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LETTER OF TRANSMITTAL

To the Congress of the United Slates:

I transmit herewith a letter from the Secretary of Agriculture, con-
curred in by the Secretary of War, enclosing a report of the Bureau of
Public Roads, United Igtates Department of Agriculture, on the
Fensibility of a System of Transcontinental Toll Roads and a Master
Plan for Free Highway Development.

The report, prepared at the request of the Congress, is the first
complete assembly of data on the use being made of our national
highway network. It points definitely to the corrective measures of
greatest urgency and shows that existing improvements may be fully
utilized in meeting ultimate highway neads.

It emphasizes the need of a special system of direct interregional
highways, with all necessary connections through and around cities,
designed to meet the requirements of the national defense and the needs
of a growing peacetime traffic of longer rm‘-ge.

It shows that there is need for superhighways, but malkes it clear
that this need exists only where there is congestion on the existin
roads, and mainly in metropolitan areas. Improved facilities, neede
for the solution of city street congestion, are shown to cccupy a
fundamental place in the general replanning of the cities indicated as
neces in the report “Our Cities,” issued in September 1937 by the
National Resources Committee.

The report also points definitely to difficulties of right-of-way
acquisition as obstacles to a proper development of both rural high-
ways and city streets, and males important and useful recommenda-
tions for deaf{ng with these difficulties.

I call the special attention of the Congress to the discussion of the
principle of “excess-taking” of land for highways. I lay great empha-
giz on this because by adopting the principle of “excess-taking’ of
land, the ultimate cost to the Government of a great national system
of highways will be greatly reduced.

For instanece, we all know that it is largel{' a matter of chance if a
new highway is loeated through one man's land and misses another
man's land o few miles away. Yet the man who, by good fortune,
sella o narrow right-of-wa f?:'rr a new highway makes, in most cases,
a handsome profit through the increase in value of all of the rest of
his land. Tgat represents an unearned inerement of profit—a profit
which comes to o mere handful of lucky citizens and which is denied
to the vast majority.

Under the exercize of the principle of “excess-taking'' of land, the
Government, which puts up the cost of the highway, buys a wide
strip on each side of the highway itself, uses it for the rental of con-
cessions and sells it off over a period of years to home builders and
others who wish to live near a main artery of travel. Thus the
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Government gets the unearned inerement and reimburses itself in
large part for the building of the road.

n its full discussion of the whole highway problem and the wealth
of exact data it supplies, the report indicates the broad outlines of
what might be regarded as a master plan for the development of all
of the highway and street facilities of the Nation.

I recommend the report for the consideration of the Congress as a
basis for needed action to solve our highway problems.
Frawkrin D. RooseveLr.

Tarz Wmre Housg,
April 87, 19388,

LETTER OF SUBMITTAL

DEPARTMENT OF AGRICULTURE,
Washington, April 11, 1535,
The PrEsiDENT,
The White House.

Duar Mz, Presipext: In accord with vour suggestion, the report
of the Burean of Public Roads which is now before you has been re-
vised to Eraaent more clearly the need for a system of interregional
through highways and the important relationships of such o system
to the requirements of the national defense. The report has for its
foundation the wealth of factual data collected through the highway
Elnnning surveys operated in cooperation between 46 of the State

ighway departments and the Bureau. Now consolidated, the Nation-
wide pattern, qualitative and quantitative, of hichway usage is devel-
oped for the first time.

In part I, the report in its present form, defines the locaton of three
east-west and three north-south highways mnfm'm.i.uF to the descrip-
tion of section 13 of the Federal Ald Highway Act of 1938, approved
June 8, 1938, and indicates conelusively ﬁmt gnnne.ing of the fuﬁ costa
of such highways by direct-toll collections is not possible.

In the second part, the report discusses at length the development
to date of the composite street and highway system of the country,
and presents the general outlines of what in effect is a master highway
plan for the Nation. The details of the plan outlined will be supplied
progressively by continued studies already arranged for in cooperation
with the State highway departments.

