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So much has been said and wri t ten about t r a f f i c congestion in 

c i t i e s and the development o f thoroughfares to r e l i e v e the conges t ion , 

that i t may seem to you jus t a bother to have to l i s t e n to i t a l l over 

again. But, although I t i s sca rce ly p o s s i b l e that the exis tence o f a 

ser ious problem can have escaped your a t ten t ion , and although most o f 

th i s audience probably shares with near ly every one e l se the f e e l i n g , 

that something should be done about i t , the f ac t Is that precious 

l i t t l e has been done about i t . 

The s i tua t ion reminds one of the s tory about the man who 

complained that h i s wife was always asking him fo r money. When asked 

how much he had had to give her , he said he hadn't given her any, y e t . 

I t I s a matter o f money that g ives me such excuse as I may need 

to renew the question with you today. For, today there i s a substantial 

sum o f money waiting to be spent fo r the development o f c i t y thorough­

fares? wait ing to be spent fo r that purpose and f o r that purpose on ly ; 

and s t i l l wait ing to be spent. 

I t i s money earmarked fo r improvement o f Federal-aid routes in 

urban areas and authorized for expenditure in the current and two 

succeeding f i s c a l years by the Federal-Aid Highway Act o f I9HU. Urban 

areas in the language of the Act are areas defined about and including 

a l l munic ipa l i t i e s o f 5,000 and more populat ion. The Federal-aid 
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rou tes , by the l o g i c o f the i r s e l e c t i o n , are the p r ino ipa l thorough­

fares o f the areas they t raverse. 

For the improvement o f such p r inc ipa l routes in such urban 

areas the Federal Act authorises the allotment o f $375,000,000 from 

the Federal Treasury In equal annual instalments o f $125,000,000 over 

a pe r iod of three f i s c a l years , and requires these sums genera l ly to 

be doubled by addi t ion o f State or municipal matching con t r ibu t ions , 

the Combined sums to be spent with j o i n t approval o f the State highway 

departments and the Publ ic Roads Administrat ion. To assure an 

equi table sharing o f the Federal cont r ibut ion the law d i r ec t s 

apportionment o f the authorized funds among the several States In 

propor t ion to thei r populat ions res ident in c i t i e s o f 5,000 persons 

and more. 

Although the Act referred to was one of the more Important 

measures enacted by the Congress in preparation f o r what at the time 

i t was the fashion to c a l l the post-war pe r iod , i t was not Intended 

and should not now be regarded as a mere p a l l i a t i v e o f temporary 

post-war I l l s . While the construct ion work for which i t provides 

w i l l a f fo rd a substant ial volume of employment, i t s primary purpose 

Is not the increase o f employment opportuni ty. Bather, i t was 

intended to e f f e c t the beginning of what should prove to be a sustained 

program d i rec ted to the modernization of the count ry ' s ex i s t ing 

obsolescent system of roads and s t r e e t s . Such a program, in respec t 

to the system as a whole overlong deferred , i s f o r no part o f the 

system more needful than f o r that part which i s comprised of the main 

a r t e r i e s o f c i t i e s . R e l i e f o f the congestion that c logs these 
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a r t e r i e s i e widely recognized as one o f the most d i f f i c u l t o f city-

problems - a problem so d i f f i c u l t that few c i t i e s have dared to 

tackle i t with their own resources a lone . Indeed, they should not 

have to tackle i t a lone , because the root causes o f the congest ion 

which cons t i tu tes the problem l i e in part in the mounting t ide of 

t r a f f i c poured in to the i r p r inc ipa l thoroughfares from beyond the 

municipal l i m i t s . 

To c i t i e s thus beset the Act of I9HU brings promise of a 

large measure o f Federal Bid. For the f i r s t three years the promise 

i e e x p l i c i t . Divided equally among a l l e l i g i b l e urban areas, the 

sum authorized fo r each year would amount to a d o l l a r and a half per 

capi ta - a Federal contr ibut ion equa l l ing or exceeding the t o t a l o f 

s t ree t revenue ra ised by l o c a l taxes in many c i t i e s . For the longer 

future the promise of continued a id i s imp l i c i t in the steadfastness 

of Federal purpose demonstrated through a long h i s to ry of cooperat ion 

with the States under the bas ic Federal Highway Act o f 1921, of which 

the I9UU Act Is the l a t e s t amendment. 

