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The construction of an expressway permanently el iminates nearly a l l 

of the correct ible causes of t r a f f i c congestion. 

There are no grade crossings or t r a f f i c , limits, on an. expressway to ha l t 

t r a f f i c at frequent in terva l s . Halt ing t r a f f i c congests t r a f f i c . 

There are no parked vehic les to encroach upon the space for moving 

t r a f f i c and by the hazard of their presence slow the speed of veh ic l e s . 

There are no pedestrians on expressways; hence the hindrance of 

vehicular movement caused by their presence i s completely absent. 

$here i s no l e f t turning of vehic les on an expressway. Consequently, 

the snarling e f f ec t s of t h a t . d i f f i c u l t maneuver are completely el iminated. 

Since there i s no direct access to adjoining property from an express" 

way and no halt ing of vehic les before bui ldings , there i s complete freedom from 

a l l the congestive conditions associated with the presence of such s t r e e t -

abutting property. 

I t i s unthinkable that an urban expressway w i l l have l e s s than four 

lanes* and the minimum of two lanes for each direct ion of movement should i n 

var iab ly be separated by a median s t r i p , commonly a turfed central area, which 
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serves as an e f f e c t i v e devisor of the t r a f f i c streams of opposite d irect ion , 

The minimum of two lanes for movement i n each d irect ion permits f r e e 

passage of slow, by fas ter moving vehic les , and the separation of direct ions 

of movement permits passing maneuvers to be executed at w i l l without hazard of 

c o l l i s i o n with oncoming vehic les seen or unseen. 

On a well designed expressway a marginal space or shoulder i s provided 

to the r ight of the t r a f f i c lanes f o r removal of disabled or other halted 

vehicles , c lear of the paths of moving vehic les . There are no t ie-ups from such 

stopping. 

Entrances t o , and exits from an expressway are spaced at long in terva l s , 

never l e s s than, a quarter-mile, and generally a t ha l f -mi le or longer distances . 

Entrance and ex i t are usual ly e f fec ted at the r igh t . 

There i s ample notice of the approach to c l e a r l y iden t i f i ed ex i t p o i n t s . 

At a su f f i c i en t advance distance the roadway i s widened at tho r ight to include 

a c l e a r l y marked e x i t , or deceleration lane , into which departing vehic les can 

be directed and slowed down in good season for the ex i t by ramps of convenient 

alinement and slope e i ther into a bordering frontage roadway of l oca l usage or 

direct ly into the t r a f f i c stream of an intersect ing s t ree t , 

Por entrance, s imilar ramps conduct vehic les from cross s treet or f ront 

age roadway into an entrance or acce lerat ion lane a t the right of the express 

Roadway, and of su f f i c i ent length to permit entering vehic les to gather speed and 

ffierge sa fe ly with the expressway t r a f f i c . 

By those provisions the obstruction of through movement on the expressway 

V departing and entering vehic les i s reduced to a minimum* 

Traf f ic moves on an expressway. That i s what the t r a f f i c i s there for ; 

&n& the expressway i s designed to af ford i t every f a c i l i t y to do so , 

xxxxxx 
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The movement occurs in an orderly stream, r id of a l l pract icable 

hindrance and. obstruct ion. That i s why one four- lane , divided expressway w i l l 

carry with ease and convenience, and at speeds at l eas t twice the normal for 

ordinary s t ree t s , e ight times the t r a f f i c that can be accommodated in the 

presence of parked veh ic l e s on an ordinary c i t y s treet of 4 4 - f o o t width, and 

f ive times the t r a f f i c a street of 40-^foot width w i l l accommodate without 

parking. 

The f u l l , moving-traff ic capacity of an expressway remains, unreduced 

by any post-construct ion changes of i t s environment, because an expressway i s 

insulated from i t s surroundings. 

. And, added to a l l these permanent advantages of t r a f f i c f a c i l i t a t i o n , 

ah expressway e f f ec t s a permanent reduction of the highway accident t o l l , by 

eradicating the probabi l i ty of heacUon, and intersect ing c o l l i s i o n of vehic les 

and co l l i s ion , of vehic les with pedestrians, and by reducing, as much as road 

design can, the probabi l i ty of accidents of other causation. 