Pointing out clearly that the carrying out of the mm‘iosit.a plan
calls for appropriate and eoordinated contributions b e Federal
and State Governments and by all county and municipal subdivisions,
the report proposes definite joint action by the Federal Government
and the States. ] s ;

Primary importance is attached to the designation and progressive
improvement of a system of direct interregional highways designed to
facilitate the long and expeditious movements that may be necessary
in the national defense, and similarly wide-ranging travel of motor-
istz in their own vehicles—a travel which, in addition to its immediate
recreational benefits, is o powerful force for national unity.

In addition to this new activity the report proposes continued
cooperation with the States in the modernization of the Federal-aid
highway system, the elimination of hazards at railroad grade eross-
ings, and the improvement of secondary and feeder roads properly
integrated with programs of desirable land-use.

The report emphagizes the limitations hitherto placed uli_l::-n high-
way and street improvements by inadequate provision for the acqui-
sition of appropriate rights-of-way, and the fundamental importance
of suitable provision for dealing with the right-of-way problem in
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econnection with the more elaborate improvements that will be required
in the future. To this end it proposes the ereation of a Federal Land
Authority empowered to buy, sell, lease, and hold land required for
the various improvement projects of the Federal Government, and
similarly to aid, through loans and leases, the acquisition of needed
rights-of-way for important highway and street improvements of
the States and cities. In an appendix it indieates the possibility,
and legal status of methods of recovering the cost of highway improve-
ments, in whole or in part, by the resale of land acquired in excess
of the amount needef for the construction and protection of the
highwnys.

"entative location of the system of direct interregional highways
proposed is indicated in the report, but the recommendation is made
that final determination of the loeation of such highways should be
made after further study in which the Bureau of Public Roads would
cooperate with the War Department and the State highway depart-
ments,

In 1921 the War Department at the request of the Department of
Agriculture made a comprehensive study of the highway routes
important to the national defense. All of these routes were included
in the Federal-nid system then established. In 1935 a restudy was
made by the War Department to develop the revisions desirable and
to establish priorities of route improvements. Since then the two
Departments have maintained active linison in relation to the general
highway programs and the advancement of particular projects needed
by the Military Establishment. Just recently a committee has been
established by the War Department to work with the Bureau of
Public Roads and the American Association of State Highway Offieials
to coordinate both the structural design and volume eapacities of
highway development with the requirements of the several major
branches of the Military Establishment. In general terms it is the
position of the War Department that a system of highways that is
adequate to serve the industrial and commercial demands of the
Nation will serve also the military rﬂquiremﬂntﬁ. However, the
seale of the development of motorized military equipment and ord-
nance, and the changes in military practices taken in conjunection
with the tremendous inerease in the general publie use of the highways,
have created major problems that now require joint consideration by
the two Departments, ! .

Since it is the purpose of the report to provide a broad foundation
for a sound future highway program, I recommend it be forwarded
by you to the Congress with such comments as you may wish to malke,

Very respectfully,
H. A. Warrace,
Secretary of Agriculture.

I concur in the recommendation of the Secretary of Agriculture
that you forward the report on highways to the Congress for con-
sideration.

Very respectiully
: Harry H. Woopning,
Secretary of War,

TOLL ROADS AND FREE ROADS

Part I

THE FEASIBILITY OF A SYSTEM OF TRANS-
CONTINENTAL TOLL ROADS
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P‘!LRT I. THE FEASIBILITY OF A SYSTEM OF TRANSCON-
TINENTAL TOLL ROADS

Section 13 of the Federal Aid Highway Aet of 1938, approved June
8, 1038, provides that:

The Chief of the Bureau of Public Roads is hereby directed to investigate and
make & report of his findings and recommend to the Congress not later than
February 1, 1938, with respect to the fmlblhty of building, and cost of, super-
highways nut exceedlng three in number, running in a general direction I"rum the
eastern to the western portion of the United States, ﬂ.ﬂd not exeeeding three in
number, running in a general direction from the northern to the southern portion
of the United States, including the feasibility of a toll system on such roads,

In accordance with this direction an investigation has been made,
reconnaissance locations of six highways answering the general de-
seription contained in the act have been projected, and the following
report is submitted with recommendations mncermnf the feasibility
of building, and cost of, the six superhighways selected, and the
feasibility of a toll systam on them.

