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I n a c c o r d a n c e w i t h S e c t i o n 204(g) of the N a t i o n a l C a p i t a l 

T r a n s p o r t a t i o n A c t of 1960s the N a t i o n a l C a p i t a l T r a n s p o r t a t i o n Agency-

s u b m i t t e d to the P r e s i d e n t of the U n i t e d S t a t e s a r e p o r t e n t i t l e d , " R e c o m ­

m e n d a t i o n s for T r a n s p o r t a t i o n i n the N a t i o n a l C a p i t a l R e g i o n , F i n a n c e and 

O r g a n i z a t i o n " , da ted N o v e m b e r 1, 1 9 6 2 . 

B y l e t t e r of N o v e m b e r 20 , 1962 , the B u r e a u of the Budge t a n ­

n o u n c e d r e c e i p t of t h i s r e p o r t a n d a d v i s e d of the P r e s i d e n t ' s d e s i r e that 

the B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a s u b m i t c o m m e n t s 

p r i o r to t r a n s m i t t a l of the r e p o r t to the C o n g r e s s . 

T h e r e c o m m e n d a t i o n s c o n t a i n e d i n the N C T A r e p o r t of N o v e m ­

b e r 1, 1962 , w i l l h a v e f a r - r e a c h i n g i m p a c t upon the fu tu re of the N a t i o n a l 

C a p i t a l R e g i o n . T h e t r a n s p o r t a t i o n s y s t e m r e c o m m e n d e d i n t h i s r e p o r t 

w o u l d i n v o l v e a n e x p e n d i t u r e of $ 1 . 6 b i l l i o n . It w i l l h a v e a m a j o r e f fect 

upon l a n d u s e s a n d v a l u e s . T h e p r o p o s a l w i l l a f f ec t w h e r e peop l e l i v e , 

w h e r e t h e y w o r k , a n d how t h e y t r a v e l to a n d f r o m w o r k . T h e p r o p o s e d 

s y s t e m w i l l h a v e s i g n i f i c a n t e f fects upon the fu tu re d e v e l o p m e n t of the 

downtown a r e a , the l o c a t i o n of g o v e r n m e n t a l a g e n c i e s a n d o t h e r i n s t a l l a ­

t i o n s , a n d the s t a t u r e and v i t a l i t y of the e n t i r e m e t r o p o l i t a n r e g i o n . 

B e c a u s e of the i m p a c t of the t r a n s p o r t a t i o n s y s t e m r e c o m ­

m e n d e d by the N a t i o n a l C a p i t a l T r a n s p o r t a t i o n A g e n c y upon the p e o p l e , 

the p r o g r a m s , a n d the f i n a n c i a l r e s o u r c e s of the D i s t r i c t of C o l u m b i a 

i v 



a n d the N a t i o n a l C a p i t a l R e g i o n , the B o a r d of C o m m i s s i o n e r s of the 

D i s t r i c t of C o l u m b i a h a s u n d e r t a k e n a n e x t e n s i v e s tudy and e v a l u a t i o n 

of the p r o p o s a l s c o n t a i n e d i n the N a t i o n a l C a p i t a l T r a n s p o r t a t i o n A g e n c y 

r e p o r t of N o v e m b e r 1, 1 9 6 2 . 

T h e r e p o r t that f o l l ows r e p r e s e n t s the r e s u l t s of s u c h s t u d i e s 

a n d the B o a r d of C o m m i s s i o n e r s ' a p p r o a c h to a s o l u t i o n for the t r a n s ­

p o r t a t i o n of peop le a n d goods i n the D i s t r i c t of C o l u m b i a and the m e t r o ­

p o l i t a n a r e a . 

v 



S U M M A R Y 

T h e B o a r d of C o m m i s s i o n e r s ' e v a l u a t i o n of the N a t i o n a l 

C a p i t a l T r a n s p o r t a t i o n A g e n c y r e p o r t i s s u m m a r i z e d be low : 

I . T H E N A T I O N A L , C A P I T A L T R A N S P O R T A T I O N A G E N C Y P R O P O S E S 
A N I N A D E Q U A T E H I G H W A Y S Y S T E M : 

(a) T h e N C T A r e p o r t e s t i m a t e s a p p r o x i m a t e l y the s a m e 

n u m b e r of d a i l y p e r s o n t r i p s ( 5 , 7 5 8 , 0 0 0 ) w o u l d be m a d e 

i n the r e g i o n i n 1980 a s w a s e s t i m a t e d u n d e r the M T S 

P l a n of 1959 (6 , 070 , 0 0 0 ) . 