# * * * * 
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The most c o m p e l l i n g d r i v e b e h i n d e n g i n e e r i n g r e s e a r c h and e n g i n e e r i n g 
opera t ions i s t h e p r e s s u r e e x e r t e d b y s o c i a l and economic p r o b l e m s . As p rob lems i n 
ihese f i e l d s "become t o o e x t e n s i v e i n t h e i r s c o p e o r t o o a c u t e i n t h e i r a d v e r s e 
e f f e c t s t o he l o n g e r i g n o r e d , v a r i o u s phases a r e p l a c e d i n the l a p s o f t he e n g i n e e r s 
for s o l u t i o n , f r e q u e n t l y w i t h t h e p u b l i c tongue i n c h e e k . P o s s i b l y our e n g i n e e r i n g 
attack has b e e n c h a r a c t e r i z e d b y the a d o p t i o n o f l i m i t e d o b j e c t i v e s , o r a t the 
other ex t reme, t he p r o p o s a l o f g r a n d i o s e schemes so e l a b o r a t e tha t t h e y f a l l under 
their own w e i g h t . Y e t , such i s the t e c h n o l o g i c a l competence o f t h e U n i t e d S t a t e s 
that, o n c e i n m o t i o n , t h e e n g i n e e r i n g t e c h n i q u e s move q u i c k l y beyond the e q u a l l y 
Important c o n c o m i t a n t s o f a d m i n i s t r a t i o n and f i n a n c i n g . This i s p a r t i c u l a r l y t r u e 
in the f i e l d o f highway deve lopmen t . Ho one w i l l ques t ion , t he r a p i d p r o g r e s s tha t 
has b e e n made i n t he deve lopment o f m a t e r i a l s , i n e n g i n e e r i n g d e s i g n and c o n s t r u c 
tion methods . The amazing p l e t h o r a o f equipment tha t has come i n t o d a i l y use f o r 
the b u i l d i n g o f highways i s o n l y e q u a l l e d b y the f a n t a s t i c p r o d u c t i o n o f a u t o m o t i v e 
equipment t o o p e r a t e o v e r them. B e f o r e t h e s e e n g i n e e r i n g t e c h n i q u e s c a n come t o t h e 
r e l i e f o f t he c i t i e s t o a i d them i n t h e i r t r a f f i c dilemmas and t he r e d e s i g n o f 
the h i s t o r i c , bu t outgrown c i t y p a t t e r n , t h e r e must, f i r s t be a v a i l a b l e t he n e c e s s a r y 
admin i s t ra t ive a u t h o r i t y , i n c l u d i n g l e g i s l a t i o n and c o n t i n u i n g f i n a n c i a l s u p p o r t . 

This d i s c u s s i o n i s d e s i g n e d t o examine new F e d e r a l highway l e g i s l a t i o n 
and i t s p o t e n t i a l s f o r r e a l a s s i s t a n c e t o the c i t i e s whose t r a f f i c p r o b l e m s a r e 
l i t e r a l l y s u f f o c a t i n g them and whose r e l i e f r e q u i r e s major o p e r a t i o n s . 

The F e d e r a l - A i d Highway Ac t o f 1944 h o l d s g r e a t e r p r o m i s e o f a i d t o the 
c i t i e s than any o t h e r r e c e n t na t iona l , l e g i s l a t i o n , b e c a u s e i t s u p p l i e s t h e two 
e s s e n t i a l s o f a d e f i n i t e l o n g - t e r m a d m i n i s t r a t i v e p a t t e r n and f i n a n c i a l a s s i s t a n c e 
reasonably comparab le t o t he work tha t can b e a c t u a l l y a c c o m p l i s h e d under e x i s t i n g 
Condit ions, To e v a l u a t e t h i s new l e g i s l a t i o n i t i s n e c e s s a r y t o r e v i e w the 
concepts o f t he e a r l i e r l e g i s l a t i o n and t h o s e which a r e embodied i n the c u r r e n t 
^ct . The F e d e r a l - A i d Highway A c t o f 19^4 a l o n e , among a l l highway l e g i s l a t i o n i n 
the c o u n t r i e s o f the w o r l d , aims a t t he ach ievement o f an i n t e g r a t e d deve lopment 
°f the major c l a s s e s o f s t r e e t s and highways t o e f f e c t an u l t i m a t e n a t i o n a l t r a f f i c 
tetworte* I n t h i s , i t s p r i n c i p a l c h a r a c t e r i s t i c , i t abandons t he l i m i t e d o b j e c t i v e s 

the F e d e r a l Highway Ac t o f 1921 and a l l S t a t e l e g i s l a t i o n o f the e a r l i e r p e r i o d , 
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to recognize, and provide f o r , the revolutionary changes that have occurred in a 
quarter o f a century in the character o f highway improvement needs. 