SUMMARY OF FINDINGS AND RECOMMENDATIONS

The building of the six superhighways on the selected locations, to
the high standards consistent with the indicated character of the pro-
posed facilities, is entirely feasible from a physical standpoint.

The nppmmnnta total length of the six superhighways, as projected,
is 14,336 miles; and the estimated cost of constructing them to desir-
able standards is $2,899,800,000, which is at the average rate of
$202,270 per mile.

The estimated cost per mile varies from a maximum of $1,158,400
for the section from Jersey City, N. J,, to New Haven, Conn., to a
minimum of $63,450 for the section from Rupert, Idaho, to Brlgl:uam
Utah. The variation results principally from differances in the esti-
mated eost of right-of-way, the quantity of grading required, the num-
ber of access points, the number and character of bridges rsqmre:d Lo
carry the highway over streams and over or under intersecting high-
ways and railways, and the number ngjgm ement lanes required for
the accommodation of the estimated tr

A most conservative average estimated annual expenditure for the
period 1945-60, required for financing the construction, maintaining
the property, and operating the facility, for the six superhighways in
their entirety is $184,054,000 per year, which is at the average rate of
£12,840 per mile per year, varying from a maximum of $66,560 per
mile per year for the section from Jersey City, N. J., to New Haven,
Conn., to & minimurm of $5,700 per mile per year for the section from
Rupart. Idaho, to Bnghu.m, Utah., These estimates of the required
annual expenditure are based on reasonable assumptions with respect
to the probable service life of the various elements of the construetion,
probable maintenanee and operating costs, and financing costs based
upon a 30-year loan with annual interest at 2.6 percent and an addi-
tional 2.24 percent for retirement.

1



7] TOLL ROADS AND FREE ROADS

The total utilization of the six superhighways in their entirety, by
the most optimistic estimate, averages for the period 1945-60,
4,544,000,000 vehicle-miles of toll-paying traffic_per year, of which
3,635,000,000 is accumulated by passengcr antomobiles and 909,000,000
by motortrucks and busses, This utilization averages per day over
the entire mileage approximately 12,450,000 vehicle-miles, of which
8,960,000 iz hy passenger automobiles and 2,490,000 by motortrucks
and busses, im]ﬁyin an equivalent average traffic volume on each
mile of the six supaﬁ'nighwu.}'s of 699 passenger automobiles and 175
motortrucks and busses per day.

The most optimistic estimated average daily toll-paying traffic for
the period varies from a maximum of 5,998 passenger automobiles
and 1,500 motortrucks and busses for the section from Jersey City,
N.J., to New Haven, Conn., to a minimum of 96 passenger automobiles
and 24 motortrucks and busses for the section from Spokane, Wash.,
to Fargo, N. Dak, 5

The test of the feasibility of a direct toll system on the roads is
based upon assumed average rates of 3.5 cents per vehicle-mile for
motortrucks and busses and 1 cent per vehicle-mile for passenger
cars. Since, on the average, it is estimated that the ratio of motor-
trucks and busses to passenger automobiles in the traffic will be
approximately as 1 is to 4, the assumed toll rates for each type of
vehicle result in an average rate of 1.5 cents per vehicle-mile for
vehicles of all descriptions. It is believed that the usage rates assumed
are rensonable for the purpose of testing the feasibility of a direct toll
system on these roads. Ff higher rates were assumed, it would be
necessary to reduce the estimated potential toll-paying traffie, pmb:}h?
by an amount that would result in a net reduction of the total yield.
[gluwnr rates were assumed, it is doubtful that the increased traflic
would be sufficient to produce a greater total yield. In addition to
these tolls, based on miles traveled, additional tolls were assumed for
certain bridges where no alternate free facilities exist.,

On the basis of the assumed rates of toll, the estimated total toll
collection from the maximum amount of traffic that can reasonably
be expected to use the six superhighways would be $84,037,000 for the
year 1960 and for the period 1945-60 would be $1,154,236,000, or an
average of $72,140,000 per year for the 16-year period, which is con-
sider&ﬁ:]y less than the $184,054,000, estimated as the probable aver-
age total annual cost of the six superhighways. It is, therefore,
concluded that a direct toll system on these six superhighways, in
their entirety, would not be gea.sible as a means of recovering the
entire cost of the facilities.

