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80 much hes been sald and written about traffic congeetion in
cities and the development 6f thoroughfares to relieve the congestion,
that 1t may seem to you just & bother to have to listen o 1t all over
aéain. But, although it 1e scarcely possible that the existencs of a

| gerious problem can have escaped your attention, and although most of

'.this audience probvably shares with nesrly every one elss the feeling,
that sémefhing should be done about it, the faet is that precious
1ittle hae been done about it.

The situation'reminds one of the story about the man who
complained that hie wife was alweys asking him for money. When asked
how much he had had to give her, he said he hadn't given her any, yet.

It 418 & matter of money that gives me such excuse &g I mey need
to renew the question with you todﬁy. For, today there is & subqtantial
.sum of monay-waiting t0 be spent for the development of city thorough-
farest waiting to he spent for that purpose and for that purpose only:
and etill walting to be spent.

. It is money earmarked for improvement éf-Federal—aid routes in
urban areas and aufhorized for expenditure in the current and two
sucoeeding fiscal yesrs by the Federal-Ald Highway Act of 1GUl. Urban
areas in the language of the Act are areas defined aboui and including

all municipalities of 5,000 and more population. The Federal-aid



routes, by the loglc of their'sélection. are the principal thorough-
faree of the asreas bthey traverese. | '

For the improvement of ﬁuch principael routes in such urban
areas the Federal Act authorizes the allotment of $375,000,006 from
the Federael Treasury in equal.annugl instalments of $125,000,000 over
a periocd of three fiscal yesrs, and requires these Bﬂmé ganerally to

be doudled by addition of State or municipal matching contributions,
the combined sums to be spent with joint approvael of the State highway
dopartﬁents and the Publie Roads Administration. To aseure an
equitable sharing of the Pederal contribution the law directs
aﬁportionmant of the authorized funds among the several States in
pfopdrtion to their populations resident in olties of 5,000 persons:
and more. |

Although the Act referred to was one of the more important
measuree enacted by the Congress in preparatlion for what at the time
it was the fashion to call tge poat-war period, it was not intended
end should not now he regerded as a mere palliative of temporasry
post-war 1lls. While the construction work for which it provides
will afford a substantial volume of employment, its priﬁary purpose
18 not the increase of employment opportunity. Rather, it was
intended to effect the'beginning of what should prove to be n sustained
program directed to the modernization of the country‘s existing
obsolescent system of roads and sitreets. Such a progrem, in respect
to the system as & whole overlong deferred, is for no part of the
aystem more needful than for that part which is comprised of the main

arteries of citles. Rellef of the congestion that cloge these
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arteries is widely recognized as one of the most difficult of city
.froblema -a problem go difficult that few citles have dared to
;taékle it with their own resources alone‘. Indeed, they should not
ﬁﬁve to tackle 1t alone, becavse the root couses of the congestion
vhich constitutes the problem lie 1n'part'in the mounting tide of
traffic poured into their principal thoroughfares from beyond the
ﬁunicipal limits.

To clties thus beset the Act of 194Y4 brings promize of a
1grge measure of Pederal esid. ¥or the first three years the promise
ié explicit. Divided equally asmong all.eligible urban areas, the
sun sauthorized for éach year would amount te a dollar and a half per
capiﬁa - a Yederal contribution equalling or exceeding the total of
street revenue rsised by local taxes in many olties. TFor the longer
fuﬁure the promise of contlnued aid is implicit in the steadfastnesa
of Federal purpose demonstirated through a long history of cooperation
with the Stztes under the basie Federal Highway Act of 1921, of which
the 1944 Aot 1s the latest smendment.

Intended as sid for the rellef of an intolerasble congestion
of clty arteries, the desirable specific uses of the proferred Federal
funde will be betier understood if we consider for & moment the -
couses of the congestion it is their purpose to relieve.

The beslc cause, of course, is the phenomenal increase of motor
vehicle usage, resulting in a general increase of all highway traffie,
More particularly, i1t ie csused by the inherent ftendency of traffie
to collect from many feeder streets into arterial streams on a few -

sﬁreets. On those few stresta the hemvy collected arterlal movement
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is intermingled with, and its free flow impeded by, a slover,
atarting—&nd—atopping mévement of local traffie? and at ﬁumeréus
1ntersecting etreets 1t s piled up by the complete sboypage necesseary
to permit aafe passage of crossing traffic.

The streets, which by election of the traffic itself, are thus
feqﬁired o take on an arterial function are usuelly not dlstinguished
by especial physical fihness to perform their role. They are chosen
ag arteries generally hecause of the directions in which they run and
the advantage of their lecation as the direct lines between origine
and degtinatio#s of largé volumes of mdﬁement wiﬁhin thé eity. They
are oftén less adoquate in capaclty to the traffic loadlimpo;ed'upon
them than other streets. Their lines - even their widths - are often
the lines and widths of eone~time rural highwaya'leading to the éity
when'it was smaller, now eﬂgulfed in the growth of the city. Often
in remarkable inversion of need, their width increases gutw#rd from
the center of the oity, which was the older town, partaking cf the
greater width to which the highwaya were established at later and
85111 later periods.