In 1921 the preponderant need, c l e a r l y recognized as such, was for the 
creation o f a pr inc ipal rural highway system. The Federal and State highway laws of 
the same period centered upon th i s s ingle ob jec t ive , a cooperative and sustained 
attack calculated to achieve maximum mileage service in the shortest poss ib le time. 
The Federal and State Acts a l i k e embodied these sa l ient pr inc ip le s ; The designation 
of l imited systems o f main inter-urban, rura l highways, and the a l l oca t ion of ear
marked funds for use i n the improvement of the l imited systems designated. 

Thus, at the Very outset o f the remarkable a c t i v i t y i n highway development 
that dist inguished the two decades from 1920 to 1940, the two conditions v i t a l to 
the success of that a c t i v i t y were f irmly establ ished by law. These condit ions, as 
already indicated, were; 

1, A de f in i t e object ive; and 
2 , An assurance of continuing f inanc ia l support* 

Individuals narrowly concerned with the in teres t s of c i t i e s on the one 
hand, and persons shortsightedly regarding rural in teres t s on the other, with some 
show of superf ic ia l warrant, might have condemned the exclusions of these f i r s t 
Eiodern highway charters . Nearly a l l the laws enacted not only did not provide for 
the improvement of s tree t s in c i t i e s , but a c t u a l l y by spec i f i c exception -prohibited 
expenditure o f the funds they created for any work inward of the fr inges of c i t i e s . 
\nd, a l l a l i k e , they excluded from the systems of main rura l highways by far the 
larger port ion of rural road mileage, and that , the part most int imately located 
in r e l a t i o n to rural homes. 

The fac t i s that in the ear l i er years a t l e a s t , scarcely a voice was 
raised in opposition. City people, wel l s a t i s f i e d general ly with the condition of 
their s t ree t s , cheerful ly paid in road-use taxes the l i o n ' s share of the cost of the 
inter-urban rural highways, which ac tua l ly they desired above a l l e l s e . And rural 
people in general accepted the pract icable improvement of the longer part of their 
several routes to town as the more important part of the interminable task of road 
building to everyman's gate . 

The soundness of the pioneer p o l i c i e s was abundantly a t te s ted by their 
resul ts . In l e s s than three decades, while the flow of motor vehicle t r a f f i c grew 
from a t r i c k l e to a f lood , a system o f primary rural highways evolved from v ir tua l 
intpassability to a state approaching a reasonable degree of adequacy for the needs 
of the world's greatest highway movement. Meanwhile, however* there was an in 
creasing appreciation of the shortcomings de l iberate ly incurred when the p o l i c i e s 
were or ig ina l ly adopted, and a gradual re laxat ion of the r e l i g i o u s s tr ic tness of the 
exclusions. 

Expenditure of Federal highway funds in c i t i e s became permissible by amend
ment o f the Federal Highway Act in 1933, and l ikewise , provis ion was made for the 
expenditure of Federal funds. in the improvement of secondary or so-ca l led farm-to-
toarket roads. Permission to expend State highway funds on connections of the State 
?yBtem i n c i t i e s has been gained by State enactments general ly post-dat ing the 
federal law amendment; as ye t , however, in a number of States , no State fund i s 
provided for expenditure on rural roads not included in the primary State highway 
system. 

But, whereas the States have been slow to provide funds under State 
control for the improvement of c i t y s t ree t s and secondary rura l roads, a tendency, 

