioned at the third level. mixed-use space can be constructed 
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