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li, tt<e United ;t̂ te: the intermixture of r&otor and 
. or̂«»-cira#n traffic >re sent* no difficult ie^.. Horse-drawn traffic is * net-mi. j.t-le factor oath in sercentA^e and in 
v y m :.<°; »nd <?u;;"t̂ -it i-"*l -y '11 re as -loist be regarded '̂n r ̂  '•><:far rtto*i* r rnf ' ;',-• . 

.'t m JHtion of \ >ij sum 'oris at present, Kore ti -ii ii-Vm/,*,̂  v ;.ot or vehicle r . ror five years past the rmt.Vrf-r } inmrev:ed *>t r\te uptween tro and three million 
ve. s a ve-^r and t.̂re is -..till no evidence of «a early r̂avrtion in the ammial Incre•--»r«m A.« the market for cars of 
t. e tinner ri ce a > ro?cr#»a saturation, ,̂ rlce reductions,, *\ie us o; t e «• t fuidf rd i t i on of -y an uf e c t ur i n£ t»ro-nc=-f-s Had ,u'"'uii\ f >rô>;r't'i . have <tended the market r and it x? -nn>3reiit t» t l-.e * ouxiibiHii**r of eheam car ^roauetion we still not f'.:ll,v pj .loitf-. 

Tie r"t* jf •>». v*'< icle own^ru/iir - rationally . sl-

>• \>?.t one v**-:!̂ :̂  '^r -•• c'- 'i,«.t. -̂rr̂n - it-, ia s?^e States, 
re a. seed i-> oar f -p every m: ire or f ? jrti :v~r<~:>r., ̂ lit.ost lit-
* r-ii ly ot^ for e:~ ci /V-ii > ; ~ua t'.e- ••ratability of similar imcr̂'̂er ir? ot er ;Inter- is rum ̂ st^c oy the fici tV*>t 
o*: *r> * i-- i:' not erm fin**'.. 11 tie .*e"It; ier and professional ci/ . -Jit 1? litfT-lI\ <?it. it: the re*fch of all druses. 

.he -ice iiff̂siaij of ..-otor ve*icle o?m-rshin is re-f if=»ctou ii. t'«* x n f f ic or; t>«* r cr.. o R ciia rof-4e everywhere» 
; '-'T-^-^T'-^:, ..r--.f f ic i« & riP̂li.-. ivle rcer.t"£.-<p if tie whole; the dp-irity of • >tor v<~-~~icl?- traffic incre^^es the 
^rre tr̂-f̂ic ^kindle - rm>t in *r rcentr.*.** --̂  y, lut in 
"n.bers "ell. it * s,s fallen out ti.**t when the -j>ofe>r t ruck- traffic hnr in^rp- r.f>d to ^ -oiiit 5t which the rresence of ~r?e traffic *¥oulu c iii?e ijm:/>-jvf!r-ieiice thf re M&£ "̂eea n/rse traffic af <suf?'iri*r.t r?-:.ortlorn to constitute n '•iiidr̂Lne. r>.*rr is f jr t; Ir- r< -'-^n ..o *i'^re -i%ble ĉ mŝ  

for the re* t»rl-t io.i of t.r • *» *f iiy rôcs to ?r.otor vehicle traffic only. 
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Although the traffic on ail roads ig thus m oredo*&~ 
inantly notorized that the neeas of the motor traffic mmt 
be given primary consideration I n tha design of ©van tha 
Kost l i g h t l y traveled road, it does not follow that all roads 
a r e , or Have need t o be, :>f the boulevard type. The primary 
c o n s i d e r a t i o n is the am inte nance of a smooth and relafcively 
duatlass surface capable of supporting the veMcnl&r loada, and 
a f f o r d i n g satisfactory traction for motor vehicles. Strength 
to s w o o r t the load is the primary re qui reseat; surface wear 
is not a seriou* factor sine© tha vehicles are predoaainantly 
r u b b e r - t i r e d . 