xxxx 
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emerging e a r l i e r , to apportion increasing parts of the State -co l lec ted road-user 
taxes to government subdivisions for expenditure on c i ty s tree t s and l o c a l rural 
roads, has ..developed more rapid ly . This s i tuat ion evidences a lack of apprecia
tion of the moderating and unifying r o l e which the State may des irably perform to 
assure an expenditure of the road-user revenues of maximum benefi t to road users 
generally* I t evidences, on the other hand, a far l e s s desirable tendency to 
apportion road-user revenues by l e g i s l a t i v e edic t , without benef i t of a general 
plan, as a resultant of competing claims advanced by the State highway department, 
tho counties and municipal i t ies of the State. The consequences of th i s tendency to 
date are re f l ec ted in tho d ispos i t ion of road-user revenues in 1946. record for 
this l a t e s t year shows a total of $ 1 , 4 1 0 , 5 3 9 , 0 0 0 a l l o t t e d for road and s tree t 
purposes including debt service , of which $ 9 9 7 , 8 7 7 , 0 0 0 , or 7 0 , 7 per cent was 
a l lo t ted for expenditure by the State highway departments; $ 3 5 0 , 5 4 7 , 0 0 0 , or 2 4 . 9 
per cent, was a l l o t t e d to counties and Svsser subdivisions for expenditure; and 
$63,115 ,000 , or 4 . 4 per cent, was d i r e c t l y a l located for expenditure by municipal i 
t ies . Making f u l l allowances for the known fac t that some part of the revenues 
available for expenditure by the State highway departments and the counties i s ex-
ponded on c i t y s t r e e t s , the obvious inference from these f igures i s that the c i t i e s 
havo not received much recognit ion in the competition for the d irec t a l l o c a t i o n of 
roacUuser revonuosi 

Into this s i tuat ion tho Fedoral-Ald -Highway Act of 1944 comes as a new 
dispensation, radiant with promise, for the c i t i e s e spec ia l ly . Of the $500 ,000 ,000 
total Fedoral appropriation authorised for each of the f i r s t three post-war years, 
$125,000,000 i s earmarked exc lus ive ly for expenditure, in "urban areas", defined as 
preas including and adjacent to munic ipal i t ies of 5 ,000 population or more. These 
funds, representing an oven 25 per cent of the to ta l appropriations authorized, are 
tmde avai lable for expenditure s o l e l y upon the federa l -a id highway system selected 
to serve the urban areas. "Urban area" i s a new l ega l concept which disregards the 
boundary l ines of governmental subdivisions and encompasses municipal and suburban 
sa te l l i t e areas i n ' a s ingle d i s t r i c t defined by t r a f f i c . I t recognizes the expan
sion of the c i t y as a f a c t accomplished. 

This Federal "earmarked11 fund i s a substantial contribution to the f inan
cial resources of c i t i e s . The $ 1 2 5 , 0 0 0 , 0 0 0 annual authorization, d i s tr ibuted 
evenly among a l l the urban areas in which i t may l e g a l l y be expended, would repre
sent an expenditure per capita of the included c i t i e s of $ 1 , 8 0 , on the basis of the 
1940 population. This $1 ,80 per capita i s made avai lable for construction only of 
the principal thoroughfares included in the f edera l -a id urban highway system. I f 
$U80 per capita does not seem an impressive provis ion to a id in the construction of 
principal c i t y a r t e r i e s , then l e t us compare th i s f igure with the to ta l current 
expenditures of the same c i t i o s for construction, maintenance, administration and 
latere si; payment on a l l roads and s t ree t s under their j u r i s d i c t i o n , on the bas is of 
tho same 1940 population f igures , which i s approximately $3 .65 per capita , The 
^federal contribution for construction of main ar ter i e s only, evenly d i s tr ibuted in 
each year p i s therefore approximately 50 per cent of the amount the c i t i e s are 
spending cf their own funds, for a l l road and s t ree t purposes. And this assumes 
that the Federal funds for each year w i l l be evenly d i s tr ibuted among a l l e l i g i b l e 
urban areas , which, of course, i s not the case. Applied, as I t actual ly w i l l be, 
^ durable construction i n urban areas d i f f e r e n t l y se lected in each year, the 
federal contribution w i l l represent, to the areas benef i t ted in each year, an addi
tion to the year 's expenditure of c i t y funds far above the 50 per cent r a t i o of the 
sven d is tr ibut ion , Although the actual rate of expenditure has not yet equaled the 

'^thorlzod amount, the new spec i f ic federal a id to urban highway construction i s 
feasonably scaled, 

Yet the funds par t i cu lar ly earmarked for urban-area expenditure by the 
xxxx 
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1944 Act do not measure the to ta l of "benefits that w i l l accrue to c i t i e s under i t s 
provisions. The Act a l so authorizes annual appropriations of $225 ,000 ,000 for ex
penditure on the primary Federal-aid system, ei ther within or without c i t i e s . Un
doubtedly, a substantial portion of the funds as authorized w i l l be expended for 
purposes of d irec t benef i t to tho c i t i e s , 