¥hile these seme streets have generally a long history of.arterial
usage, the demand of that usage far exceeds that of earlier years in
co#sequenoe of the phenbmenal inerease of the arterial movement of
notor vehicles. Yorty years ago their artetial movement may have
been conveyed largely in street cars. BStreet cars may 8till bYe
operatad; if so, the problem of accommodating the heavy motor vehiole
movement 18 complicated by their presence. Or the tracks may have

been removed and busses substituted, or mass transit abandoned -
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entifely, #a is often the case in smaller cities. But, however,
their arterial movement may now be conveyed, in numbdere of vehicles
it 18 constituted largely of motor vehicles, and it is generally an
.8l1l-too~ohvioue fﬁct thet these streets are inadequate in dimension
end design to the dlecharge of the heavy treffie that presses through
fhem} Result - éongestion.

| Often thése arteriél_streets. especially in their more central
reaches, ere bueiness streets. This is & natural consequence of
their evolution from earlier highways and “main streets" of the
older town. Generally - and this 18 & significant fact in view of
the provision now made for Federal ald - they are the streets that
moet directly connect fhe principal modern highways a@pwoaching the
éity with the clty center. As previoualy suzgested, they occupy
often the actual locations‘of_these.same highways, now 1hcorporated
in the city etreet plan, The ﬁore important highways generally are
already included in the Federai-aid gyastem for which, both in and
out of the oities, funds are provided by the recent Act. If,
especially in the clties, some of the more important arteries are
poh included, opportunity to inciude them mey now be afforded by the
~pending designation of terminal distributiﬁg connections of the new
interstate highway system. Such connections will automatically be
ad&ed té the Federal-aid system\and thue become eligible for ilmprove-
m&nt with Federal assistence,

What ie the traffic that uses thase arteries in snd near the

cifies? What are 1ts Qourcea and 1ty destinations? Suppose we begin

with the connebting rural highways outside the olty limits. The iden
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once widely held that much of the traffie on thesse main rural routes
is a ﬁovement that cen be by-patsed around the city has been
complétely dispelled by the highway plenning surveys, At large
‘éities 90 percent or more of 15.15 bound to or from the oity 1tself;
The péfcentage of cityuboﬁnd and originated traffic diminishes
somevhat with size of the city, but even at towné of 2,500 population
a full 50 percent of thg approaech highway traffle is often fouﬁd to
be destined to, or originated in the town. Moreover, the pointe of
origin'and destination in the-cities, both lafge.and'émall. are found
to 115 in very large part in the central bueiness afaﬁ; the very
heart of the city. |

| The c¢ity streets which connect at the munieipal limits wiéh
these mein rursl highweys are thus even at the fery edges of the clty
already 1mpresaed with-an arteriel function. As they lead 1nﬁard,
gsnarally by courses as direct as possible toward the city centér;
thaylpick up internal arterisl movement, their traffic volume rapidly
mounting to congesting pesks toward the eity center.

| Reaching the center theae streets usually pass directly through

the heart of the business:aection and on through the other hslf of
the eity to comneetlon with a ﬁrincipal rural highway at the farther
perimeter, marked in this othér half of theirltraverse of the eity
b& the same arterial traffic characteristles. Since they afford the
more dirsct channels of movement for $raffle, both external and‘internal,
bouﬁd from one side of the city ﬁo the other, they are used by such
traffic in preference -to other less direét rogﬁes. and so oonduct

directly through the busiest section of the city a substantial volume
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of movement, which neither in origin nor destination is concerned
with that section. In the City of Providence, Rhode Island, for
example, & recent survey has shown that no less fhan 48 percent of
all vehlclees entering the downtown business section enter it only

to pass through to other parts of the city.

| This 1s the problem. Now, what can be done sbout 1t? As I
ﬁavg glready 8aid, the therai Government offers its ald toward & -
solution, directed and confined to improvement of the very arteries
on vh;ch the problem exiats. There i1s nothing in the past experience
to suggest that the aid now offered will not be continued until the
_problem 1s licked, if the States and thelr citles evidence that they
desire it.

The existence of sericus city traffic congestion and a general
realization of the need for ite relief were most prominently cited to
the Congress as reasons for the earmarking of speciel funds for urhan-
aree. expenditure. The Oongress will doubtless expect a substantial
measure of congestion relief to follow from the suthorized expendi-
ture. To assure such a result the Public Roade Administration is
asking that every project undertaken shall result in soms substantial
enlargement of the traffic capscity of the existing sireet facllity.