However, there are two sections on which it is estimated that the
annual toll collections for the year 1960 will slightly exceed the annual
eost. These sections extend from a point near Philadel hia, Pa., to a
point near New Haven, Conn., a distance of 172 miles. On these
two sections the estimated revenue of the year 1960 represents 109 and
104 percent, respectively, of the estimated cost for that year, or a
combined average of 106 percent. A j

Other sections most nearly approaching these sections in point of
feasibility of operation as toll facilities are those from the junction of
the most westerly and most southerly routes in California to White-
water, Calif., a distance of 91 miles; from Washington, D. C,, to
Baltimore, Md., 39 miles; from a point near Boston, Mass., to Port-

L
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FEASIBILITY OF TRANSCONTINENTAL TOLL ROADS 3

land, Maine, 134 miles; from Miami to Jacksonville, Fla., 326 miles:
and from Baltimore, Md., to a point near Philadelphia, Pa., 76 miles.
On these sections the anticipated revenues in 1960 would produce from
91.8 to 83.2 ﬂ]l:lﬁrqeut of the estimated cost for that year. On no other
sections of the six projected toll roads do the estimates made result in
8 ratio of collections to costs as large as 80 percent. On 19 other
sections of the eix toll roads as projected the estimates made result in
ratios of maximum collections to costs varying from 50 percent to less
than 80 percent. These 19 sections, described by their approximate
termini and total lengths and the corresponding ratios of maximum
collections to costs in 1960, are as follows:

Approximate termin Ratlo of

. | estimated

s LE‘:?' aﬁu}éﬁll

H— nelion

To— lsmgth | o to

annal cost
Riohmond, Ya_......ceeeeacaeoooo .. M’lfg:l o 70,1
Ban Yabdro, Calif .- 200 27070 124 4 70,10
Whibawstber, Calif__ ... oo T 47 T
Ch ol.... 186, § T2
Brigham, Utsh 52.3 .9
Chlases, Tox_ ... a3r. o 7.1
A ngeled, Oal - 8z 1
Bufialo, M. ¥_.___. 267, 4 T
Whitewnter, Calif_ ... (] Al &
San Fernando, Calll 19007 a1
Minneapolis, Minn, HZ A B0
Bnernmento, Oulil_. 15,7 i ]
Han Antamo, Tex_ = 250, T 5i 2
Portland, Malne. ... 1.3 &L 5
El. -ITM - (D = 757 BLT
ringhBnld, I11... 4.7 &1, 4
Clharlisle, P 04, & ]
Angoln, Tnd | je? 0 2 i),
o | e E T A g, 1 50,

| Inelhiwdes 42,9 miles af free highway.

On all other sections of the six superhighways as projected, the
estimates made result in ratios of maximum ml?:actiuns to coste less
thfm 50 percent.

T'he foregoing statement regarding collections and costs is based
upon maximum estimates of traffic for sections of a complete system.
If the sections were to be construeted as isolated units, the maximum
collections and the ratios given would undoubtedly be materially
reduced.

The comparisons made have reference to sections of substantial
length extending between major controlling points on the highways.
Doubtless, there would be shorter sections of the routes, perhaps some
short seetions of highway and some of the tunnels, but especially some
of the bridges, which, if they were built and operated as local con-
veniences ﬁroufd accumulate a sufficient toll collection to cover all or
a substantial part of their annual costs.

. Each one of these indicated possibilities requires a thorough study
m much more detail to determine the extent to which it might qualify
as a sound, direct toll project,

On the basis of the investigation made and its results as briefly
summarized above, a sound Federal poliey for the construction of a

-eystem of transcontinental superhighways, traversing the enfire ex-
tent of the United States from east to west and from north to south,
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cannof rest upon the expectation that the costs of constructing and
operating such a system as a whole would be recoverable, in their
entirety or in any large part from direct tolls collected from the users.

