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The construction of an expressway permanently eliminates nearly all
of the correctible causes of traffic cﬁngestion.

There are no grade crossings or traffic.lightshon,anvexpressuay to halt
“traffic at frequent intervals, Halting traffic congests traffic,

There are no parked vehicles to encroach upon the space for moving
traffic and by the hazard of their presence slow the speed of wvehicles,

There are no pedestrians on expreésways; hence the hindrance of
vehicular movement caused by their presence is completely absent.

There is no left turning of vehicles on an expressway, Consequently,
the snarling effects of that difficult maneuver are completely eliminated,

Since there is no direct access to adjeining property from an express-
way and no halting of vehicles before buildings, there is complete freedom from
2ll the congestive conditions associated with the presence of such streete
ebutting propertiy.

It is unthinkable that an urban expressway will have less than four
lanesy and thé minimum of two lanes for each direction of movement should ine

variably be separated by a median stirip, commonly a turfed central area, which
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gerves as an effective devisor of the traffic streams of opposite direction,

The minimum of two lanes for movement in each direction permits free
-fassa.ge of slow, by faster moving vehicles, and the separation .of directions
of movement permits passing maneuvers to be executed at will without hazard of
,.60;1lision with oncoming vshicles seen or unseen,

On a well designeci expressway a marginal space or shoulder is provided
:to the right of the traffic lanes for removal of disabled or other halted
vehicles, clear of the paths of moving vehicles, There are no tie-ups from such
:stopping.

Entrances to, and exits f{rom an expfessway are spaced at long intervals,
‘.never less fhan a quarter-mile, and generally at half-mile or longer distances.
i'_Entrance and exit are usually effected at the right,

There ig ample notice of the approach to clearly identified exit points.
At 2 sufficient advance distance theé roadway is widened at the right to include
& clearly marked exit, or dece.laration lane, into which departing vehicles can
;TJG directed and slowed down in good season for the exit by ramps of convenient
'.alinemen'b and slope either into a bordering frontage roadway of local usage or
"directlg,' into the tfaffic stream of an intérsecting street.
” Tor entrance, similar ramps conduct vehicles from cross street or front- -
8ge roadway into an entrance or acceleration lane at the right of the express
Toadway, and of sufficient length to permit entering vehieles to gather speed and
llillerg_e safely with the expressway traffio,

VBy those pi‘ovisions the obstruction of through movement on the expressway
by departing and entering vehicles is reduced to a minimum,
Traffic moves on an expressway. That is whaﬁ rthe traffic is there for;
“and the expressway is designed to afford it every facility to do so.

XXXXXX



-3 BlCe16

The movement occurs in an ordérly stream, rid of all practicable
hindrance and obstruction., That is why one four-lane, divided expressﬁay will
carry with ease and convenience, and at speeds at least twice the normal for
ordinary streets, slght times the traffic that can be accommodated in the
presence of parked vehicles on an ordinary city street of 44~foot width, and
five times the traffic a street of 40-foot width will accommodate without
parking, |

The:full, moving-traffic capacity of an expressway remains, unreduced
by any post—cdnstruction changes of its environment, because an expressway is
ingulated from its surroundings.

. And, added to all these permanent advantages of traffic facilitation,
:an expressway effects a permanent reduction of the highway accidenttoll, by
Eradicating the probability of head-on, and intersecting collision of wehicles
and collisidn of vehicles with pedestriéns, and by redveing, as much as road

design can, the probability of accidents of other causation.

W% ok Wk
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The most compelling drive behind engineering research and engineering
operations is the presgsure exerted by social and economic problems. As problemsg in
these fields Yecome too extensive in their scope or too acute in their adverse
effects to be longer ignored, various phases are placed in the Taps of the englneers
for solution, freguently with the public tongue in cheek, Possibly our englneering
attack has been chargcterized by the adoption of limited objectives, or at the
other extreme, the proposal of grandiose schemes so elaborate that they fall under
their own weight, Yet, such is the technologleal competence of the United States
thet, once in motion, the enginesring techniques move quickly beyond the equally
imortant concomitants of administration and financing, This is particularly true
in the field of highway development, HNo one will gquestion the rapid progress that
has been made in the development of materisls, in engineering design and construc~
tion methods, The amazing plethera of eguipment that has come into daily use for
the building of highways is only equalled by the fantastic produection of automotive
equipment to operate over them, Before these engineering techniques can come to the
relief of the cities to 2id them in thelr traffic dilemmas and the redesign of |
the historic, but outgrown city vattern, there must. first be available the necessary
administrative anthority, including legislation and continuing financial suppert,