These characteristics ©re obtained, to varying ete^»®s, 
consistent with the expenditure warranted by the volwat of 
t r a f f i c , i n a a m b e r of types of construction. At on* end of 
the sca le are the graded and drained earth roads which suffice, 
t o c a r r y the traffic of the local roads and country by-ways* 
;t the o ther are the expensive pavements of brick, concrete, 
and bituminous concrete which are required to eupport tha 
heavy t r a f f i c of motor trucks and oaesenger autotnobilea which 
flows over tha s a i n highways. Between these Units traffic of 
intermediate density i s served satisfactorily by surface-t rested 
and bituminous macadam and the still less expensive surface a 
o f g r a v e l and aand-clfly o r topeoll.. 

?he »arecount inf 1 uenee of the isotor vehicle traffic 
upon the cha rac te r o f tke highway construction is indicated 
by tie r e l a t i v e l y slight ailea«r* of mtarbound i&ea4i« type. 
O f i r e tot*l of 128.347 s i i e s of main roads which at tb» close 
o f \~2± had been surfaced under the supervision of the St at a 
highway deoartsieiits, on ly o,344 M i e s mm isgprovad with • : 

t h i s type of surfacing, form*rly tha standard type wham 
traffic was largely horse-drawn and steel-tired, this hlatoric 
method of ro-*a vetalling is now found to be gtnarally unsuit
able because of i t s inability to resist the disintegrating 
action of t'rm *wift, pneumatic tired autoaobilee in tha m b m m m 

o f a sufficient amount of steel-tired traffic to renew tha 
supoly of b inding dust by abrasion. 

That even i n the case of the local roads on which tha 
traffic is so iafrequant *2* to Justify only small ®a£$»*mitram 
for ifgproveswnt, it is ao to r vehicle traffic which mmt be 
t iven nrissary consideration, evidenced by imaryevt- *ffo£ta* 
aocaa very o r o a i s i n g , to develop cheap mthodc of raii&triag 
e a r t h , sand-clay, topsail and gravel roads relatively dusfcleee 



sunless. For horse-drawn traffic af light vel«MS ws~ 
treated sand-clay, top soil, and gravel roads, if well drained. 
*nd even the unsurfaeed but drained earth roads would be 
entirely satisfactory. 

Drainage would adequately prevent excessive softening 
of the surface and the foration of dee? rats, and for 
slow-tLoviiy;, horse-drawn vehicles ordinary care and attention 
to the eleseni&ry T>r indoles of water removal and cheap omr-
facing would suffice to create a satisfactory surface condition. 
But more than this is required for motor vehicle traffic even 
when it is light. As the vehicles are wheel-driven it is 
essential not only to prevent the formation of deep mad hot 
even to prevent the surface voddiness or glipperiness which 
reduces traction, ted at the opposite extreme of weather con
dition, it is necessary to prevent the formation of dust. 

To this end efforts have been mace and practical 
jet bods Iwe been developed in sosie cases to mtot the cheap 
rasdp suitable for motor vehicle traffic by surface treat
ment or admixture of bituminous materials, hydrated line, 
Portland cement and other materials. 

In the States of forth Carolina and jfttssoeimootts, 
and to a lesser degree in other sections of tho country 
satisfactory results have h m n obtained by rarfaeiaf sandy 
roads with a course of the native s&ad odiod with asphalt 
in such a way as to Droauee a cheap approxi*»tion of a sh**t 
asphalt surface. 