Mere repaving of streets will not accomplish this end. Street
widening, insuffielent to provide at lemst an additional traffic lane
1n.each direction will not accomplish i%; and widening, even when it
results in added lanes, will not surely end congestion. It may
simply invite the diversion of traffiec from other streete and end in
congestion of a larger volume. Such was the ieeson expensively learned

by Detroit from its widening of Woodward Avenue some years sago,
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In the smaller cities, where the volume of potentially
divertible $raffic is not great enéugh ﬁo'reeongest the widened
street, widéning which resulﬁs in additional lanes may be effective
for & term of yesrs. 1In large cities it failes to touch one of the
nost potent causes of congestion - the interference of heavy cross-
street traffic.

Bffeetive widening of an existing street functioning as a main
artery is often highly expensive in prdparty damage - the more so the
gregter'the need, As instance again there is the Woodward Avenue
experience in vwhich property damage and righi-of-wey acoounted for
nearly 10 million of the $11,128,000 total cost. Faced with this
dilemms, there have been instencee in some of the smaller eities in
which relief of the congestion of an existing artery has'been'sought
in the improvement of a nedrby para;lel atreet on-wﬂich'widaning hgs
been more feasidle. In some imstances this has resulted in such a
transfer of business advantage from the old to the newer main stree}
as %0 force the actual removal of established businese and & heavy
depreciation of property valueg on the older thoroughfare -~ a conse-
gquence greatly tc be deplored from every point of viéw.

Because widehing alone cannot reach, and may even exaggerate
the effects of cross-street interference as one of the principal
causes of thoroughfare congestion, and because where most needed'it
can be accomplished thy at the expense of great damage or the virtual
destruction of valuabie ehutting property and other intereats, the
welght of suthoritative opinion has been thrown more and more in recent

years toward a solution invelving the creation of an entirely new type
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of théroughfare -~ the limited -~ or cbatrolled access highway. 4 few
such highways have been built - notably the Westside and Gowanus
Elevated Highways and Henry Hudson Parkway in New York, the Davison
limited Expressway in Detroit, the Arroya Beco and other expresswaye
in Los Aﬁgéles and an early development of the same type in St. Louis.
FNumerous f#eilities of similar character are now projected in these
and many other cities. |

In its purest form the controlled-access highway or expressway
s designed to perform an arterisl function only. Local usage is
excluded by the lengthening of infervals_between'pointa at which
ingress and egress is permitted and by barrier strips of land separat-
ing the expressway proper from all marginal property. All street
.1ntersection at grade is eliminated £y-depression or elevation, either
of the expresswny Or Cross streéts. Construction of such & facility
within the right of way of an existing street is prectically impossidle.
Fensible location must generally be found on & lins approximately
parallel to, and not far removed from the existing street or streéts
which previousiy have served the arteriasl movement to be accommodated.
Attraction of the arterial movement from these streets to the new
free~-flowing artery ensbles them hetter to serve their remalning locel
traffio; ahd the limitation of direct access $o the new faéility
prevente the tranafar of property locational advantage previously
clted as a consequencs of simple widening.
| Such complete application of the principles of limited sccess
is perheps needed only in the larger cities, and in these in many

cases may be feasible of attailnment only by a process of planned stage
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‘develepmenf. In smaller cities the volumes of arterisl mevement and
cross ﬁraffic flows mey not be large enough to justify lmmediantely
~ the expensivé feature of 1nterséct16n grade.sepdration. The sﬁaller
oitiés, however, have ah adfantage that should not be lightly discarded
to plén now for the-gradu§1 evolution of full expressway facllities
*qé the need mafﬁraé. | |
o Such an evolutionary plen may be developed in several stages
in something like this fashion: ' |
Stage'l. locate lines of the future expresswayrto be
deﬁelopéd on a bléak—wide right of way. Acquire
the right to limit lmprovement and use of property
in the included block and oonvaft the existing

bordering streetes to one-way usage.-

‘Btage %. Acquire the fee of included property, raze buildings
end construct a divided erterial highway'withoﬁt
grode separation or closure of existing croes streets.
In some cases conetruction of the arterial lanes mney
be deferred for s period during which the acquire&
land may be converted by eppropriate landscape treat-

ment into a central park,.