Vo would do scant jus t i ce to the broad purposes of tho Federal-Aid Highway 
Act of 1944 - even in a conference such as t h i s , - in which the primary concern i s 
addressed to urban in teres t s - i f we were to emphasize unduly the d irect f i s c a l 
benefits of the Act to c i t i e s . More importantly, the Federal Act aims a t nothing 
less than the achievement of an integrated development of a l l tho major c lasses of 
streets and highways, comprising the nat ion's s treet and highway network, natural ly , 
therefore, i t makes speci f ic f i s c a l provis ion for the f u l f i l l m e n t of recognized 
highway needs of rura l , as wel l as urban America. For the meeting of rural needs i t 
provides, in addit ion to the $225 ,000 ,000 annual authorization for expenditure on 
the primary Federal-aid system, a further authorization of $150 ,000 ,000 appropria
tions for each of the f i r s t three post-war years , expendable only for the construc
tion of pr incipal secondary and feeder roads. The authorizat ion for primary high
ways, though avai lable for expenditure on such highways both within and without 
c i t i e s , as previously stated, w i l l doubtless be devoted in major part to the bulk 
of the primary Federal-aid system which cons is ts of the pr inc ipal rural highways 
joining the c i t i e s . The funds authorized for secondary and feeder roads are to be 
expended wholly outside of urban areas, and exc lus ive ly upon the most important 
rural roads of th i s c l a s s , included in systems by jo in t act ion of State , county and 
Foderal highway author i t i e s . 

A l l of theso systems, for the se lec t ion or recognit ion of which the Act 
provides - the national in ters ta te system, the Federal-aid system in urban areas, 
the Federal a id primary interurban system and the principal secondary and feeder 
road system - when they are completely designated, w i l l combine to form a composite, 
integrated national network comprising a l l highways and s tree t s of any r e a l genera l i 
ty of usage. Together, they w i l l probably serve not l e s s than 85 per cent of ttie 
total vehicle-mileage of highway transportation; and they w i l l accomplish th i s large 
neasure of service by the inclusion of not much more than 20 per cent of the t o t a l 
mileage, of roads and s t r e e t s . The largo remainder of mileage w i l l cons i s t , in i t s 
rural components, of t er t iary and purely land-access roads, and, in i t s urban 
components, of the neighborhood and res ident ia l s treets of the c i t i e s . With sound 
reason excluded from the systems to which Federal-aid i s extended, th i s mileage 
will ac tua l ly const i tute a ros idual system, a l ike in i t s urban and rural components, 
serving the most l o c a l of highway transportation functions. 

Designation of the several systems envisaged by the 1944 Act i s proceeding 
with reasonable promptness. To date , more than 350,000 mi les , including a substan
t i a l mileage in c i t i e s of l e s s than 5 ,000 population, has been se lected for inc lu
sion in the secondary and feeder road system. 

Of greater interes t to the larger c i t i e s doubtless , i s the designation, 
announced on August 2 , of the complete i n t e r c i t y network of the national system 
of in ters ta te highways. This network, comprising 37 ,681 of tho 40 ,000-mi le eventual 
extent of the ent ire system, includes 2 ,882 miles in c i t i e s , forming the pr inc ipa l 
extensions into and through the connected c i t i o s . The remainder of 2 , 3 1 9 miles has 
boon reserved to permit addit ion in the larger c i t i e s of d i s tr ibut ion and circum
ferential routes , e s sent ia l as terminal connections of the system. Designation of 
this further mileage in c i t i e s , now under way, requires the c lose cooperation of 
° i t y , State and Federal au thor i t i e s , 

Tho addit ional designation of in ters ta te highway routes in tho c i t i e s 
xxxx 
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ift^li proceed simultaneously with the further se lec t ion of routes for addit ion to the 
federal-aid system in urban areas . The l a t t e r se lec t ion w i l l embrace the former, 
and in addition w i l l include the routes of substantial 1 importance as a r t e r i e s within 
the urban areas. The re su l t w i l l be a large expansion of the exis t ing Federal-aid 
mileage in the urban areas, and of course a corresponding increase in the scope of 
application of the Federal urban-^area funds* 