Intended as a i d for the r e l i e f o f an in to l e rab le congest ion 

Of c i t y a r t e r i e s , the desirable s p e c i f i c uses o f the proferred Federal 

funds w i l l be be t t e r understood i f we consider fo r a moment the 

causes o f the congest ion i t i s their purpose to r e l i e v e . 

The bas i c cause, o f course, i s the phenomenal increase o f motor 

veh ic l e usage, resu l t ing in a general increase o f a l l highway t r a f f i c , 

More p a r t i c u l a r l y , i t i s caused by the Inherent tendency o f t r a f f i c 

to c o l l e c t from many feeder s t reets i n t o a r t e r i a l streams on a few 

s t r e e t s . On those few s t reets the heavy c o l l e c t e d a r t e r i a l movement 



i s intermingled with, and i t s f ree f low Impeded by , a s lower, 

s tart ing-and-stopplng movement of l o c a l t r a f f i c ; and at numerous 

In te r sec t ing s t ree ts i t i s p i l e d up by the complete stoppage necessary 

to permit safe passage o f cross ing t r a f f i c . 

The s t r e e t s , which by e l e c t i o n of the t r a f f i c i t s e l f , are thus 

required to take on an a r t e r i a l funct ion are usua l ly not dis t inguished 

by e spec ia l physical f i t ne s s to perform thei r r o l e . They are chosen 

as a r t e r i e s general ly because o f the d i r ec t ions in which they run and 

the advantage o f thei r l o c a t i o n as the d i r ec t l i n e s between o r ig in s 

and des t inat ions o f l a rge volumes o f movement within the c i t y . They 

are of ten l e s s adequate in capaci ty to the t r a f f i c load imposed upon 

them than other s t r e e t s . Their l i n e s - even the i r widths - are of ten 

the l i n e s and widths o f one-time rural highways leading to the c i t y 

when i t was smaller, now engulfed in the growth o f the c i t y . Often 

in remarkable invers ion of need, the i r width increases outward from 

the center o f the c i t y , which was the o lder town, partaking of the 

greater width to which the highways were es tabl ished a t l a t e r and 

s t i l l l a t e r pe r iods . 

While these same s t reets have genera l ly a long h i s to ry o f a r t e r i a l 

usage, the demand of that usage far exceeds that o f e a r l i e r years In 

consequence of the phenomenal increase o f the a r t e r i a l movement o f 

motor v e h i c l e s . Forty years ago thei r a r t e r i a l movement may have 

been conveyed l a r g e l y , i n s t reet ca r s . Street cars may s t i l l be 

operated; I f so , the problem o f accommodating the heavy motor v e h i c l e 

movement i s complicated by their presence . Or the tracks may have 

been removed and busses subst i tuted, or mass t rans i t abandoned 
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e n t i r e l y , as 1B of ten the case in smaller c i t i e s . But. however, 

their a r t e r i a l movement may now he conveyed, in numbers of v eh i c l e s 

i t i s cons t i tu ted l a r g e l y o f motor v e h i c l e s , and i t i s genera l ly an 

a l l - t o o - o b v i o u e f ac t that these s t r ee t s are inadequate in dimension 

and design to the discharge of the heavy t r a f f i c that presses through 

them. Result - congest ion. 

Often theBe a r t e r i a l s t r ee t s , e s p e c i a l l y in their more centra l 

reaches , are business s t r ee t s . This i s a natural consequence o f 

their evo lu t ion from e a r l i e r highways and "main s t r ee t s " o f the 

o lder town. Generally - and th is i s a s ign i f i can t f ac t i n view of 

the p r o v i s i o n now made fo r Federal a id - they are the s t reets that 

most d i r e c t l y connect the pr inc ipa l modern highways approaching the 

o i t y with the c i t y center . As p rev ious ly suggested, they occupy 

often the actual l o c a t i o n s o f these same highways, now incorporated 

in the c i t y s t reet plan, 3?he more important highways general ly are 

already included in the Federal-aid system for which, both in and 

out o f the c i t i e s , funds are provided by the recent Ac t . I f , 

e s p e c i a l l y in the c i t i e s , some o f the more important a r t e r i e s are 

not inc luded , opportunity to include them may now be afforded by the 

pending designat ion o f terminal d i s t r ibu t ing connections o f the new 

in te r s t a t e highway system. Such connections w i l l automatical ly be 

added to the Federal-aid system and thus become e l i g i b l e for improve­

ment with Federal ass i s tance . 