(b) T h e N C T A r e p o r t e s t i m a t e s that the s a m e n u m b e r of p e r ­

s o n t r i p s i n the r e g i o n w o u l d be a s s i g n e d to h i g h w a y s a s 

w a s e s t i m a t e d u n d e r the M T S P l a n of 1959 . 

(c ) T h e r e d u c e d h i g h w a y s y s t e m , on w h i c h N C T A p r o p o s e s 

to e xpend a p p r o x i m a t e l y o n e - t h i r d l e s s m o n e y than u n d e r 

c the M T S P l a n of 1959 , w o u l d be e x p e c t e d to h a n d l e the 

s a m e v o l u m e of t r a f f i c . 

(d) T h e d e s i g n a n d con t inu i t y f e a t u r e s of the N C T A h i g h w a y 

p r o p o s a l s p r e c l u d e m a x i m u m p a r t i c i p a t i o n i n the F e d e r a l 

I n t e r s t a t e H i g h w a y P r o g r a m and j e o p a r d i z e the D i s t r i c t of 

C o l u m b i a ' s c a p a b i l i t y to f i n a n c e t h o s e r o u t e s on w h i c h t h e r 

i s m u t u a l a g r e e m e n t , e . g . , P o t o m a c R i v e r F r e e w a y , a n d 

c o m p l e t i o n of the I n n e r L o o p . 
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( e ) T h e N C T A r e p o r t h a s no t j u s t i f i e d e l i m i n a t i o n o f s u c h 

v i t a l h i g h w a y p r o j e c t s a s t h e T h r e e S i s t e r s B r i d g e , t h e 

N o r t h L e g of t h e I n n e r L o o p b u i l t to I n t e r s t a t e s t a n d a r d s , 

a n d a n E a s t L e g w e s t o f t h e A n a c o s t i a R i v e r . 

I I , T H E N A T I O N A L C A P I T A L T R A N S P O R T A T I O N A G E N C Y H A S P R O P O S E D 
A T R A N S I T S Y S T E M T H A T I S N O T F U L L Y S U P P O R T E D : 

( a ) T h e f o r e c a s t i n g t e c h n i q u e u s e d b y N C T A i s q u e s t i o n a b l e 

f o r d e t e r m i n i n g t h e n u m b e r of p e o p l e t h a t w i l l u s e r a i l 

t r a n s i t . U p o n t h i s t e c h n i q u e , a n d w i t h o u t a r e a s o n a b l e 

s a f e t y f a c t o r , d e p e n d s t h e e s t i m a t e s o f t h e n u m b e r s to 

t r a v e l b y t r a n s i t a n d b y a u t o . 

(b ) T h e B o a r d of C o m m i s s i o n e r s q u e s t i o n s w h e t h e r s u f f i c i e n t 

c o n s i d e r a t i o n h a s b e e n g i v e n to t h e t r a n s i t a l t e r n a t i v e s - -

s p e c i f i c a l l y g r e a t e r f l e x i b i l i t y a n d a m o r e r e a l i s t i c b a l a n c e 

b e t w e e n e x p r e s s b u s e s a n d r a i l t r a n s i t a s p r o p o s e d i n t h e 

M T S P l a n o f 1 9 5 9 . 

I I I . T H E R E A R E U N R E S O L V E D P R O B L E M S I N T H E N C T A P R O P O S A L S F O R 
O R G A N I Z A T I O N A N D F I N A N C E : 

( a ) T h e f i s c a l s o u n d n e s s i s a m a t t e r o f c o n c e r n . T h e p r o b ­

a b i l i t y o f a d e f i c i t h a s no t b e e n c l e a r l y d e a l t w i t h . T h e r e 

i s no d e t e r m i n a t i o n o f w h o w o u l d m a k e u p a d e f i c i t a n d h o w . 