If, as an actual test of the feasibility of a limited mileage of toll
roads, it is the desire of the Congress to make provision for the con-
struction of a section of highway of aubstantial length upon which
there is a reasonable prospect of the recovery of the costs through
tolls, it iz recommended that such provision be made applicable to a
section of highway, properly located, and extending from an appro-
priate point near Washington, D. C., to an appropriate point near
Boston, Mass, :

The factual evidenece presented in this report clearly indicates that
the construction of direct toll highways connot be relied upon as a
sound solution of the problem of providing adequate facilities for the
vitally necessary highway transportation of the United States, or to
solve any mnﬁi(ﬁ;mh @ part of this problem.

While these conclusions are reached with reference to the limited
question of financial feasibility of transcontinental superhighways and
the possibility of toll collections to meet their cost, it i8 recognized
that the report should be constructive rather than negative in charac-
ter. Further, the Secretary of Agriculture is directed by the basic
Federal highway legislation to submit reports or recommendations to
the Clongress on important hichway matters. Cunfurrn.ing with this
direction there iz included in this report a discussion of the most
important problems confronting both the Federal and State Govern-
ments and their subdivisions with respect to highway facilities.

From the discussion there emerges the general outline of what is in
effect & master hichway plan for the entire Nation. The earrying
out of the plan in all its parts calls for appropriate action bg’ the Fed-
eral and State Governments and all county and municipal subdivisions,
As desirable joint contributions of the Federal and State Governments,
the report lists several undertakings as follows:

1. The construction of a special, tentatively defined system of
direct interregional highways, with all necessary connections through
and around ecities, designed to meet the requirements of the national
defense in time of war and the needs of a growing peacetime traffic of
longer range.

2. The modernization of the Federal-aid highway system.

3, The elimination of hazarde at railroad grade crossings. )

4. An improvement of secondary and feeder roads, properly inte-
grated with land-use programs.

5. The creation of a Federal Land Authority empowered to acquire,
hold, sell, and lease lands needed for public purposez and to acquire
and sell excess lands for the purpose of recoupment. o

The report emphasizes the difficulties encountered in the acquisi-
tion of adequate rights-of-way; snd, in view of the fundamental
necessity of such rights-of-way, proposes definite measures by which
the United States could aid in the acquisition of suitable righta-of-way
and simultaneously eontribute helpfully to the solution of other urgent
problems, especially certain problems eonfronting the larger cities.

RELIANCE UPON STATE-WIDE HIGHWAY PLANNING SURVEYS

For the wealth of basic data, available in great detail for the pur-
poses of the required investigation, especially data concerning the
volume, character, and range of traffic, the condition of existing

[ T —_—
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highways, and the need for new facilities, we are indebted
State-wide Inﬁhwny r[;launin surveys of 46 States, These s&?v;!::
have been made possible by the availability of joint Federal and Stete
funds under the authority of the provision contained in the Federal
highway legislation authorizing expenditure from several Federal
highway appropriations and matching State funds for physical and
economic mvestigations required for the planning of future highway
Dr‘;}lm“‘.‘i and programs.

he information furnished by these surveys made it possible within
the limited time available to select the six superhighways deseribed
n this report with reasonable assurance that the selection made is
probably the best that can be made, and to obtain the substantial
concurrence, in_ the particular selection, of the responsible State
highway authorities of all States. In fullness and in accuracy the
facts supplied for consideration in the investigation are unmatched
hg the information elsewhere or to any person available. In the
absence of these facts this report would necessarily be far less definite
in its conelusions, and less dependable in its author ty.

CHARACTERISTICS OF HIGHWAY TRAFFIC DISCLOSED BY PLANNING
SURVEYS

The facts derived from the highway planning surveys were especi
useful in disclosing the iunaml e &rmtt'.ris%ica ﬂf"highmvaypt-:a%]g
which have an important bearing upon the estimation of the amount
of traffic that would probably use the proposed superhighways if
they were constructed. Certain of these general characteristics that
affect important decisions basic to the conelusions of this investigation
will be described and illustrated by facts supplied mainly by the
highway planning surveys of a number of States, s