I t i s in i t s requirement of the planning of these systems, rather than in 
the appropriations i t authorizes for a short term of years, that the great fundamen
tal merit of the 1944 Act i s to be found, By the fac t that the new system se lec t ion 
i t requires w i l l accomplish a complete functional c l a s s i f i c a t i o n of a l l roads and 
streets , d i f ferent ia t ing c l ear ly between the two general c lasses of a r t e r i a l and 
land-service f a c i l i t i e s in both urban and rural areas, the 1944 Act i s dist inguished 
from the parent Act of 1921, which provided for only a p a r t i a l c l a s s i f i c a t i o n , and 
expedient f i r s t measure of planning. And by the further fac t that the new c l a s s i f i 
cation and system se lec t ion i s to be accomplished by the j o i n t decis ion of a l l 
a f fec ted- jur i sd ic t ions , municipal, county. State and Federal, the resu l t ing new 
determination i s stamped as a truly "federal" hi^iway program. I t w i l l be rather a 
wholly unif ied or federated program, requiring for i t s r e a l i z a t i o n the associated 
action of government at a l l levels* I t w i l l be tho Federal program only in the 
sense that i t w i l l define or f i x the purposes of future highway contributions of the 
National Government, with v i r tua l certainty, for years to come, even as l essor 
purposes and object ives were f ixed for mere than two decades by the Federal Highway-
Act of 1921. 

The great difference between the new and the o ld programs, as far as the 
c i t i e s are concerned, i s that tho c i t i e s are to be as c lo se ly associated in the new, 
as they were d e f i n i t e l y excluded a t tho inception of the old program. 

tlSie time when highway needs of the c i t i e s might be regarded as of l e s ser 
concern than rural needs, i s past , and too long past* Ko finding of the State-wide 
highway planning surveys i s more c l e a r l y es tabl i shed than tho f a c t that the t ides of 
rural highway movement have either their or ig ins or their dest inations predominantly 
in the urban areas. Kb longer tenable i s the idea, once prevalent, that c i t i e s arc 
placos to be avoided or by^passed by through highways. With certa inty , wo know now 
that the t r a f f i c that moves on these primary rural highways in the v i c i n i t y of every 
city i s , in i t s majority , a t r a f f i c destined to , originated in , the c i ty; that this 
majority r i s ae to 90 per Cent or more in the v i c i n i t y of the larges t c i t i e s , and 
remains substantial in the v i c i n i t y of c i t i e s much smaller, even down to the town of 
5,000 population. I t i s c lear , therefore* that the rural highways must have adequate 
connection in to , and through the c i t i e s , i f their t r a f f i c i s to be properly f a c i l i 
tated to i t s predominantly c i ty dest inat ions , and from i t s predominantly c i t y origins, 

Within the c i t y , the routes that are needed to extend and cross-connect 
the external primary highways are general ly found to coincide with major ar ter i e s 
serving heavy internal movements from residence quarters to the central business 
section of the c i t y . But while these usual ly rad ia l connections of the primary 
rural highways are often the most important ar ter i e s of c i t y t r a f f i c f low, there 
usually are other l i n e s of heavy a r t e r i a l movement, e i ther actual or p o t e n t i a l , that 
can be read i ly dist inguished by origin-and-dest ination t r a f f i c surveys. 

With few exceptions, these important urban a r t e r i a l t r a f f i c flows are now 
inadequately served by ordinary c i t y s tree t s , in which they are mixed with a great 
kal of l oca l movement, and obstructed a t numerous s treet intersect ions by t r a f f i c 
Ughts and cross f lows. Substantial volumes of a r t e r i a l movement between opposite 
sides of the c i t y now fo l low ex i s t ing s tree t s d i r e c t l y through the central business 
section' a**4 though they have neither or ig in nor dest inat ion there, add their burden 
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!bo s tree t s already crowded with e s sent ia l business movements, Origin-and-destination 
surveys have shown that this movement in t rans i t through the business sect ion may 
bulk as large as 50 per cent of a l l s treet t r a f f i c in the area; probably i t i s a t 
least one-third of the t o t a l business-sect ion t r a f f i c in a l l c i t i e s . She apparent 
need in this connection i s the provis ion of free-f lowing, be l t a r t e r i e s , c l o s e l y 
encircling the business sect ion, by which c r o s s - c i t y t r a f f i c can be conveyed from 
one r a d i a l artery to another without passing through the central area. 