(b ) T h e r o l e a n d d e s t i n y of t h e p r i v a t e t r a n s i t e n t r e p r e n e u r 

h a v e n o t b e e n e s t a b l i s h e d i n t h e N C T A r e p o r t . N o r h a v e 

t h e r e g u l a t o r y f u n c t i o n s a n d r e s p o n s i b i l i t i e s i n p r i v a t e a n d 

p u b l i c t r a n s p o r t a t i o n b e e n d e l i n e a t e d . 



I V . I M P R O V E D C O O R D I N A T I O N I S N E C E S S A R Y F O R R E S P O N S I B L E 
T R A N S P O R T A T I O N P L A N N I N G I N T H E N A T I O N A L C A P I T A L 
R E G I O N : 

(a) C o o r d i n a t e d p l a n n i n g m o r e i n k e e p i n g w i t h the s p i r i t 

a n d in t en t of the C o n g r e s s i o n a l m a n d a t e s i n P u b l i c L a w 

8 6 - 6 6 9 , J u l y 14, I 9 6 0 , w o u l d h a v e a c c e l e r a t e d c o n ­

s i d e r a b l y the d e v e l o p m e n t of a b a l a n c e d t r a n s p o r t a t i o n 

s y s t e m w i t h l e s s c o n t r o v e r s y and m o r e a g r e e m e n t . 

V . S U M M A R Y R E C O M M E N D A T I O N S : 

A . H I G H W A Y S 

T h e c u r r e n t h i g h w a y p r o g r a m s of the D i s t r i c t of C o l u m b i a , 

V i r g i n i a and M a r y l a n d , a s a p p r o v e d by the U . S . B u r e a u of P u b l i c 

R o a d s , s h o u l d c o n t i n u e to a d v a n c e a s r a p i d l y a s funds b e c o m e 

a v a i l a b l e . 

B . T R A N S I T 

(1) T h e c o m m u t e r r a i l r o a d p r o p o s a l s of the N a t i o n a l C a p i t a l 

T r a n s p o r t a t i o n A g e n c y s h o u l d be i n i t i a t e d a s e a r l y a s 

p o s s i b l e c o n c u r r e n t w i t h d e s i g n of the downtown s u b w a y 

l oop . A t the s a m e t i m e , the u s e of e x i s t i n g r a i l s for 

r a p i d t r a n s i t s h o u l d be i n i t i a t e d . 

(2) S t u d i e s of a m o r e r e a l i s t i c b a l a n c e b e t w e e n r a i l a n d e x ­

p r e s s bus r a p i d t r a n s i t a s p r o p o s e d i n the M T S P l a n of 

1959 s h o u l d be c o n t i n u e d . 

(3) S u b s e q u e n t to a b o v e , i n i t i a t e c o n s t r u c t i o n of the downtown 

s u b w a y . 
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(4) R a p i d t r a n s i t e x t e n s i o n t h r o u g h the n o r t h w e s t c o r r i d o r 

a p p e a r s to be the l o g i c a l nex t s t e p . O t h e r t r a n s i t r ou t e 

l o c a t i o n s and p r i o r i t i e s r e q u i r e m o r e s t u d y . 

C . O R G A N I Z A T I O N A N D F I N A N C E 

T h e B o a r d of C o m m i s s i o n e r s s u b s c r i b e s to the r e c o m -

(1) 
m e n d a t i o n s of the J o i n t T r a n s p o r t a t i o n C o m m i s s i o n . 

(1) C o m m e n t s by the J o i n t T r a n s p o r t a t i o n C o m m i s s i o n on the R e p o r t 
of the N a t i o n a l C a p i t a l T r a n s p o r t a t i o n A g e n c y 
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I . P L A N N I N G 

A. PHILOSOPHY OF URBAN TRANSPORTATION PLANNING 

1. The Need for Coordination 

A p u b l i c works p r o j e c t r e q u i r i n g a long-range commitment and 

having a f a r - r e a c h i n g impact upon the people, programs, f i n a n c i a l r e ­

sources and future development of a r a p i d l y growing urban area, must 

r e f l e c t the highest, degree of coordination and agreement among respon­

s i b l e p u b l i c agencies. E q u a l l y , any p u b l i c agency recommending a plan 

of such magnitude has the r e s p o n s i b i l i t y for comprehensive e x p l o r a t i o n 

of reasonable a l t e r n a t i v e s or combinations of a l t e r n a t i v e s to insure 

an optimum s o l u t i o n . 