What i s the t r a f f i c that uses these a r t e r i e s in and near the 

c i t i e s ? What are I t s sources and i t s des t ina t ions? Suppose we begin 

with the connecting rural highways outs ide the a i t y l i m i t s . She idea 
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once widely held that much of the t r a f f i c on these main rural routes 

i s a movement that can he by-passed around tho c i t y has been 

completely d i spe l l ed by the highway planning surveys. At large 

c i t i e s 90 percent or more of i t i s bound to or from the c i t y i t s e l f . 

The percentage o f ci ty-bound and or ig ina ted t r a f f i c diminishes 

somewhat with s ize o f the c i t y , but even at towns o f 2,500 populat ion 

a f u l l 50 percent o f the approach highway t r a f f i c i s often found to 

be dest ined t o , or or ig ina ted in the town. Moreover, the points o f 

o r i g i n and des t ina t ion in the c i t i e s , both large and small, are found 

to l i e In very large part i n the cent ra l business area, the very 

heart o f the c i t y . 

The c i t y s t ree t s which connect a t the municipal l imi t s with 

these main rural highways are thus even at the very edges of the c i t y 

already impressed with an a r t e r i a l funct ion . As they lead inward, 

genera l ly by courses as d i r ec t as p o s s i b l e toward the c i t y center , 

they p i c k up internal a r t e r i a l movement, their t r a f f i c volume rap id ly 

mounting to congesting peaks toward the c i t y center . 

Reaching the center these s t r ee t s usual ly pass d i r e c t l y through 

the heart o f the business sect ion and on through the other half o f 

the c i t y to connection with a p r inc ipa l rural highway at the far ther 

perimeter , marked in th is other ha l f o f their traverse of the c i t y 

by the same a r t e r i a l t r a f f i c c h a r a c t e r i s t i c s . Since they af ford the 

more d i r e c t channels o f movement fo r t r a f f i c , both external and in te rna l , 

bound from one s ide o f the c i t y to the other , they are used by such 

t r a f f i c i n preference to other l e s s d i r e c t rou tes , and so conduct 

d i r e c t l y through the bus ies t sec t ion o f the c i t y a substantial volume 
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of movement, which nei ther in o r ig in nor des t ina t ion i s concerned 

with that s e c t i o n . In the City o f Providence, Rhode Island, f o r 

example, a recent survey has shown that no l e s s than U# percent o f 

a l l v e h i c l e s entering the downtown business s ec t i on enter i t only 

to pass through to other parts o f the c i t y . 

This i s the problem. How, what can be done about i t ? As I 

have a l ready sa id , the Federal Government o f f e r s i t s a id toward a 

so lu t i on , d i rec ted and confined to improvement o f the very a r t e r i e s 

on whioh the problem e x i s t s . There i s nothing in the past experience 

to suggest that the a id now offered w i l l not be continued u n t i l the 

problem i s l i c k e d , i f the States and their c i t i e s evidence that they 

des i re i t . 

The exis tence o f serious c i t y t r a f f i c congest ion and a general 

r e a l i z a t i o n of the need for i t s r e l i e f were moBt prominently c i t e d to 

the Congress as reasons for the earmarking of spec ia l funds fo r urban-

area expenditure. The Congress w i l l doubtless expect a substantial 

measure o f congestion r e l i e f to f o l l o w from the authorized expendi­

ture . To assure such a resu l t the Publ ic Roads Administration i s 

asking that every p r o j e c t undertaken shal l r esu l t in some substantial 

enlargement o f the t r a f f i c capaci ty o f the e x i s t i n g s t reet f a c i l i t y . 