TRANSCONTINENTAL TRAVEL LIGHT

Some of the proposals for the construction of so-called trans-
continental highways appear to be motivated by a belief that there
exists an important volume of transcontinental travel; i. e., a through
travel in motor vehicles between points in the Atlantic coast or far
Eastern States and points in the Pacific coast or far Western States,
No other explanation adequately accounts for the usual insistence
Ef:'t];l;li:i‘mltun”}r absolute straightness of line between the continental

Facts developed by the highway planning surveys definitelv a
conclusively show that therelﬁl no fully trﬂgcontinéntai travnl?nor:u:
even of semicontinental range, that could be accumulated in sufficient
fmount on any one or several highwsys traversing the breadth of the
country, either to }fustify the construction, or to any considerahble
extent determine the character or location of such a highway or
hlgll‘n\fa,ys. :

his conelusion is borne out by the planning survey facts presented
Ernplncal]_v in plate 1. The greatest width of the tentacled central
and shown in this graph represents to scale the average daily number
of passenger cars traveling between points in the three Pacific-coast
States and points in all States east of Idaho, Nevada, and Arizona
as actually counted at stations on all main-traveled east-west, muds:
located approximately where such roads are crossed by the dashed line
144040 mf— 2
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T
shown by the ﬁgures ap%enrinﬁ at the end of the tentacles running to
the respective States,

he sum of the numbers of cars bound to or

from points in States bordering on or near the Atlantie coast is 300.

This figure represents substantially the total volume of average daily
passenger-car traffic moving over all main-traveled highways between
the east and west coasts. By a similar reckoning the aver
passenger-car traffic between the west-coast States and all points east
of t.henﬁlississippi River over all main east-west highways will be found
to be less than 800 vehicles. These vehicles could not be attracted to
a single enst-west route under any circumstances.

Plate 2 shows by a similar diagram the origine and destinations of
motortrucks and busses observed at the same Idaho, Nevada, and
Arizona points and indicates that the range of travel by such vehicles
is much shorter than the passenger-car range represented in plate 1.

Similarly plates 3 and 4 show the origins and destinations of all
passenger automobiles and motortrucks, respeetively (other than
vehicles of Florida registration), passing on an average day over the
Florida State line. The traffic data represented are the results of
eounts made throughout the year 1937 on all main highways crossing
the State line. Plate 3 shows that there is a well-developed movement
hetween Florida and the Middle Atlantic and New England States that
might conceivably be accumulated on one properly located free high-
way between the Potomac River and the Florida line. It shows also

that there is another well-developed movement that might be accumu-
lﬁt-aqdon a single properly located free highway between Chicago and
orida.

It may be observed that the number of passenger cars of other than
Florida registration shown, in plate 3, as bound to or from the three
Pacific Coast States is 23.  Cars of Florida registration, not included
in the graphed totals, similarly bound to or from the three West Coast
States add an average of 3 daily to this number, making a total of
26, as counted at the Florida line. It is interesting to compare this
total with the 20 ears shown in plate 1 as having been found in Idaho,
Nevada, and Arizona to be bound to or from Florida points. The
close agreement of these fipures, resulting from counts made inde-
pendently at points separated by almost the width of the continent,
1s indicative of the high accuracy of the highway planning surveys.

age daily

HIGHWAY TRIPS ARE PREDOMINANTLY SHORT

Plate 5, based upon planning survey data from 11 representative
States, shows the range in frequeney distribution of the lengths of all
one-way trips of passenger cars extending beyond the limits of cities,
The States represented are Florida, Kansas, Louisiana, Minnesota,
New Hampshire, Pennsylvania, South Dakota, Utah, Vermont,
Washington, and Wisconsin. For each range of trip length, repre-
sented horizontally in miles, the graph shows by the height of the
vertical bar to the bottom of the shaded areas the lowest percent
in which trips of that length are found in any of the 11 States. B%S
the top of the shaded area the height of the bar for each range of tri
length reprezents the highest parnantﬁla in which trips of that lengt
were found in any of the 11 States, e vertical Ienf,vth of the shaded
bands, represents to the percentage scale at the left the range between

the maximum and minimum percentage in which trips of each range
of length were found in the 11 States.
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It will be observed that trips less than 5 miles in length constitute
the largest group in all States, ranging between 25.7 percent of all
trips in one State and 43.8 percent in another, the percentages in the
other nine States lying between these limits, Jl"rip:! from 5 to 10 miles

in length constitute the next largest group, and those from 10 to 20
miles long the third largest group.