I n urban t r a n s p o r t a t i o n planning these p r i n c i p l e s are impor­

tant because the commitment of f i n a n c i n g and f i x e d plant i s not deter­

mined by tangible s c i e n t i f i c measurement. Instead, conclusions are 

developed from f o r e c a s t s and assumptions about future human behavior, 

a most unpredictable phenomenon. 

Transportation f o r e c a s t i n g i s an evolving innovational tech­

nique i n which new methods and changes are introduced constantly. Thes 

f a c t o r s , plus the i n c r e a s i n g dependence upon the e l e c t r o n i c computer as 

a f o r e c a s t i n g t o o l , underscore the need for a p p l i c a t i o n of mature exper 

ence and judgment, and p r a c t i c a l l o g i c and perspective, to assumptions 

and a p p l i c a t i o n s of data and methods. 

The r e s u l t s from the computer are as good as the judgment and 

experience applied to the input data. Close coordination and agreement 

r e f l e c t i n g judgment and experience of responsible p u b l i c agencies, are 

imperative i f the f i n a l plan i s to meet the t o t a l t r a n s p o r t a t i o n needs 



and d e s i r e s of the community. 

Without the b e n e f i t of close cooperation and agreement on the 

input assumptions and subsequent "judgment" adjustments, the "checks and 

balances" process so v i t a l to comprehensive urban t r a n s p o r t a t i o n planning 

would be eliminated. The f i n a l plan would r e f l e c t only the th i n k i n g and 

c o n t r o l of the developing agency. 

2. Examples of Coordinated Planning 

Recognizing t h i s need for coordination, most comprehensive 

urban t r a n s p o r t a t i o n studies today are conducted on a cooperative b a s i s , 

a t p o l i c y and t e c h n i c a l l e v e l s , i n v o l v i n g l o c a l agencies, State highway 

departments, mass t r a n s p o r t a t i o n i n t e r e s t s , and Federal agencies. 

For example, the Penn-Jersey Transportation Study i n the P h i l a ­

delphia area, s t a r t e d i n 1959 and covering an area of 400 square mi l e s , 

has a p o l i c y committee on which nine l o c a l agencies, two State highway 

departments and the Bureau of P u b l i c Roads are represented. 

The Chicago Area Transportation Study, one of the l a r g e s t and 

most comprehensive studies undertaken to date, covers a metropolitan 

area w i t h a population of seven m i l l i o n people. I t s Technical Committee 

includes the subway engineer of the c i t y of Chicago, two engineers from 

the Chicago T r a n s i t A u t h o r i t y , and r e p r e s e n t a t i v e s of the I l l i n o i s D i v i ­

s i on of Highways, the Cook County and DuPage County Highway Departments 

and the Bureau of P u b l i c Roads. 

The 1959 Mass Transportation Survey for the National C a p i t a l 

Region was the product of four years of study and development by o f f i c i a l s 

of the D i s t r i c t of Columbia, the S t a t e s of Maryland and V i r g i n i a , f i v e 

counties, s e v e r a l c i t i e s and Federal agencies. The plan r e f l e c t e d the 

most advanced techniques and t a l e n t s of experts i n the f i e l d s of c i t y 



planning and t r a n s p o r t a t i o n . The Congress of the United States recog­

nized t h i s report as "one of the most exhaustive studies of transpor­

t a t i o n needs ever made i n any American c i t y " . 