Mere repaying o f s t ree ts w i l l not accomplish this end. Street 

widening, i n s u f f i c i e n t to provide at leas t an addi t iona l t r a f f i c lane 

in each d i r e c t i o n w i l l not accomplish i t ; and widening, even when I t 

r e su l t s In added lanes , w i l l not sure ly end conges t ion . I t may 

simply i n v i t e the d ivers ion o f t r a f f i c from other s t ree ts and end in 

congest ion o f a larger volume. Such was the l esson expensively learned 

by Det ro i t from i t s widening of Woodward Avenue some years ago . 
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In the smaller c i t i e s , where the volume o f p o t e n t i a l l y 

d i v e r t l b l e t r a f f i c i s not great enough to recongest the widened 

s t r ee t , widening which resu l t s in addi t iona l lanes may he e f f e c t i v e 

f o r a term of years . In large c i t i e s i t f a i l s to touch one of the 

most potent causes o f congest ion - the interference of heavy c r o s s -

s t ree t t r a f f i c . 

E f f ec t ive widening o f an e x i s t i n g s t reet functioning as a main 

ar tery i s of ten h ighly expensive in property damage - the more so the 

greater the need. As instance again there i s the Woodward Avenue 

experience in which proper ty damage and r ight -of-way accounted f o r 

nearly 10 mi l l ion of the $11,128,000 t o t a l c o s t . Faced with th i s 

dilemma, there have been instances in some of the smaller c i t i e s in 

which r e l i e f o f the congest ion o f an ex i s t ing a r t e ry has been sought 

in the improvement o f a nearby p a r a l l e l s t ree t on which widening has 

been more f e a s i b l e . In some instances this has resu l ted in such a 

transfer o f business advantage from the o l d to the newer main s t ree t 

as to f o r c e the actual removal o f es tabl ished business and a heavy 

d e p r e d a t i o n of property values on the o lder thoroughfare - a conse­

quence g rea t ly to be deplored from every poin t o f view. 

Because widening alone cannot reach , and may even exaggerate 

the e f f e c t s o f c ros s - s t r ee t Interference as one o f the p r inc ipa l 

causes o f thoroughfare congest ion, and because where most needed i t 

can be accomplished only at the expense o f great damage or the v i r tua l 

des t ruc t ion o f valuable abutting proper ty and other i n t e r e s t s , the 

weight o f author i ta t ive opinion has been thrown more and more in recent 

years toward a so lu t ion involving the creat ion o f an en t i r e ly new type 
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o f thoroughfare - the l imi ted - or con t ro l l ed access highway. A few 

such highways have been b u i l t - notably the Westelde and Gowanus 

Elevated Highways and Henry Hudson Parkway in Hew Tork, the Davison 

Limited Expressway in Det ro i t , the Arroya Seco and other expressways 

in Los Angeles and an ear ly development o f the same type in St . Louis , 

numerous f a c i l i t i e s o f similar character are now pro jec ted in these 

and many other c i t i e s . 

In i t s purest form the con t ro l l ed -access highway or expressway 

i s designed to perform an a r t e r i a l funct ion on ly . Local usage i s 

excluded by the lengthening o f in te rva l s between poin ts at which 

ingress and egress i s permitted and by barr ier s t r ipe of land separat­

ing the expressway proper from a l l marginal proper ty . A l l s t reet 

i n t e r s ec t i on at grade i s eliminated by depression or e leva t ion , e i ther 

o f the expressway or c ross s t r ee t s . Construction o f such a f a c i l i t y 

within the r ight o f way o f an ex i s t ing s t reet i s p r a c t i c a l l y impossible . 

Feasible l oca t i on must general ly be found on a l i n e approximately 

p a r a l l e l t o , and not far removed from the ex i s t ing s t reet or s t ree t s 

which previous ly have served the a r t e r i a l movement' to be accommodated. 

At t rac t ion o f the a r t e r i a l movement from these s t ree t s to the new 

f ree - f lowing ar tery enables them be t t e r to serve the i r remaining l o c a l 

t r a f f i c ; and the l imi t a t ion of d i r ec t access to the new f a c i l i t y 

prevents the transfer o f property l o c a t l o n a l advantage prev ious ly 

c i t e d as a consequence o f simple widening. 