This discussion is designed to examine new Federal highwey legislation
&énd its potentials for real assistance to the cities whose traffic problems are
literally suffocating them and whose relief requires major eperations,

The Federal-Aid Mighway Act of 1944 holds greater promise of aid to the
tities than any other recent national legislation, because it supplies the two
tsgsentials of a definite long-term administrative pattern and financial assistance
?Basonably comparable to the work that can be actually accomplished under existing
dnditions, To ovaluate this new legislation it is necossary to review the
Concepts of the earlier 1enislat10n and those vhich are embodied irn the current
let, The Fedoral-Aid Highway Act of 1644 alone, among 211 hishway legislation in
the countries of the world, aims at the achievement of an integrated development
0f the major classes of streets and highways to effect an ultimate national traffic
tetwork, In this, its prlncipal chargcteriastic, it abandons the limited ohjectives
O the Poderal Highwey Act of 1921 and all State legislation of the earlier mperiod,
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to recognize, and provzde for, the revolutlonary changes that have occurred in a
qparter of a century in the character of highway improvement needs.,

In 1921 the preponderant need, clearly recognized as such, was for the
croation of a principal rural highway system. The Federal and State highway laws of
the same period centered upon this single objective, a cooperative and sustained
attack calculated to achieve maximum mileage service in the shortest posgssidle time.
The Fedoral and State Acts alike embodied these salient principles; The designation
of limited systems of main inter-urban, rural highways, and the allocation of ear-
narked funds for use in the improvement of the limited systems designated.

~ Thus, at the very outset of the remarkable activity in highway development
that distinguished the two decades from 1920 to 1940, the two conditions vital to
‘the suceceéss of that activity were firmly established by law, These conditions, as
already indicated, were;

.1, A definite objective; and
3, An assurance of continuing financial support.

Individuals narrowly concerned with the interests of cities on the one
hand, and persons shortsightedly regerding rural interests on the other, with some
show of superficial warrant, might have condemned the gxclusiops of these first
nodern highway charters. Nearly all the laws énacted not oaly did not provide for
the improvement of streets in cities, but actuslly by speclfic exception prohibited
expenditure of the funds they created for any work ipward of the fringes of cities.
“‘nd, all alike, they excluded from the systems of main rural highways by far the
-{arger portion of rural road mileage, and that, the part most intimately located
in relstion to rural hones,

The fact 1s that in the earlier years at least, scarcely a voice was
raised in opposition, City people, well satisfied generally with the condition of
thelr streets, cheerfully paid in road-use taxes the lion's share of the cost of the
inter~urban rural highways, vhich actually they desired above all else., And rural
people in general accepted the practicable improvement of the longer part of their
several routes to town as the more impartant part of the interminable task of road
building to everyman's gate,

The soundness of the pioneer policies was abundantly attested by their
results, In lesg than three decades, vwhile the flow of motor vehicle traffic grew
from a trickle to a flood, a system of primary rural highways evolved from virtual
lmpassability to a state approaching a reasonable degree of adequacy for the needs
of the world's greatest highway movement. WMeanwhile, however, there was an in-
creasing appreciation of the shorteomings deliberately imcurred when the policies
were originally adopted, and a gradual relaxation of the religious strictness of the
exclusions.

Expenditure of Fedoral highway fupds in cities became pormissible by amend-
nent of the Pederal Highway Act in 1933, and likewise, provision was made for the
expenditure of Federal funds. in the improvement of secondary or so-called farm-to-
harket roads, Permission to expend State highway funds on connections of the State
yyeten in cities has been gained by State enactments generally post-dating the
Jederal law smendment; as yet, however, in a number of States, no State fund is
brovided for expenditure on rural roads not. included in the primary State highway
systen.

