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•HIGHWAY construction has destroyed whole neighborhoods, ruined or buried parks 
and waterfronts, and displaced entire communities without all the alternatives having 
been explored. 

Proposed new expressways are regarded by many as rivers of noise, exhaust gas , 
and constant motion: A "River to be kept away from my door!" When residential areas, 
park areas, or areas of scenic vistas have been under discussion for a new highway, 
great numbers of citizens have signed petitions and stormed City Hall in opposition. 
Can we really blame them? Certainly, we can expect more of the same across the 
nation. 

To date, our road transportation networks have all too often been built at the ex
pense of civic and human values. They have scarred and divided our neighborhoods, have 
displaced the poor, and have been built at the expense of other means of transportation. 
The highway engineer has, indeed, become the villain! Does it matter that in hundreds 
of urban areas, urban highway projects have been satisfactorily completed and are 
serving the public? We have forgotten that our affluent society is largely the result 
of mobility obtained through locating, designing, and building the world's finest high
way system. 

It is true that there have been criticisms and limited mistakes, but when you con
sider the accomplishments and the magnitude of the work, you must agree that the 
criticisms and mistakes are almost minor in comparison. 

More important than ever is the need to clarify the concept of the "public good" in 
expressway planning. To illustrate how the interpretation of the public good affects 
the process of expressway planning, it is necessary to review how highway decisions 
were originally made and how the process has evolved up to this time. 

In the early days of highway construction, the concept of the public good, although 
not always stated explicity, was nevertheless there. In 1919, Oregon passed a 
special tax on the sale of gasoline and tied the rate of highway construction to the 
receipt of these taxes. This was very much in keeping with the traditional concept of 
a market mechanism of supply and demand. The supply of highway improvements was 
determined by the demand for improved roads as expressed by the amount of motor 
fuel taxes collected, which in turn reflected the volume of traffic on existing roads. 
This approach could not at that time have raised much controversy as to whether or 
not it reflected the public good, because within a decade all other states had established 
motor-vehicle user taxes for financing highway improvements. 

Again, it was Oregon that developed the process one step further because, while the 
amount of highway construction was governed by the amount of funds available, that did 
not resolve the problem of where the improvements were to be made, how much demand 
justified the expenditure, and why one particular improvement was chosen over another. 
In 1937, Oregon began to relate the costs of highway improvements to the benefits to 
be derived from alternative alignments or routes. Maintenance of the highway was 
included in the costs, and savings in motor fuel were included in the benefits. This 
development, too, was in keeping with good business practice. 
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In 1945, a national survey was made of the methods used by the different states to 
justify highway expenditures. The purpose was to develop some uniformity in proce
dures and standards across the country. As a result, the road-user benefit analysis 
was further refined and eventually adopted as standard practice by the U. S. Bureau of 
Public Roads. 

Except for times of national crisis, when large federal expenditures on roads are 
made for other reasons-such as to give employment during the depression, and for 
defense purposes during wartime-this philosophy, based on the costs and benefits to 
the road-user, has prevailed until recent years. 

As time went on, however, non-road-user considerations, such as changes in 
property values and land use, were added to the criteria for expressway alignments. 
Although the consideration of effects on the non-road-user broadened the basis for 
decision, the fundamental philosophy did not take into account the gulf that was devel
oping between the road-user on the one hand and the general public on the other. 

The public was becoming more aware of the disrupt ion caused by expressway con
struction and less impressed by its ability to keep up with traffic demands. In the 
early days, much expressway construction occurred in rural areas. Therefore, the 
displacement of residents and businesses was slight compared with what happened 
when expressways were built in developed urban areas. 

Highway engineers are unfairly bearing the brunt of the inadequacies of the tradi
tional mechanism of supply and demand as a basis for resolving long-range public 
decisions. It is emphasized that yesterday this approach was synonomous with the 
public good. Today, however, the public good involves fundamental questions of goals 
and priorities, of the accounting of costs and benefits, of the adequacy or lack of 
adequacy of our approach to public investments, and of the building of cities populated 
by human beings having aspirations for the quality of life in which to work, live, and 
raise their children. All of these questions become critical and explosive issues when 
the highway meets the city, and they cannot just be painted or landscaped over. 

Today we realize that urban highways head the list of public works that have been 
planned with too narrow a purpose in mind The reason they head the list is not that 
they have been planned with less heed than other public improvements , but because 
their performance and power have such an impact on the urban scene. They are far 
too powerful simply to glide through the city unnoticed, no matter how prettily dressed 

Today we are exploring an approach that puts highways to strategic use in the 
building of a better physical and social environment for our cities. 

We must apply a full accounting not only to land acquisition, design, and construc
tion, but also to such other real and tangible costs as the additional street and storage 
capacity required at interchanges; the taking of land from the tax rolls; the dislocation 
of people in the highway's path; the possible reduction in value of adjacent property; 
the division and disruption of neighborhoods stemming from insensitive location; and 
the visual blight resulting from insensitive design. In Chicago's Crosstown Expressway 
study, our goal is to put the power of the highway to positive use. 

It is the intent of the Crosstown design team to: 

1. Design the Crosstown Expressway to be a quality highway; 
2. Design the Crosstown Expressway and its environs to implement the City's plans 

for the future; and . 
3. Recommend methods for the implementation of the construction of the express

way and its environs. 

Most urban problems have no clear-cut, well-defined solutions. The eoals, how-
ever, are clear: 

1. Guarantee decent housing for every family, 
2. Remove the slums, 
3. Eliminate poverty, 
4. Achieve a balanced transportation system, 
5. Terminate crime, 
6. Nourish quality education for all, 



7. Effect equal opportunity in employment, 
8. Secure better health services, and 
9. Stimulate adequate recreational development. 

To achieve greatness, a city must set its goals high. It must aim to achieve the 
impossible. It must not compromise essentials. 
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We are confident that Chicago has both the political leadership and the professional 
talent to develop and achieve a new urban expressway with related community devel
opments. We will establish new standards for other urban communities to emulate. 
The "I will" spirit of Chicago will permit no less. 