The same data that are represented in plate 5 were used to compute
the mean and median Jengths of trip shown in table 1 for each of the
11 States. The table shows the mean and median trip lengths in

Figures represent total foreign
i Georgia State lines

'é 50
: 7
i w40 P
= i & ?
| THE ELEVEN STATES
= & % FLORIDA PENNSYLYAHIA
g8 7 HANSAS SOUTH DAETA
= 230 %7 LOWISEAHA UTAH
"g-li |§ / 261 HINRESOTH VERHIONT
.;4—1 TX] /7 i HEW HAMPSHIRL WRSHINGTON
é‘% E zm// | WISCOMTIN
d - 20 / : |
g z Z | .
Ll 71 |
: : | |
EE E'-I 10 04 ;: !
ef v
2= = ;/} 24 - 23
._.;‘; ; 7z L L
. E*_:,, OreSmel) v 20 n 30 e 40 ™ 50 ru 00 oves
B MILES
-% E Prate h.—Range of frequency distribution of the length of all one-way trips of
TE passenger cars extending outside of cities in 11 States,
- 3
_EDE_ miles, in each of the States, separately for cars owned in rural and
g; urban places, in each of four population classes of urban places, and
=g in the State as a whole. The mean of all trip lengths is shown to
‘E% range from 11.7 miles to 18.7 miles; the median from 6.3 miles to 8.9
B
[-H

miles. The data contained in the table also indicate that trips of
passenger cars owned in rural areas are generally shorter than trips of
cars owned in citie:j and also that the length of trip by city-owned

ears inereases generally with the population of the eity in which they
! are owned.

4— Average daily numb
PLh“t.raval in both directions on
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i e gt The data represented in plafe 5 and table 1 have a double signifi-
5 § | pRdendrdeses % eance in relation to the estimation of potential traffic for the proposed
. Y| & = highways with limited access.
4 § = — | 1. They indicate that a econsiderable proportion of an existing
= s T Wi p oo g traffic moving directly along the line of the proposed facility cannot
= &= £ %"ﬂ"-“ e E ’ be eounted upon to use the facility unless the distances between
= i = - access points are very short. Anly given distance between nccess
w - + £ =
& I 8| qmounanese=s || 3 | oints must be considered as excluding from potential use of the
& | ¢ |%]2=" 1 : acility all or practically all of the traffic found to be desirous of mov-
5 l & g|= B ing directly along the line of the facility for distances shorter than the
= £ conrceanwen | 8 access spacing.
g | £ | 3| idesd=cdsegd | 2 2. The data also indicate that, as a rule, the amount of traffic that
= - 2| = = would be attracted by any of the proposed limited-access highways
a I| I e S P T ‘QE from other generally parallel routes will vary inversely with the ﬁat.ﬂ.nee
- 2 E =g i 4 iWd | 85 separating the new Eljgh“’ﬂj’ from the parallel routes. Generally it
214 \ E| 5= i e 22 must be assumed that for most of the traffic moving on a parallel
|3 | 4 _ | gf route, diversion to the pruﬁus&d highway would involve some indirec-
= % : g g SHoes i iy igg | =8 tion. The amount of such indirection that would overbalance other
z [¥ ElLls PETT | B | attractions of the new highway would vary with the length of the
L I b 25 trip possible ﬂuni the new highway before diverging to destination.
B lx] %] q | gaoe ieaes g | iz As long trips are shown by plate 5 and table 1 to be a small percentage
i 32| 8 3|57 | B2 of all trips, and as only a traveler embarked upon a fairly long trip
Bl i18|= £ would accept any considerable lateral diversion from his direct course
A _eme neom e EE in order to enjoy superior highway facilities, it follows that the amount
R | § | § | d==d m=ss L I of traffic that can be counted as transferable to a limited-access high-
e e = I | 53 way from a generally parallel normal highway at a considerable
2| g3 o T [ L distance must be quite small.
g | B .é § 2 | Bxddel-legamss Eg As indicated by table 1, residents of large cities, on the average
= ana gl | 2% make longer trips than residents of small cities. Evidence that will
2lalglse e | he submitted hereafter (see pl. 8) shows that as a city is approached,
i Bl 8| 5| Ssdips<4=dE | &3 the volume of traffic beging to increase at a greater distance from
i § £l 2] s ﬁg large cities than from small ones, which corroborates the stated rule.
= g VSRR P EE] As New York is our largest city, the traffic diagram presented in
;;:3“ Rl | 5 E;*:.:;r::m:;; e plate 6 may be considered to represent the extreme condition in
%‘ 215 a2 respect to average length of trip and ratio of numbers of long to
= g| =2 g_ﬂ; ghort trips. Yet, even at New York, as plate 6 shows, an average
% e gannatansss (42 daily traffic of 82,166 crossing the Hudson River by all facilities
b4 = |8 gﬁahxﬂ- . | Eg between the Battery and Tarrytown dwindles to less than a fifth of
= ™ 8E that amount within 20 miles. This dwindling oceurs despite the
g g | Jmemmmesera. | 22 existence of a ring of satellite cities which, by their local influence
5 . £ | bl i E% tend to keep the volume up. ;
E. B | * <5 It is of particular interest to note in plate & that only 3,100 of the
;3 g e T e 1 82,166 vehicles crossing the Hudson River are bound from or to points
- 2 | g | Joivtoigeduag | 53 in States west and south more distant than New York, Pennsylvania,
= | | £ EE and New Jersey.
5 i i bt
= Z ﬁg MAJORITY OF AUTOMOBILE OWNERS HAVE LOW INCOMES
g : ;z A survey recently made by the Bureau of Foreign and Domestie
f% : P ES Commerce, United States Department of Commerce, shows that
| | AR R - the majority of family passenger cars are owned by families of very
=t & P Eﬁg id i moderate income. As indicated in the table below more than half
] iaZEEE E-'EE 4 gE of all family cars are owned by families that have an annual income
2 _-'g'g;% b Ee E:é e of 81,500 or less. Less than 5 percent of all family ears are owned
B Euﬁ?ﬁﬁﬁyéi £ by families that have an annual income of more than $5,000. Less
e e Ll
|
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than a third are owned by families that have annual incomes in excess
of $2,000.