In I t s r e l a t i o n to the c i t i e s , the Federal program contemplates, f i r s t , a 
clear def in i t ion of these essent ia l l ine s of a r t e r i a l movement, and thereafter a 
sustained appl icat ion of c i t y and, perhaps, State funds annually ava i lab l e , with 
federal a id , over what may wel l be the long period necessary to develop, in each 
city, a needed system of highways designed for the special service of a r t e r i a l 
t r a f f i c . The program w i l l not exclude any needed provis ion of outer circumferential 
highways, though i t may properly contemplate the locat ion of such routes in such 
manner as to serve the need for - connection between outlying urban sect ions , as wel l 
as the more commonly recognized objec t ive of c i t y avoidance for through-highway 
t r a f f i c 

The task of designating addit ional urban routes of the in ters ta te and 
Federal-aid systems i s the essent ia l f i r s t act of this program. I t i s a task that 
can bo great ly f a c i l i t a t e d by t r a f f i c origin-and-dest inat ion surveys, and one, in
deed, that cannot properly be completed in the absence of such surveys. Federal 
funds are ava i lable , at the d i spos i t ion of the State highway departments, to defray 
part of the survey costs , and have already been so used on surveys undertaken in 
more than 60 c i t i e s , Preliminary engineering reports have been made or are to bo 
made in one hundred c i t i e s , large and small . 

Use of the Federal urban-area funds authorized for construction, which 
preferably should have followed a more de l iberate planning preparation! has necessar
ily begun because of the pressing need for a s tart toward t r a f f i c r e l i e f . We hope 
to direct tho immediate construction expenditure to p r o j e c t s , and types and loca 
tions of improvement, l i k e l y to accord reasonably with the nature program of l a t e r 
development. 

As of August 15 , more than 85 per cent of the urbane-area funds authorized 
for the f i r s t post-war year had been programmed for speci f ic projects^ Al so at the 

middle of August, nearly 50 per cent of the funds authorized for the second yosx had 
been programmed; and the time for complete ob l igat ion of these funds extends to June 
30, 1949. In view of the d i f f i c u l t i e s attendant upon the launching of a new program, 
as yet l a s s than tv/o years in force , these accomplishments indicate a sa t i s fac tory 
rate of progress . 

Bearing in mind that an important objec t ive of the program i s the increase 
of s treet capacity and the r e l i e f of t r a f f i c congestion, we f ind tho character of 
the projec t s programmed p a r t i c u l a r l y grat i fy ing . 

Of the combined apportionments for the f i s c a l years 1946 and 1947, amounting 
to $243 ,750 ,000 , only $ 6 , 1 3 0 , 4 5 0 , or 2 . 5 per cent, has been programmed for improve
ments which w i l l not provide at l e a s t one addit ional t r a f f i c lane. These p r o j o c t s , 

Svolving 8 0 . 5 mi les of s t ree t s , are located general ly in small towns. Projocts 
volving 296 .1 mi l e s , and providing for the addit ion of at l e a s t one, and general ly 

fflore than one lane, have been a l l o t t e d $ 3 1 , 0 9 6 , 9 9 3 , or 1 2 . 7 per cent of the two-year 
aPportionment. High-type improvements, with road-ways cen tra l l y divided, but with
out control led access , and with only an occasional grade separation a t in tersec t ions , 
Planned for 1 3 7 . 9 miles , have been a l l o t t e d $ 3 0 , 2 3 3 , 1 6 2 , or 1 2 . 4 per cent of the 
W A n e d apportionment. 62 pro jec t s provide for needed protect ion a t rai lway-high-
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way: cross ings , general ly by the separation of grades. To those the allotment i s 
$19,639,079, or 8 . 1 per cent of tho apportionment for the t\*o years . But, e spec ia l ly 
pleasing, are 144 pro jec t s which w i l l resu l t in the construction of 1 3 8 , 3 miles o f 
new urban expressways, with a l l in tersect ion grades separated and complete access 
control. To these goes the l arges t share of the apportioned funds, an allotment of 
$77,412,645, or 3 1 . 8 per cent of the t o t a l . Properly, these projects are located in 
the larger c i t i e s . Their completion w i l l nearly double the mileage of urban express
ways now ex is t ing . 