But, whareas the States have boen slow to provide funds upder State

‘Sontrol for the improvement of city streets and secondary rural rozds, & tendency,
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energing earlier, to apportion increasing parts of the State-collected road-user
texes 0 govermment subdivislois for oxpenditure on city streets and local rural
roads, has developed more rapidly. 7Thig situation evidences a lack of apprecia-
tion of the moderating and unifying role which tho State mey desirably perform o
asgsure an expenditure of the road-user revemueg of mexinum benefit to road users
generally. It evidences, on the otheor hond, a far less desirable tendency to
spportion road-user rovenues by logislativo edict, without bencfit of a general
‘plan, as 2 resultent of competing claims advenced by the Staje highway depariment,
the counties and municipalitics of the State., The consoquences of this tendency to
date are reflected in the disposition of road-user revemues in 1946, The record for
tais latost year shows a total of $1,410,539,000 allotted for road and sitreet
purposes including debt sorvice, of which $997,877,000, or 70.7 per cent was
sllotted for expenditure by the State highway dopartments; $350,547,000, or 24,9
per cent, was allotted to countios and J#sser subdivisions for expenditure; and
$62,1156,000, or 4.4 per cent, was directly allocated for expenditurc by municipali-~
tiess Moking full allowances for the known fact that some part of tho rovenues
available for oxponditure by the State highway departmpnts and the counties is ex~
ponded on city streets, the obvious inforence from these figures 1s that the citles
have not received much recognition in the competition for the direct allecation of
road~0Ber Ievonues,

Into this situation the PFederal-iid Highwoy Act of 1244 comes as a new
dispensation, radiant with promise, for the cities especially. Of the $500,000,000
total Fedoral appropriation suthorized for cach of the first threc post-war years,
$125,000,000 is earmarked exclusively for cxponditurc in "urban arcas®, defined as

eas including and adjacant to municipalitics of 5,000 population or more, These
funds, roprosenting an oven 25 per cent of the total appropriations amthorized, are
zede available for expenditure solely upon the Pederalwaid highway aystem selected
to serve the urban arcas, UUrban srea is a new legal conecept which disregerds the
‘boundary lines of governmental subdivisions and encompasses municipal and suburban
satellite arcas in a single district defined by treffic. It recognizes the expan-
slon of the city as a fact accomplishod, :

‘This Fedoral "earmarked" fund is & substantial contribution to the finan-
¢lal resourcos of cities, The $125,000,000 annual authorization, distributed
evenly among all the urban aroas in which it may legally be expended, would repree-
sent an expenditure per copita of the included cities of $1.,80, on the basis of the
1920 population., This $1,80 per capita is nade availadle for consiructlon only of
the principal thoroughfares included in the Pederal-aid urban highway system. If
$1.80 per capito doss not scem an impressive provision to aid in the construction of
mrincipal clty arteries, thon let us compare this figure with the total current
expondi tures of the same cities for gonstruction, maintenance, administration and
intersst payment on all roads and stroets under their jurisdiction, on the basis of
tho same 1940 pepulation figurcs, which is approximately $3.65 per capita, The
Federal contrituiion for construction of main arteriecs only, ovenly distributed in
tach year, is thereforeo aprroximately 50 per cent of the amount the cities are
spending cf their own funds, for all road and street purposes. And this assumes
At the Federal funds for each year will be evenly distributed smong 21l eligibls
Urban areas, which, of course, 1s not the case. Applled, as it actually will de,
i0 durable construction in urban areas differently selected in each year, the
Federal contribution will represent, to the areas bensfitted in each year, an addi-
mon to the year's expenditure of city funds far above the 50 per cent ratio of the
von di stritution, Although the actual rate of expenditure has not yet equaled the

‘Wthorized amount, the new specific Federal aid to urban highway construction is
tersonably scaled, - : ‘

Yet the funds particularly earmarked for urban-area expenditure by the
L A _ _ : _ XXX
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1944 Act do not measure the total of benefits that will acecrue to cities under its
Provisions. The Act also authorizes annual appropriations of $225,000,000 for eX~
enditure on the primary PFederal-aid system, elther within or without clties. Un-~
doubtedly, o substantial portion of the funds as suthorized will be expended for
purposes of direct beneflt to the cities,

Ve would do scant Jjustice to the broad purposes of the Federal-Aid Highway
Aet of 1944 - even in a conference such as this, - in which the primary concern is
addressed to urban interests - if we were to emphasize unduly the direct fiscal
venefits of the Act to cities. More importantly, the Federal Act aims at nothing
less than the achievonent of an integrated development of all the major c¢lasses of
gtreots and highways, comprising tho nation's street and highway network. Maturally,
therefore, it nmakes speeific fiscal provision for the fulfiliment of recognized
highway necds of rural, as well as urban America. For the meeting of rural needs it
provides, in addition to the $225,000,000 anmual authorization for expenditure on
the primary Federal-ald system, a further authorization of $150,000,000 appropria~
tions for each of the first three post-war years, expendable only for the construc-
tion of principal secondary and feeder roads. The authorization for primary high-
wys, though available for expenditure on such highways both within and without
eities, as previouwsly stated, will doudbtless be devoted in major part to the bulk
of the primary Federal~aid system which conaists of the prineipal rural highways
Joining the cities., The funds authorized for secondary and feeder roads are to be
expended wholly outside of urban areas, and exclusively upon the most important
rural roads of this class, included in systems by joint action of State, county and
Foderal highway authorities.