1]
e r o

i

: 3 -Hudson River
— Traffic dispersion chart showing average dailly trans
PLtfr:Eifin \’r];q:?nl.ti.r of New Yur]fhﬂit}r. I"icﬁ;qea;ep}'er.:e&n;nirﬁ:in nt%grt;if;}:::;
: i i , BT & ferri I
e thrﬁrﬁrﬁ?ﬁ:ﬁﬁﬂﬁ?%c ia distributed according to origine and

Ei;?tlmmt.i'n:r;ln States and nearby counties. Chart iz baged on information

abtained from Port of New York Authority.
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In estimating the probable volume of toll-paving traffic on the
selected superhighways, it is necessary to give due consideration to
these facts. Persons of low income who own and operate passenger
automobiles are influenced in the uses they make of their cars to a
greater extent by the immediate operating expense, such as gasoline
and oil, than bththe actual total costs, including tires, depreciation,
and so forth. @ cost of the gazoline consumed on a trip may amount
to little more than a cent a mile. To the motorcar owner with an
income of less than $1,500 a year, a toll of 1 cent per mile is likely to
appear as a 100-percent increase in his cost of operation; and so
viewed it is an additional cost that he is not likely to pay.

CONSIDERATIONS AFFECTING THE SELECTION OF ROUTES FOR
INYESTIGATION

CONFORMITY TO THE CONGEESSIONAL DEBCRIFTION

Several considerations influenced the location of the routes chosen

for the superhighways to be investigated. The first requirement was

that the routes selected should GD];%OI'I[[ substantially to the deserip-

tion specified in the act, 1. e., that there should be not more than

three running in a general direction from the eastern to the western

portion of the United States, and not more than three running in a
eneral direction from the northern to the southern portion of the
nited States,

The major routes selected conform exaetly to this deseription.
Two of the north-south roads run from the Canadian line to the Mexi-
c