In other sections, notably in tho tost and Middle 
feet, the san* need of accomodating li#tt motor oohlolo 
traffic has resulted in the development of oiled earth roads 
sa.de by incorporating bituminous oils with the soil of tho 
robbed. The surface treatment of gravel roads with asphalt 
or tar is another exoedient to the mw® end. as, also, mm 
the experiments in the incorporation of Portland «#j*nt and 
hydrated liice. In reciting these instances, thero is no 
intention to enter into a discussion of the method* of con
struction, hut sorely to develop the fact that sotor traffic 
is the decisive factor in determining tho chataetor of oven 
the most lightly traveled roads in the United States. 

http://sa.de


In recoil*iois of the varying density of traffic the 
aim of American highway engineers is to develop a systes* cf 
highways each part of which will he improved to a degree 
consistent with the traffic demands, in pursuing this object 
all tynes of construction, except the waterhonnd macadam 
tyne which will sot resist motor vehicle traffic* have a proper 
field of usefulness. But the certainty of a rapid increase 
in traffic has been so thoroughly established that th* ©hempOT 
and less durable forms are rarely built without asking fall 
provision for subsequent improvement in type by the use of 
the previous construction as a base. 

This oractice has crystallized into a well defined 
policy, known as the stage-construction principle, in accord
ance with which an unimproved road carrying, initially, a 
light traffic is improved in the f irst instance by grading 
and draining, and subsequently, as traffic grows by the addition, 
first, of a gravel or other cheap surface and, subsequently, 
by the suoerpositlon of a oeveaent to which the original cheap 
surface serves as a tnbbaso. In each sta^e full provision 
is it-ice for the requirements of the subsequent improvement. 
The grades and drainage structures originally constructed 
are designed to be adequate for, oarreadily convertible to 
the ourooses of the ultimate i*£prave»©nt, which, also is 
cantenrolftted and. provided for in the initial surfacing. 

In this »ay each stage in the isaprovesseai stiff ices 
to meet the demands of a growing traffic at several stage* . 
of the growth and each preliminary stage becomes the basis 
for the subsequent improvement. The cost of constructing 
sue ffisintaisainf? each stage, reduced to an annual basis and 
compared with the probable annual reduction in the operating 
cast of the motor vehicle traffic detemines tho economy 
snd tiase of further ia^rovesMmt. 

The progressive imoroventnt contemplated by tho 
stage-construction policy, however, relates principally 
to those characteristies of the road which are daterained 
by the density or weight of the traffic. In those feature® 
which have a relation to the safety or the convenience of 
t *<e traff ic , whether light or heavy, even the cheaper fonts 
of improvement, as constructed by the State highway depart 
sects, manifest the nriaary consideration which is given 
to t»tor vehicle traffic. Particularly i s this consideration 



evident in the care and attention given to the elimination of 
those inequalities of surface - to horsa-dmnn traffle ia®o«** 
sequential - which are likely to ha a source of diseostfori or 
danger to ooeratore of motor vehicles. 

Fven the cheaper roads also are designed in width aad 
grade and other features upon the assumption of motor vehicle 
traffic. Widths are predicated upon the apace ref&ired far-
vehicles nasaing at' automobile speed; grades are ra#t*c*d. at***-
ever practicable to high-gear capacity; curves mm *«^ar*-
elevated for motor vehicle speed and widened; sight obstnaetlnf 
foliage and other obstacles to view are removed at curve a and 
highway intersections; danger and caution signs obviously in
tended primarily for the warning of motorists are erected at 
danger points, and railroad crossing's are elis&aated. fhaaa 
and other special features are obviously predicated ia thair 
intention and design upon the operation of saotor vehicles 
rather than horse-drawn vehicles; and they are necessarily 
so designed because of the preponderance of the oat or vehicle 
traffic, which on practically all roads is a »jority, and 
on most roads is nearly the entire traffic. Because of this 
special attentian that is given to the needs of motor traffic 
in the design of the ordinary highways and, the practically 
negligible inconvenience of the slight intermixture of hcree 
traffic, tnere is not the least demand for highways restricted 
to motor vehicle traffic only. 

ffith one or two exceptions no each highways hmm aver 
been built or considered in the United States, fbe mat con
spicuous exceotion is the isotor parkway on long Island. Built 
in IS04 as the course for the first Taada relit Cap Mm. t M » 
highway, 4<3$ miles in length has since baa® miatai»ad %y a 
private corporation as an exclusive isotor road* the use ef 
which is restricted to those who pay the cojapaajr1 a tolls. 
This road m n conceived and built at a time when the fatal le 
roads were not adequate for rotor travel and atiea the mmmt 
traffic consisted largely of vehicles drawn by horses that 
were still unaccustomed to sot or vehicles. Under theaa con
ditions the road perfonsed a useful service. It is still in -
active service and carries traffic safely at & msmimm speed 
of 40 :iiles an hour over a course on which there are prac
tically no cross roads. 