All of these systems, for the selection or recognition of which the Act
provides ~ the rational interstate systen, the Fedoral-aid system in urban areas,
the Federal ald primary interurban systen and the principal secondary and feeder
road system - when they are complotely designated, will combine to form a composite,
intograted national network comprising all highways and streets of any real generali-
ty of usage. Together, they will probably sorve not less than 85 per cont of the
total vehicle-nileage of highway transportation; and they will accormplish this large
neasure of service by the inclusion of not much more than 20 per cent of the total
-mileage of roads and strects, The large romainder of nileage will congist, in its
rural corponents, of tertiary and purely land-access roads, and, in its urban
components, of the noighborhood and residential strcets of the citiss. With sound
reason exeluded from the systens to which Federal-aid is oxtended, this miloage
will actually constitutc a rosidunl systerm, alike in its urban and rural components,
serving the most local of highway transportation functions.

Dasignation of the several systens onvisaged by the 1944 Act is preceeding
with reasonable pronptnass. To date, more than 350,000 milés, including a substan-
tial mileage in cities of less than 5,000 population, has been selocted for inclu-
sion in the secondary and feeder road systen, :

Of greator interest to the larger cities doubtless, 1s the designation,
announced on August 2, of the complete intercity network of the national system
of interstate highways. This notwork, comprising 37,681 of the 40,000-mile eventual
extent of the entire system, includes 2,882 niles in citles, forming the prineipal
¢xtensions into and through the connected cities. The remainder of 2,319 miles has
boon reserved to pernit addition in the larger cities of distribution and circum-
ferential routes, ossential as terminal conneetions of the system. Designation of
this further nileage in cities, now under way, requires the close cooperation of
tity, State and Federal suthoritiecs,

The additional designatlion of interstate highway routes in tho cities
: XXXX
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411l proceed simultaneously with the further selection of routes for addition to the
federal~aid system in urban areas. The latter selection will embrace the former,
and in addition will include the routes of substantial:importance as arteries within
the urban areas, The result will be a large expansion of the existing Federal-aid
nileage in the urban areas, and of course a corresponding increase in the scope of
application of the Federal urban-arez funds,

It is in 1ts requirement of the planning of these systems, rather than in
the appropriations it authorlizes for a short term of yesars, that the groat fundamen~
tal merit of the 1944 Aet is to be found, By the fact that the new system selectioh
it requires will accomplish a complete functional classification of all roads and
gtroets, differentiating clearly between the two general classes of arterial and
land-service facilitios in both urben and rural areas, the 1944 Act is distinguished
from the parent Act of 1921, which provided for only a partial classification, and
expedient first measure of planning, And by the further fact that the new classifi-
cation and system solection is to be accomplished by the joint decision of all
affected  jurisdictions, municipal, county, State and Federal, the resulting new
determination is stamped as a truly "federal! highway program. It will be rather a
wholly unified or federated program, requiring for its realization the associated
action of government at all levels, It will be the Federal program only in the
gense that it will define or fix the purposes of future highway contritutions of the
Fational Govermment, with virtual certainty, for years to come, even as lesser
parposes and objectives were fixed for mare than two decades by the Federal Highway
Act of 1221,

The great difference between the new and the old progrems, as far as the
vities are concerned, is that the cities are to be as closcly associated in the new.
ag they were definitely excludod at tho inception of the old program,

The time when highway noeds of the cities might be rcgarded as of lesser
concern than rural needs, is pas$, and too long past. No finding of the State-wide
hMghway planning surveys is more clearly established than the fact that the tides of
rural highway movement have olther their origins or their destinations predominantly
in the wrban areas. No longer tenable is the idea, once prevalent, that citles are
placos to be avoided or by-passed by through highways. With certainty, we know now
that the traffic that moves on these primary rural highways in the vicinity of every
elty is, in its majority, a traffic destinecd to, origimated in, tho city; that this
najority rises %0 90 per cent or more in the vicinity of the largest cities, and
remains substantial in the vieipity of cities much smaller, even down to the town of
5,000 population. It is clear, therefore, that the rural highways must have adequate
connection into, and through the cities, 1f their traffic is to be properly facili-
tated to its predominantly city destinations, and from its predominantly city origins:

Within the city, the routes that are needed to extend and cross~connect
the external primary highways are generally found to coincide with major arteries
serving heavy internal movements from residence quarters to the central business
tection of the city, But while these usually radial connectiond of the primary
Miral highways are often the most important arteries of city traffic flow, there
Usually are other lines of heavy arterial movemsnt, either actual or potential, that
tan be readily distinguished by origin-and-destination traffic Surveyss

With few exceptions, these imporitant urban arterial traffic flows are now
in&dequately served by ordinary city streets, in uhich they arc mixed with a great
deal of loesl movement, and obstructed at numerous street intersections by traffic
‘Ughts and cross flows. Substantial volumes of arterial movement between opposite
Sldes of the city now follow existing streets directly through the central business
section, and though they have melther orizin nor destination there, add their burden

_ _ S XXXX
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to streets already crowded with essential business movements, Origin-and-destination
gurveys have shown that this movement in trans:.‘b through the business section may
pulk as large as D0 per cent of all street traffic in the area; probably it is at
least one~third of the total business—section traffic in all cities. The apparent
need in this connection is the provision of free-flowing, belt arteries, closely
encircling the business section, by which crosswcity traffic can be conveyed from

one radial artery to another without passing through the central area.

In its relation to the cities, the Federal program contemplates, first, a
clear definition of theso oessential lines of arterial movement, and thereafter a
sustained application of city and, perhaps, State funds annuslly available, with
Fedoral ald, over what may well be the long period necessary to develop,. in each
city, a needed system of highways designed for the special service of arterisl
traffic. The program will not exclude any nceded provision of outer circumferential
highways, though it moy properly contemplate the location of such routes in such
manner as to serve the need for connection between outlying urban sections, as well
as the more commonly recognized ob,;ective of city avoidance for through~highway
traffic,

e task of designating additional urban routes of the interstate and
Fedoral-aid systems is the essential first act of this program. It is a task that
can be greatly facilitated by traffic origin-and-destination surveys, and one, in-
deed, that cannot properly be completed in the absence of such surveys. Federal
funds are available, at the 4isposition of the State highway departments, to defray
part of the survey costs, and have already teen so used on surveys undertaken in
more than 60 cities, Preliminary engineering reports have been made or are to 'be
madeo in one hundrod cities, large and small,

_ U‘se of the Federal urban-area f‘unds authorized for constyuction, which
preferably should have follewed a more deliberate plamning preparation, has necessar-
ily begun because of the pressing nceéd for a start toward traffic relief, We hope
to direet the immediate construction expenditure to projects, and types and loca-
tions of improvement, likoly to accord reasonably with the nature progrem of later
development, .

Ag of .August 15, more than 85 per cent of the urhan~area funds authorized
for the first post~war ycar had been programmed for specific projects. Also at the
‘niddle of August, nearly 50 per cent of the funds authorized for the second yoar had
been programmed; and the time for complete obligation of these funds extends to June
30, 1949, In view of the difficultics attendant upon the launching of a new program,
as yet loss than twe years in foree, these accomplishments indicate a satigfactory
rate of progress. :

Bearing in mind that an important objective of the program is the increase
of strect capacity and the relief of traffic congestion. we find the character of
the projects programmed particularly gratifying.

~ 0f the combined apportionments for the fiscal years 1946 and 1947, amounting
to $243,750,000, only $6,130,450, or 2.5 per cent, has boen programmed for improve-
tents which will not provide at least one addz.tional traffic lane. These projects,
gw:ulving 80.5 miles of streets, are located gonerally in small towns. Projects
volving 296.1 miles, and providing for the addition of at least ono, and generally
More than one lane, have been allotted $31,096,993, or 12,7 per cent of the two-year
Sportjonment. High-type improvements, with read-ways centrally divided, but with-
ut controlled access, and with only an occasional grade separation at intersections,
Masned for 137,9 miles, have been allotted $30,233,162, or 12.4 per cent of the
fombined apportionment. 62 projects provide for needed protection at railway-high-
XXXX
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vy crossings, generally by the soparation of grades., To these the allotment is
519,629,079, or 8.1 per cent of the apportionment for the two years. But, especially
Pleas;ng, are 144 projects which will result in the construction of 138,323 miles of
pew urban expressways, with all intersoction grades separated and complcte access
control. To these goes the largest share of the apportioned funds, an allotment of
§77,412,645, or 31.8 por cent of the total, Properly, these projocts are located in
the larger cities. Their complotion will nearly double the mileage of urban express~
yays now existing.