Kiere i s altogether too much fear of the so-ca l led decentral iz ing e f f e c t of 
expressways, The type of decentral izat ion now in progress i s inevi table , express
ways or no expressways. Our c i t i e s are expanding, de-densifying. to use the act ion 
torm. In the expressways now planned we see only the beginning of provisions of the 
strong, now transportational bonds that are needed to t i e the future wider spread of 
metropolitan areas to the urban centers. Concern may be more construct ive ly directed 
to the extension o f municipal l imi t s to encompass tho actual spread of urban aggrega
tions, or (perhaps moro properly and) to other measures, f inanc ia l and l e g a l , ad
ministrative and planning, which w i l l conduce in other ways, as p o s i t i v e l y as express
ways within the scope of their p o t e n t i a l i t i e s , to the cohesive and harmonious devel
opment of the inev i tab ly enlarging metropolitan areas. 

Truly the provis ions of the 1944 Federal Act define a national program 
fixing anew the broad purposes of a long period of constructive a c t i v i t y toward an 
harmonious development of the major s troet and highway systems, as surely as tiie 
Federal HighwayAct f ixed the purposo of more than two decades of a c t i v i t y toward 
the development of a main rural highway system. 

One thing more i s needed. That i s a reasonable assurance o f the steadfast 
continuance of f inancia l support needed to carry out the program, For most e f f e c t i v e 
planning of the continuing a c t i v i t y , the finances to be ava i lab le , as nearly as 
possible, should be of assured or predictable amount. The Federal^Aid Highway Act 
of 1944 gives not ice of the extent of the Federal Government's contribution for only 
three years. Vfe are approaching the time when the authorization must be extended for 
a further period, Desirably, the Federal intent should be expressed i n terms of 
annual authorizations continuing over a period longer than three years , for two 
compelling reasons. The highway plant has reached such dimensions and accumulated so 
extensive obsolescence, a large annual reconstruction program i s necessary to main
tain a reasonable degree of service . A l s o , the projec t s that w i l l render maximum 
service, par t i cu lar ly in urban areas, can only be undertaken on a stage construction 
basis. 

But the Federal Government i s only one of many partners in the great 
enterprise charted by the new program. The other partners , par t i cu lar ly the States 
and c i t i e s , should s imi lar ly consider, and assuredly provide for the long-term 
financial support of highway improvements, the accruing need for which can now be 
objectively determined. Such a consideration was prec i s e ly the purposo of the 
exemplary invest igat ions of an interim committee of the Cal i fornia Legis lature , known 
&s the Col l ior Committee; and the l e g i s l a t i o n recently resu l t ing from tho recommenda
tions of that committee has gone far in the provis ion of assured long-term f inancia l 
support on the part of tho State government. The example set by Cal i fornia has 
l&ready inspired the undertaking of s imilar highway f inanc ia l planning in a number 

of other States , and others w i l l doubtless fo l low in due course. The methods of 
these studios on the plane o f the States , can be applied hy the c i t i e s with promise 
°f equally benef ic ia l r e s u l t s in the more p o s i t i v e assurance of necessary f inanc ia l 
^ans for an orderly and sustained attack upon the d i f f i c u l t problem o f urban 
b a f f l e congestion. 
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In summary, we have i n the 1944 Federal-Aid Highway Act , a truly national 
pattern for administration. A l s o , a reasonably adequate financing to provide a 
substantial i n i t i a l program i n each of the major c lasses of highways. I t v i t a l i z e s 
the concept of an a r t e r i a l t r a f f i c c irculat ion system for each urban area and the 
engineering tochniques are avai lable to se lec t these with certainty for the future. 
A s p i r i t of tolerance and f a i t h on the part of both publ ic and o f f i c i a l s w i l l insure 
successful progress in meeting certa in phases of the soc ia l and economic problems 
now character is t ic of our munic ipa l i t i es . Each one of the problems which can be met 
by more e f f i c i e n t internal transportation requires land. ControlledVaccess a r t e r -
i a l s , improved t rans i t , better terminals, su f f i c i en t parking areas, parks and park-
vjays and a l l other of such elements that w i l l be character is t ic of the re-designed 
modern c i t y - must reconvert space now used for l e s s important purposes. I t i s 
fortunate, and not a catastrophe, that people are es tab l i sh ing their homes outside 
the central c i t y areas . The space thus vacated i s needed for other publ ic purposes. 
It i s a happy circumstance that l i v i n g conditions for the family can be r e - e s t a b l i s h 
ed and permit the soc ia l as well as economic decay a t the heart of the c i t i e s to be 
converted to a publ ic a s s e t . I t i s certain that tho c i t i e s face a bright rather 
than a disastrous future i f f a i t h and courage are a t the helm. 

# * * 