'Staga 3. Block minor cross streets by olosure of the barrier.
strip across them, diverting their traffie by way of
the bordering ptreets 40 nearby major crose streets
interseeting the arterial lesnes at grade.’ At this

stage the bordering etreets assume fully their ultimate

role a8 local frontage streets only.
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Stage 4. Separate intersection grades at major cross-streets
a8 necessary by elemation or, preferably, depression

of the arterial lunes,

In most clties eventual need will be found for at least two,
and generally more such thoroughferes, thelr approximate lines
detérmined by the necessity of connection with major'rural highways
at the clity limitse #nd appropriste approsch té the bﬁsineas center
at their inwar& ends, A system of thoroughferes so located
regembles the spbkes.of a2 whesl,

At the city perimeter there ls generally a forﬁunate_e;istsnce
of wedges of undeveloped land hetween the mein highways in which the
new'internal arteries can be located with least property damage and
right of way expense, Inside the city it commonly occurs that resi-
dence properiy in a zone adJacent to.the exlating arterial street is
somewhat depreciated and available at moderate cost for right of.way.
Approaching the business section, the new routes, instead of continu.
ing into the central area, would be terminaied at a center-girdling
inner-loop highway, 1n.1ts ultimate developmgnt also a limited’aéqpss
thoroughfare, The function of this loop ie to distribute traffic
fram and to the several radiating thoroughfsres to and from points in
the central area, It will aiso gserve to divert around the business.
section the fpassing-through! traffic that now adde so heavily to the

congestion of downtown streets,
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To determine the need for such a plan and prbvide a factual
basis for dacisions on priority of improvements within it, and for
the detailed design of such 1mp£ovoments. are the purpovses of origin.
. and-destination aurfsya thus far underteken by 41 citles in coopéra—
tion with Btate highway dapertments and the Pﬁblic Roﬁds Administration,
The 0 & D survey does not alone supply a complete-anawar t0 the
problem; 1t is rather a needed additional instrument toward the desir§§
solution, For the proper 1qcatibn of thoreughfaresz three major classes
of faots must be avallable;
lét. Faocts regarding the eity's topography, ganeraily
depicted on existing topographlc maps, |
2nd, Pacts coneerning the present kind and degree of
iand usage and prpperty values, generally aveil-
able in property plats and tax assessment records,
3rd, Fects concerning the volume and direction of major
traffic movements within the city, These are the
factas developed by 0 & D surveys, They are usnaliy
depicted on a new kind of map, differing meterially
from the familiaf-form of street traffic map, which
we may cell a motographic mpp - & map of movement,
Such a motographic map shows clearly the directions and volume
o: the principal arterial moveménts; indicates the desirable general
direation of new thoroughfares, and permita a determinatioﬁ_to be made
. of the volume of arterial movement thét can be attracte@ to thorough—‘
- fare lines located in detall in consideratlon of known t@pogréphic

- and property conditions.
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Funds authorized by the redent_?ederal Act are avallable now,
both for construction of c¢ity thoroughferes and for essentisl planniﬂg
purposes, includinglo & D surveye, as a generally absent, but essen-

tial basis for planning,

In the immediate experditures for construction we are aﬁtemptq
ing as_best we can 10 be sure that what is now done will be measurably
effective in relief of present congestion and will conform to a future
‘plen developed in accordance with the principles snunciated,

Unfortunately such plang are not now at hand in most citles,
and we cannot delay &ll constiruction awaiting their development. We

'are urging the underisking of origin-and-destination surveye as
essential to the preparation of satisfactory plans, end asg one of the
best means of supplying information needed to snswer many of the
questions that inevitably arise concerning the effects and benefits
of plans proposed, for want of which planning effort heretofore hee
so often been frustrated by irreconcilable ¢1visioh of-puhiic opinion,

In dwelling upon the need of better thoroughfares for the

accommedation of motor traffic, I have not intended to suggeat that
the facilitation of thet mode of internal movement will provide the
complete answer %o a city's internal trausportation problems, Mass
transportation, which at one time served almost the totallty of
arterial movement, is étill a large factbr_in terms of the number of
Dersons moved, Its facllities should be improved both in routing
snd vehlcular design and operation, in order to reattract as much as

possible‘of the loat patronage,
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Means %6 this end sh§uld be conaidergdrin connection with all
plans for expressway development,

The constructipn'ef expressways without provision for pg:klng
of the vehicles more expeditiously moved to the businéas'section will.
afford only a pertial eolution to'tha elty traffic prob}em. Without
adequate parking prevision the benefits of new expregsways may be
- largely nullified; and existing 11ls of congestion in some cases
magni}ied. With thie brief reference it is appropriate that I leave
" the discusalon of parking to a followlng speaker,

In qlbsing, I should not fmil to emphasize that tha‘development'
of better thoroughfares 1s only one objectiﬁe of the larger taék‘of
city rebuilding which the theme of thie seselon recoghizss as
Tomorrow's Business, Flans for thoroughfare 1mbrovement must 59
consistent with plans for modernization of other elements of the
composite city structure, I mention espécially the need of_a.closa
corralatiop between thoroughfare and housing plans and plans for
parking and mass transportation facilities. Planning for improved
thoroughféres ghould therefore be advanced as a consistent and
integral part of a well considered overall plan, epcempassing all of

the facilities necessary for better living in the City of Tomorrow,