I n a statement of o b j e c t i v e s r e f l e c t i n g the degree of coordi­

nation i n the Mass Transportation Survey, the following points were made-

" I n order that Mass Transportation Plans for the National 
C a p i t a l Region be f u l l y comprehensive, i t i s necessary 
that f u l l c o nsideration be given to expressways, freeways, 
parkways, and highways, planned and to be constructed i n 
the National C a p i t a l Region between the years 1955 and 
1980. To accomplish t h i s o b j e c t i v e , i t i s e s s e n t i a l that 
highway planning be f u l l y coordinated w i t h the separate 
Highway Departments i n the D i s t r i c t of Columbia and the 
States of Maryland and V i r g i n i a , as may be r e l a t e d to the 
National C a p i t a l Region."(2) 

I t was a l s o agreed for the Mass Transportation Survey that 

design plans and cost estimates for highways would be es t a b l i s h e d by 

having the separate highway departments, the consultant engineer and 

the survey s t a f f "agree upon standards for design and l o c a t i o n and 

u n i t p r i c e f o r determining cost estimates." v ' 

3. The NCTA Approach 

By not using the advice and experience of the regional highway 

departments i n ev a l u a t i n g input assumptions and determining a l t e r n a t i v e 

t r a n s p o r t a t i o n systems to be tested, the NCTA has followed a procedure 

contrary to a l l modern urban t r a n s p o r t a t i o n studies i n terms of coordi­

nated and cooperative r e s p o n s i b i l i t y a t the p o l i c y , t e c h n i c a l and advisory 

l e v e l s . 

Through imput assumptions and adjustments, and s e l e c t i o n of 

(1) Senate Report No„ 1631, 86th Congress 2nd Session, 

(2) Mass Transportation Survey, National C a p i t a l Region - Objectives, 
December 14, 1956. 
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routes and systems, the NCTA has developed a s o l u t i o n which shows a l l 

t r a n s p o r t a t i o n demands and c a p a c i t i e s i n "balance". Under such contr o l 

any system can be "balanced" from the mechanical computer although 

standards of s e r v i c e w i l l v a r y . Without agreement and acceptance of 

the t o t a l t r a f f i c f o r e c a s t i n g procedure, i n c l u d i n g input assumptions 

and a p p l i c a t i o n s , routes and systems, by a l l responsible agencies, 

the r e s u l t a n t s o l u t i o n w i l l be subject to question. 

The Board of Commissioners i s concerned because the approach 

taken by the NCTA i s at v a r i a n c e w i t h the i n t e n t of Section 9 of the 

Federal-Aid Highway Act of 1962, which s t a t e s that; 

" A f t e r J u l y 1, 1965, the Secretary'of Commerce s h a l l 
not approve any program for p r o j e c t s i n any urban 
area of more than 50,000 population unless he f i n d s that 
such p r o j e c t s are based upon a continuing comprehensive 
t r a n s p o r t a t i o n planning process c a r r i e d on cooperatively 
by States and l o c a l communities ." 

Unless an improved t r a n s p o r t a t i o n planning process i s i n i t i ­

ated i n the Washington Metropolitan Area, the Federal-Aid e l i g i b i l i t y 

of the highway programs of the D i s t r i c t of Columbia, and those programs 

of Maryland and V i r g i n i a w i t h i n the National C a p i t a l Region, may be i n 

jeopardy. 

B„ PAST TRENDS AND FUTURE PROJECTIONS 

1. National Experience i n Urban Areas 

One of the r e s p o n s i b i l i t i e s of any urban t r a n s p o r t a t i o n plan­

ning agency i s the consideration of past trends i n t r a n s p o r t a t i o n , since 

they r e f l e c t i n f a c t u a l terms, the d e s i r e s and choices of i n d i v i d u a l s , 

as a guide to what they might do under assumed conditions i n the f u t u r e . 

The NCTA report f o r e c a s t s that long-established trends of human 

behavior can be reversed. 



During the period from 1 9 4 0 to 1 9 6 0 , t o t a l v e h i c l e r e g i s t r a ­

t i o n i n the nation increased 1 2 8 7 o . V e h i c l e miles of t r a v e l increased 

1 3 8 7 a . On the other hand, since the end of World War I I , there has been 

a steady d e c l i n e i n t r a n s i t r i d e r s . T h i s comparison of trends i s graph­

i c a l l y i l l u s t r a t e d i n Figure 1 , Figure 2 , and Table I . 