But while the proportion and nuaher of horea-Araw*. 
vehicles is so £ 2*11 that such vehicles no longer coaatitat* 
a hindrance to the flow of motor traffic another era*!** is 



emerging which promises to be ©ore difficult of eolation. 
This is the problem resulting from the inters&xtare of fast 
and slow-moving motor traffic. The most serloaa 41ff limit y 
is ore seated by the slow-moving heavy motor t*o*te> bat the 
motorist whose conception caution is extremely glow 
driving, is also a phase of the same problem. 

!̂ ost of the so&in roads of the United States are two-
way roads, eighteen or twenty feet wide, fhe passing of a 
slow-xcoving vehicle by a faster vehicle is easily possible 
on such roads aad oresents no difficulty until tt» timffic 
increases to the- point where the frequency of vablcles pro
ceeding in the opoosite ai ruction ia so great as .to cause 
the drivers of overtaking vehicles to hesitate to pas*. 
When this condition obtains queues are rapidly fom*d headed 
by the slow-noving vehicle; and, as the difficulty and danger 
of passing becomes greater as the length of the taeae in
creases, there is the tendency for the ©peed of jdl vehicles 
using the highway to be reduced to the speed of tha eloweei. 
In this w*y the number of vehicles which may safely pas® 
over &-highway in a unit of tiise say be re4uc*& by beJf as 
pointed out by the highway commissioner of Connecticut. 

This condition has already been reaehect m many of 
the important inter-city highways. How geasxfcl it wmj 
become is still a matter of e m u l a t i o n . Bat fcho aetor 
vehicle registration statistics crovide cold ccwfort for 
those who are inclined to be ootimistic. 0» Sooeaioer SI, 
1934 the registered oaeeenger c?.rs numbered 15*460, 
&t the n a m date there were £.131,332 repleteswtor 
trucks; m k i n g a total of 17,591,^81 vehicles of shlca the 
motor trucks constituted 13.8 ̂ er cent. Bat, wberaa». for 
the four years preceding the passenger cars few* increased 
at the average Annual rate of 16.5 per cent, the Motor 
truck registration has grown at the average rate of 86 oer 
cent a year. In the year ending December 31,1924, the in
crease of traces was 37.2 tier cent. 

fortunately the isajority of the tracks prossat a© 
problem which is essentially different fron the prools* of 
the uassenger car. fully -0 per cent of thmm have a carry
ing capacity of less than two tons, and practioall^ all^Of 
these are equipped with pneumatic tires aad are «^abl# of 
travel at average oassenger-car r,t>eed. Bat the 10 per ceat 



of heavier vehicles, equipped in the main with solid mbber 
tires and built to operate at relatively- slow speed, iaereata 
in practically the game ratio as the lighter tracks; and, 
although their numbers are not great, they are used principally 
on the main inter-city roads where the v o l u « of other traffic 
is greatest, and where the presence of even a few slow-sieving 
vehicles tends to cause congestion. 

The questions raised by these heavy and slow-noving 
ssotor trucks, as indicated by my confreres, are of two prin
cipal classes. Th*re is first the question of the economy 
of building highways capable of supporting their loads; and 
second the question of-what is to be done to avoid the conges
tion resulting from their intermixture with other faster-ittoviag 
traffic on the highways. 