Such complete app l ica t ion of the p r inc ip l e s o f l imited access 

i s perhaps needed only in the larger c i t i e s , and in these in many 

cases may be f e a s i b l e o f attainment on ly by a process o f planned stage 



- 10 -

development. Xn smaller c i t i e s the volumes of a r t e r i a l movement and 

cross t r a f f i c f lows may not he large enough to j u s t i f y immediately 

the expensive feature o f in te r sec t ion grade separat ion. The smaller 

c i t i e s , however, have an advantage that should not he l i g h t l y discarded 

to plan now for the gradual evolu t ion of f u l l expressway f a c i l i t i e s 

as the need matures. 

Such an evolut ionary plan may he developed In several stages 

in something l i k e th i s fashion: 

Stage 1. Locate l i n e s o f the future expressway to he 

developed on a block-wide r ight o f way. Acquire 

the r igh t to l imi t improvement and use of property 

in the included b l o c k and convert the ex i s t ing 

bordering s t reets to one-way usage. 

Stage 2. Acquire the fee o f included property, raee bui ld ings 

and construct a d iv ided a r t e r i a l highway without 

grade separation or c losure o f ex i s t i ng cross s t r e e t s . 

In some cases cons t ruc t ion of the a r t e r i a l lanes may 

be deferred fo r a pe r iod during which the acquired 

land may be converted by appropriate landscape t rea t ­

ment in to a central park. 

Stage 3« Block minor cross s t r ee t s by c losure o f the bar r ie r 

s t r i p across them, d iver t ing thei r t r a f f i o by way of 

the bordering s t ree ts to nearby major c ross s t ree ts 

in te r sec t ing the a r t e r i a l lanes at grade. At t h i s 

stage the bordering s t ree t s assume f u l l y their ul t imate 

r o l e as l o c a l frontage s t reets o n l y . 
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Stage U . Separate Intersect ion grades a t major cross - s t ree t s 

as necessary by e levat ion o r , preferably , depression 

of the a r t e r i a l lanes . 

In most c i t i e s eventual need w i l l be found for at l e a s t two t 

and general ly more such thoroughfares, their approximate l i n e s 

determined by the necess i ty of connection with major rural highways 

at the c i t y l i m i t s and appropriate approach to the business center 

at the ir inward ends. A system of thoroughfares so located 

resembles the spokes of a wheel. 

At the c i t y perimeter there i s generally a fortunate existence 

of wedges of undeveloped land between the main highways in which the 

new internal ar ter i e s can be located with l e a s t property damage and 

r ight of way expense. Inside the c i t y i t commonly occurs that r e s i ­

dence property in a zone adjacent to the ex i s t ing a r t e r i a l s treet i s 

somewhat depreciated and avai lable a t moderate cost for r ight of way. 

Approaching the business sect ion, the new routes, instead of continu­

ing into the central area, would be terminated a t a center-g irdl ing 

inner-loop highway, in i t s ultimate development a lso a l imited-access 

thoroughfare. The function of this loop i s to d is tr ibute t r a f f i c 

from and to the several radiating thoroughfares to and from points in 

the central area. I t w i l l a lso serve to divert around the business , 

section the "passing-through" t r a f f i c that now adds so heavi ly to the 

congestion of downtown s t r e e t s . 
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To determine the need fo r such a plan and provide a factual 

bas i s fo r dec i s i ons on p r i o r i t y o f improvements within i t , and for 

the de ta i l ed design o f such improvements» are the purposes o f o r i g i n -

and-dest inat ion surveys thus far undertaken by Hi c i t i e s in coopera­

t ion with State highway departments and the Publ ic Boads Administrat ion. 

The 0 & 3) survey does not alone supply a complete answer to the 

problem; i t i s rather a needed addi t iona l instrument toward the des i red 

so lu t ion . For the proper l oca t i on o f thoroughfares three major c l a s ses 

o f f a c t s must be ava i lab le ! 

1s t . Facts regarding the c i t y ' s topography, genera l ly 

depic ted on ex i s t i ng topographic maps. 

2nd. Facts concerning the present kind and degree o f 

land usage and property v a l u e B , genera l ly a v a i l ­

able in property p la t s and tax assessment r eco rds . 