There is altogether too much fear of the so-called decentralizing effeet of
gxpressways. The type of decentralization now in progress is inevitable, express-
yays Or no expressways. Our cities are expanding, de-densifying, o use the action
term. In the expressways now planned we see only the boginning of provisions of the -
strong, now transportational bonds that are needed to tie the future wider spread of
pmetropolitan areas to the urban centers. Concern may be more constructively directed
to the oxtension of municipal limits to encompass the actual sproad of urban aggrega~
tions, or (perhaps morc properly spnd) to other measures, finoncial and logal, ad-
ninistrative and planning, which will conduce in other ways, as positively as express-
vays within the scope of their potentialities, to the cohesive and harmonious devel-
opment of tle inevita‘bly ‘anlarging metropoliton areas.

Truly the provisions of the 1944 Fedoeral Act define a national program )
fixing anew the bdroad purposes of a long period of constructive activity toward an
harmonious developmant of the major stroet and highway systems, as surcly as the
Pedoral Highway Act fixed the purposo of more than two decades of activity toward
the development of a. main rural highway system.

One thing more is needed, That is a reasonable assurance of the steadfast
continuance of financial support needed to carry out the program. TFor most effective
planning of the continuing activity, the finances to be available, as nearly as
possible, should be of assured or predictable amount, The Federal-Aid Highway Act
of 1944 gives notice of the extent of the Federal Government!s contribution for only
three years. Ve are approaching the time when the authorization must be extended for
a further psriod, Desirahly, the Federal intent should be expressed in terms of
annual authorizations continuing over a period longer than three years, for two
compelling reasons. The highway plant has reached such dimensions and accumilated so
oxtensive obsolescence, o large snnual reconstruction program is necessary to main~
tain a reasonable degree of service, Also, the projects that will render maximum
service, particularly in urban areas. can only be undertaken on a stage construetion
basis.

But the Federal Govermment i1s only onc of many partners in the great
enterprise charted by the new program. The other partners, particularly the States
and cities, should similarly consider, and assuredly provide for the long-term
finaneial support of highway improvements, the accruing need for which can now be
0bjectively determined. Such a consideration was precisely the purposo of the
exemplary invostigations of an interim committee of the California ILegislature, known
8s the Collier Committee; and the logislation recently resulting from the recommenda-
tons of that committeo hoe gone far in the provision of assured long-term financial
fupport on the part of the Btate govermment, The oxample set by California has
@ready inspired the undertoking of similer highway financial planning in a numbor
of other States, and others will doubtless follow in due course. The methods of
these studios on the planc of the States, cen be applied by the cities with promise
o oqually beneficial results in the more positive assurance of necessary financial
teans for an orderly and sustained atfack upon the difficult problem of urban
traffic congestion.

- XXXX
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In summary, we have in the 1944 Federal-Ald Highway Act, a truly nafional
pattern for administration. Also, a reasonably adequate financing to provide &
gubstantial initial program in each of the major classes of highways. It vitalizes
the concept of an arterial traffic circulation system for each urban area and the
engineering techniques are available to seclect these with certainty for the future,
A spirit of tolerance and faith on the part of both public and officianls will insure
successfiul progress in meeting certain phases of the social and economie problems
now charactoristic of our municipalities. Each one of the problems which can be met
by more cfficient internal transportation requires land. Controlled-access arter-
ials, improved transit, better terminals, sufficient parking areas, parks and park-
vays ond all other of such alements that will be characteristic of the re-designed
modern city - must reconvert space now used for less important purposes. Ii is
fortunate, and not a catastrophe, that people sre estabdlishing their homes outside
the central city areas. The space thus vacated is needed for other public purposes.
It is a happy circumstance that living conditions for the family can be re~establishe
ed and permit the social as well as cconomic decay at the heart of the cities %o be
convorted to a pudblic asset. It is cortain that the cities face a bright rather
than a disasbrous future 1f faith and courage are at the helm.