Omitting' consideration of the cost of the highway* tha 
justification of their use in preference to freight vehicle® 
of smaller capacity is that the cost of ope rat ion p«*r ton-aiile 
is reduced as the tonnage carried by a single vehicle is in
creased. If, therefore, there is assurance of a volusie of 
freight to be transported which will enable th® larger vehicle 
to be operated under full load, the vehicular cost of trans
portation is reduced by the use of the larger vehicle. 

Tut the cost of the highway can not be ©aitted from 
the consideration. The heavier vehicles require heavier and 
m o m expensive roads to support than. Boughlyr the additional 
highway expense taay be estimated at $10,000 a Kile for con
struction in the United States; and if this expense is assumed 
mud the road built adequately to support the heavier vehicle 
the cost of a.aintene.ace is not appreciably increased since, 
with rubber-tired vehicles, the surface wear is negligible. 

Obviously, therefore, the economy of transporting high
way freight in heavy trucks trust be determined by the ability 
of th© heavier vehicle to reduce the cost of operation by as 
a&ouat per ton-mile w^ich applied to the total ton-iaileage 
of this character will more than condensate for the increased 
highway cost. With respect to any particular road this is 
determined by the number of heavy vehicles using the road. 
Estimating the annual operating saving which results froa the 
transportation of commodities over any mile of road is heavy 
rather than light truck? it will be ecoaosdcal t© permit the 
-oeration of the heavy vehicle? and to assmw the additional 



highway expense only if the annual operating saving exceeds 
the annual interest and retir«uent charges on the additional 
expense. 

Theoretically the saving- of a sufficient amount of 
vehicular operating expense to compensate for the increased 
cost of highway service jay be assumed to constitute a tnfflclont 
warrant for the construction of the tuore expensive highways 
whether or not the operators of t';e heavy vehicles are required 
to yield of their savings to the public treasury the full amount 
af the additional cost. For, theoretically, it a y he assusjed 
that the saving which redound*;, initially, to the individual 
vehicle operator ultimately benefits the entire coraraunity. 

On the basis of the heavier cesand which they »&ke opoo 
the oublic treasury to provide highways suitable for their 
operations and their as umed superior ability to pay, the owners 
of heavy trucks in the United States are required to pay larger 
license fees for their vehicles than the owners of passenger 
cars and light trucks. The seal* of fê r. in relation to the 
capacity of the trucks differ? in the several States. For the 
country as a whole it is estimated test the trucks of 3 tons 
gross weight and over* j-iy license fees which, on the average* 
are 6 times rr, great as the feee usid by lighter trucks. 

At the close of the ̂ -ar 1424 th*re were approximately 
425,000 trucks of the heavier cl^es which paid an average 
annual license fee of $84.50 mid 1,706,332 tracks of tho 
lighter elf-as which paid an average fee of $ 1 0.24. If the 
excess of the larger over the ?scalier averse fee be taken as 
tre measure of the additional highway expense warranted for 
the accomodation of the heavier trucks, it follows that in 
1 , -24 the expenditure of $33, AXKOO-J, would have been justified 
for the special ouroose of mefcin* a certain mileage of high
ways suitable for heavy track use. If the additional cost of 
pro* icing for nervy truck traffic be taken at $10,000 per 
sale and this cost be amortised at 6 per cent over a period 
of 2 0 years the license fees :>aia in 1 . B 2 4 by the heavy trucks 
in excess of the fees that would nave been paid by the s a « 
number of light trucks -sould be sufficient to pay the annual 
extra charges on approximately 3,^00 tidies of highway. At 
the close of the year 1: 24 there were not snore than 46,000 
ailes of highway in the United States which had been paved by 
the State highway depart stents and were aaf*OT*ite for the support o 
of heavy trucks. It appear* t therefore, tlet the excess of 
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license fe^s paid by the heavy tracks in the United States 
as a whole in 1924 was not sufficient to pay the extra cost 
of the highways which had been built for their accomodation. 