3rd. Facts concerning the volume and d i r e c t i o n o f major 

t r a f f i c movements within the c i t y . These are the 

f a c t s developed by 0 & D surveys. They are usual ly 

depic ted on a new kind o f map. d i f f e r i ng mater ia l ly 

from the famil iar form o f s t r ee t t r a f f i c map, which 

we may c a l l a motographic m̂ ap - a map o f movement. 

Such a motographic map shows c l e a r l y the d i r ec t ions and volume 

Of the p r inc ipa l a r t e r i a l movements, Indicates the des i rable general 

d i r ec t ion o f new thoroughfares, and permits a determination to b e made 

o f the volume o f a r t e r i a l movement that can be a t t rac ted to thorough­

fare l i n e s loca ted in de t a i l in considerat ion o f known topographic 

and property cond i t ions . 
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Funds authorized by the recent Federal Act are ava i lab le now, 

both f o r cons t ruc t ion o f c i t y thoroughfares and fo r essen t ia l planning 

purposes, including 0 & D surveys, as a genera l ly absent, but essen­

t i a l bas i s fo r planning. 

In the immediate expenditures fo r const ruct ion we are attempts 

ing as bes t we can to be sure that what i s now done w i l l be measurably 

e f f e c t i v e in r e l i e f o f present congest ion and w i l l conform to a future 

plan developed in accordance with the p r i n c i p l e s enunciated. 

Unfortunately such plans are not now at hand in most c i t i e s , 

and we cannot delay a l l const ruct ion awaiting their development. We 

are urging the undertaking o f or ig in-and-des t inat ion surveys as 

essen t ia l to the preparation of sa t i s fac to ry plans , and as one o f the 

bes t means o f supplying information needed to answer many o f the 

quest ions that Inevi tably a r i se concerning the e f f e c t s and benef i t s 

o f plans proposed, fo r want o f which planning e f f o r t heretofore has 

so of ten been frustrated by i r r e c o n c i l a b l e d i v i s i o n o f pub l ic op in ion . 

In dwelling upon the need o f be t t e r thoroughfares for the 

accommodation o f motor t r a f f i o , I have not intended to suggest that 

the f a c i l i t a t i o n o f that mode of in ternal movement w i l l provide the 

complete answer to a c i t y ' s internal t ransportat ion problems. Mass 

t ransportat ion, which at one time served almost the t o t a l i t y o f 

a r t e r i a l movement, i s s t i l l a large f ac to r In terms o f the number o f 

persons moved. I t s f a c i l i t i e s should be improved both in rout ing 

and vehicular design and operat ion, in order to rea t t rac t as much as 

pos s ib l e o f the l o s t patronage* 
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Means to th is end should "be considered in connection with a l l 

plans fo r expressway development, 

The const ruct ion o f expressways without p rov i s ion fo r parking 

o f the veh i c l e s more expedi t ious ly moved to the business sec t ion w i l l 

a f fo rd only a p a r t i a l so lu t ion to the c i t y t r a f f i c problem. Without 

adequate parking p rov i s ion the benef i t s o f new expressways may be 

l a rge ly n u l l i f i e d , and ex i s t ing i l l s o f congest ion in some cases 

magnified. With this b r i e f reference i t i s appropriate that I leave 

the d iscuss ion o f parking to a fo l lowing speaker. 

In c l o s i n g . I should not f a i l to emphasize that the development 

o f be t te r thoroughfares i s only one o b j e c t i v e o f the larger task o f 

c i t y rebui lding which the theme o f th i s session recognizes as 

Tomorrow's Business. Plans for thoroughfare improvement must be 

cons is tent with plans fo r modernization o f other elements o f the 

composite c i t y s t ructure. I mention e s p e c i a l l y the need o f a c l o s e 

co r r e l a t i on between thoroughfare and housing plans and plans for 

parking and mass transportation f a c i l i t i e s . Planning fo r improved 

thoroughfares should therefore be advanced as a consis tent and 

in tegral part o f a wel l considered ove ra l l plan, encompassing a l l o f 

the f a c i l i t i e s necessary for be t te r l i v i n g in the Oity o f tomorrow. 