The above diparity between e/uense and payment would 
be considerably redu *ed if, to the excess of license fees 
paid by the heavy trucks, there w*r* adaed the gasoline taxes 
they pay in excess of those which would b<* paid by a lite 
number of light trucks. But, considering: all taxes paid by 
the heavy vehicles* there is no doubt that the total for the 
entire United States is still less than the amount which 
their reduced operating cost would enable them to pay with
out undue hardship. Of this there is anple evidence in the 
fact that in a number of States the owners of the heavy trade 
willingly oay taxes greatly in excess of the average. 

After a careful consideration of all the evidence* one 
is forced to the conclusion that conditions BOW obtain on 
many roads in the United Stmtes under whiei the operation of 
heavy xotor trucks is truly economical, giving full weight to 
the greater cost of the highways. -There is*- evidence, •sore-
over, that the number of such ro«ds will increase; and. on 
the contrary, no evidence at all that the operation of the 
heavy trucks will be voluntarily abandoned by their operators. 

Recognizing these facts, and believing that the ©cone»~ 
ical utilisation of the existing ia&roved highways cesands an 
increase in the speed of vehicle operation which is prevented 
by the intermixture of heavy truck traffic, the highway com
missioner of Connecticut suggests three possible solutions: 
1 . That the capacity of the trucks b€ liadted to two tons ia order 

that th© trucks as well as the passenger ears my be 
required to confers to a Biniitm ct«ed liwit consider
ably higher than the prevailing average soeed. 

2. That truck operation be restricted to »>*rt» of the day when 
the passenger car traffic is at a Kin inane, and that the 
s d n i w a speed li. It be enforced at t i a t when only pas
se ager car traffic is ?eraittea to move. 

3. . that special motor truck roses be built, or, as an altemate 
solution, that existing two-lane ros-i* be widened to four 
lanes. 
The first two of t: ese suggestions re erts « i d # as 

restrictions of the free owratian of frei. rt-cirryint vehicles 
ia. accordance with ecor.oadc laws, the third he believes to fee 



the best solution, and to be feasible and economies!. 
limits its application, however, to those hignwaya which 
have a peak load of at least 2,000 vehicles an hour or to 
those on which, because of the presence ©f many alojprewriiig' " 
vehicles, ths soeed of traffic is greatly reduced, Icraovar* 
he would not advocate such a aseasure until all ooatrwftioa® 
and bottle necks have been eliminated, until all ia$»rov«il roada 
in the imaseciate vicinity are receiving their fall atsara- Of -
traffic, and until sat a are in hand which indicate tti# abso-
lute necessity of the enlargement of highway facilities. 

There can be no question of the soundness of this pro* . 
-osal. As aaay be judged froe the fact that its afpiicatioa ; 

is suggested only for roads carrying more than 2,000 veMel## . 
in the peak hour the conditions requiring aueh treat«»Jft are 
not yet general .although the continued rapid tmwmm im 
and a sender car registration in all sections sug^aata 
th-e arables may soon have to be dealt with la the vicinity of < 
a number of cities. 

At present, however, conditions m& be said ,to have 
reached a critical stag© in only three limited regions; ffe* 
first adjacent to Mew York and between that city and fhila-
delpLia, the third city in size in the Bepnblie, *fcl«h Ilea 
90 ifiilee south of the asetropolis; the second oetwee© Chicago, ' • 
the necond city in order of population and tha city of Bet»,|f # 
the center of the motor vehicle industry; aad the third aetwoea 
I,os Angles vac San Francisco in California. 

The 36-foot highway now under construction tetmna lew 
York- and Few navea, Connecticut embodies tlie principle® ie>* 
fined in the reoort of the highway cosaatissioner of ̂ aae«stiesjt?, • 
Designed to relieve congestion on the existing Boatos f&*t' 
Ro->d~in the section nest of lew Hawea it will pt&fl$» four 
traffic lanes, the two outer ones heiaf raeariffd for ftta*** 
moving traffic and the inner ones for fast soring weMelaa-
Hvfry effort is being sade to do sway with teagerotts turns 
and crossings wherever possible. 

The plan of the lo-mile highway between the v»fetea&ar*» 
tunnel entrance to lew Tork and the neighboring cities of 
Jersey City,Newark, and Elisabeth is deecriead in t l * ie$0j* ' 
of the State highway engineer of lew Jersey aader wmoae ww$e*** 
vision it is being constructed. This is the first section Of 



vjtiat will in all -rohaeility similarly designed highway. 
90 a-ilfts in l»n* t: , between Mew Tork and Philadelphia. 

The so called super highway plans of Wayne County, 
vi~hi&an s in which the city of Detroit is located, are 
uut the 'oeginnizig :S tbe iroroveiaent ich eventually will 
extend fron- t;--at city to Chicago to be const rue ted by ex
tension out vara f roi: each city as the need beeones iterative. 
The Detroit olane i n c l u d e provisions for tr* building of 
radial - m a circular belt line highways within a 15-alle 
radium of the city hall. The cain belt line highways will 
intersect tr.e radial highways at intervals of three sdles. 
Iscr- cl'xss will have 9 r i g h t - o f -*ay width of 204 feet. At 
one-oile intervals between the sain 'belt lines there will 
CP seconoary belts built on a ri^hi-of-way of 12v feet; 
2nd at the half rrile intervals % third class of belt high
l y tfitl- a ri; vt~of~my of 3u feet will be built. 

On the ^ i n radial find belt-line-highways there will 
^e -~\ ceater ntrio 6^ feet vide reserved for rapid transit 
TBH f~cilitie?. on each fide of which there will be a 
•2 ..-foot high-roeeri » i£h*ay for traffic moving in one direc
tion only. Outride of t;<e?e e x p r e s s roaCmye there will he 
« five - f o o t -Ianting or safety fane,, then e 50-foot roadway 
for ,»otor narking and Iocs! traffic, and then on each side 
*•-< Id-foot » i £ I k sre;-. 

U intersections of the 304-foot super highoaye there 
will be- three levels. ?>,e local traffic will oe carried at 
the same elevation as the adjacent property. One mmr high
way -/ill or rlevated ts the necessary neight above the local 
intersection, the other rill ba depressed. At no point will 
t'-ere be interference with high-epeed traffic at iatersaafclo&a; 
Vut st suitable intervals there will he entrances fro* t b » 
local ronaeays to tie express highvaye which will p e w i t a 
veiiicle to leave the local or s low-toeed roadway and serge 
*ith the high-speed traffic tilth out ian-er or inconvenience. 

The California eonditioa differs eoaewhat frost those 
previously referred to in that the congestion results to a 
t. re at or oegree fro* a very threat density of sector vehicle 
ownership in the State as a whole rather than from the 
activity in the vicinity of cities, already in this State 
there* Is one motor vehicle for every 3 inhabitants. Coupled 
*it>: this condition there is an advanced development of 
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inter-city passenger bus transportation* especially between 
Los Angeles and San Francisco, and a heavy tourist traffic 
between the same cities. Congestion in this case results 
chiefly fro® the intermixture of the heavy through traffic 
which moves at high speed and a dense slower-moving, local 
traffic. 

The California olans, therefor®, although still in 
the formative stage, will be designed to separate the through 
and local traffic. One suggestion, which has received con
siderable support, conteaiplates the acquisition of a 100-foot 
right of way between Los Angeles and San Francisco as nearly 
as possible free of curvature. Th© central 30 feet would 
be devoted to the through motorway on which speed as high 
as 50 miles an hour will be -aeresitted. 

411 local traffic will be barred from this truak>llne 
u.otor way, and will be cared for on two other highways, one 
on each sice of the main line, each 30 feet wide, separated 
by * 15-foot parkway from the central way, and each carrying 
one-way traffic only. Cross roads will be carried under 
or over the motorway, traffic desiring to turn frost snob 
cross roads in the direction of the through highway will be 
admitted to the local highways, but at tho points of such 
connection there will be no access to or egress from the 
itotor way. Motorists coccing into the paralleling local-traffic 
highways will be compelled to drive several miles on them 
until they cosae to oae of the regular sidings at which traffic 
will be- enabled to get on and off the high-speed actor way. 
4t these sidings the motor way will be widened to 30 feet, 
the added space being taken from th© 15-foot -parkways. Mo
torists desiring to enter the motor way at thoso points will 
be required to increase soeed on the siding to the miaisiasi 
which will be permitted on the through road - not loss than 
30 miles an hour. Those desiring to leave tho w t o r way 
will, on the Basse sidings, reduce speed to the normal State 
limits, left-hand turns on entering or leaving the actor 
way »ill not be po rait tod. 

In cities the motor way will be fenced and access to 
or exit frn* it will not be uersdtted. Hot or busses and 
freight trucks will stot? at stations in the larger cities 
to take on passengers ana freight. but ©otorists will not 
be allowed to drive or.t the motor way within the city liaitsu 
Such motorists will be co&sellev't to follow the parallel local-



traffic highways until they reach the nearest siding outside 
the city. Similarly traffic on the motor way hound for am 
intermediate town will have to leave the high-speed artery 
at the ooint of exit nearest to th® town. 

While it is recognized that curves can not he entirely 
eliminated tne trunk line as proposed will be nearly straight, 
and unavoidable curves will be long, wider than the straight 
sections, and banked heavily so as to uera&t travel at undi
minished apftea. 

Those are so far the only situations ia which a condition 
of constant congestion must be dealt with, k similar condition 
occurs on many other main roads on Saturday and Sunday during 
the sumirer. This condition, however, is due neither to the 
presence of large numbers of tracks nor to a mixture of heavy 
long-distance and local traffic. It fortunately occurs at 
a time when truck traffic is at a minimum, and is due aftinly 
to the <?fflux from th© cities of motorists seeking recreation 
and pleasure. Congestion results under these circumstances 
princir-ally from the slow driving of those who mistake slow 
speed for caution, and can be eliminated by the enforcement 
of suitable otinisoim speed regulations on the peak days only. 

To all highway congestion in the vicinity of the cities, 
whatever the principal cause, this habit of driving for 
pleasure is a contributing factor. Such use of the notor 
vehicle, which is due mainly to its novelty, amy be expected 
to be self-liiciting. The more experienced motorists use 
their cars in this way far less than those who have only 
recently acquired the®. As congestion increases, with its 
attendant delays and annoyances, and as the novelty appeal 
of driving wears off, such use of the aotor vehicles amy 
be expected to decline, the decline may be hastened, per
haps, by encouraging those in search of pleasure and recrea
tion to find it at State-controlled bathing beaches, golf 
courses, tennis rourts and parks lor&ted at suitable paints 
within easy reach of the cities rather than in driving on 
the sain highways. Such a olan is now under consideration 
by Uie State toads Cosaaission of Maryland for the relief of 
"oeak congestion on the raain roads near the city cf Baltimore. 



The only other condition which thus for has seeiaed 
to require special treataseat is the intermixture of through 
highway traffic with street traffic in the cities along t1w» 
route. In most instances the sain State roads now enter' %hm 

••cities, and through traffic isnsi, perforce, pa as throo#* 
the city streets to roach the continuation ©f the highway 
at the opposite side of the city, fait situation has al
ready becoao intolerable in a nuaber of places, not only 
because of tho further congestion of tho already ©ver~«#o<#*& 
city streets but aloo because of the difficulty which ft ran- • 
gers experience in finding their way to the proper highway 
exit. The remedy in this eas3 is bein^ f sund in the con
st ruction of bolt-lino or by pass highways encircling t$*e 
cities. 