A c l e a r e v a l u a t i o n of these trends was developed i n a recent 

Highway Research Board paper which stated: 

"Important conclusions can be drawn from d e t a i l e d 
a n a l y s i s of recent changes i n t r a v e l behavior. 

" F i r s t , the d e c l i n e i n use of mass t r a n s p o r t a t i o n 
f a c i l i t i e s and the r i s e i n the use of the automobile are 
p a r a l l e l phenomena rath e r than cause and e f f e c t . Mass 
tr a n s p o r t a t i o n patronage has not declined because auto­
mobile use has increased. The decline of one and the i n ­
crease of the other r e s u l t from a common cause, the changes 
i n form and s t r u c t u r e of the metropolis. These changes, i n 
turn, are l i n k e d to advancing technology of power, produc­
t i o n , communication and t r a n s p o r t a t i o n . 

"Second, common c a r r i e r t r a n s p o r t a t i o n and p r i v a t e 
t r a n s p o r t a t i o n are not properly to be considered as simple 
a l t e r n a t i v e s . Each has i t s appropriate r o l e to play i n 
s e r v i n g the t r a v e l requirements of the metropolis. For 
t r a v e l volumes that are concentrated, i n both space and time, 
l i k e rush-hour t r a v e l to the CBD, public t r a n s p o r t a t i o n 
serves best and has a n a t u r a l dominance. For t r a v e l that i s 
dispersed, e i t h e r over a multitude of paths or over many 
hours of the day, p r i v a t e t r a n s p o r t a t i o n i s the p r i n c i p l e 
mode. For most t r i p s i n t h i s category the t r a v e l e r has no 
other p r a c t i c a b l e choice."(3) 

With t h i s p erspective, i t becomes imperative that urban t r a n s ­

p o r t a t i o n planners recognize the need to provide an adequate l e v e l of 

s e r v i c e for a l l of the t r a n s p o r t a t i o n demands of a metropolitan area, 

i n c l u d i n g the movement of both people and goods, i n terms of e f f i c i e n c y , 

economy, f l e x i b i l i t y , c a p a c i t y and public d e s i r e . 

( 3 ) Metropolitan Growth and T r a v e l Patterns by Frank W. Herring, Deputy 
D i r e c t o r f o r Comprehensive Planning, The Port of New York Authority. 
Highway Research Board, 1 9 6 1 . 
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figure Z 



T A B L E I 

P o p u l a t i o n & R a p i d T r a n s i t P a s s e n g e r T r i p T r e n d s 

1 9 4 0 - 1 9 6 0 

R E G I O N A L P O P U L A T I O N T R E N D S R A P I D T R A N S I T T R E N D S 

C i t y & Y e a r N u m b e r 7» C h a n g e 

o f 1 9 4 0 

T o t a l T r i p s 

( i n 0 0 0 , 0 0 0 ) 

% C h a n g e 

o f 1 9 4 0 

T r i p s / C a p i t a % C h a n g e 

o f 1 9 4 0 

N e w Y o r k 

1 9 4 0 8 , 7 0 6 , 9 1 7 - 1 , 8 4 3 . 0 - 2 1 1 . 7 -
1 9 5 0 9 , 5 5 5 , 9 4 3 9 . 8 1 , 6 5 8 . 7 - 1 0 . 0 1 7 3 . 6 - 1 8 . 0 

1 9 6 0 1 0 , 6 9 4 , 6 3 3 2 2 . 8 1 , 3 4 4 . 4 - 2 7 . 1 1 2 5 . 7 - 4 0 . 6 

C h i c a g o 

1 9 4 0 4 , 5 6 9 , 6 4 3 - 1 2 3 . 0 - 2 6 . 9 -
1 9 5 0 5 , 1 7 7 , 8 6 8 1 3 . 3 1 1 0 . 0 - 1 0 . 6 2 1 . 2 - 2 1 . 2 

1 9 6 0 6 , 2 2 0 , 9 1 3 3 6 . 1 1 1 1 . 7 - 9 . 2 1 8 . 0 - 3 3 . 1 

P h i l a d e l p h i a 

1 9 4 0 3 , 1 9 9 , 6 3 7 - 9 4 . 0 - 2 9 . 4 -
1 9 5 0 3 , 6 7 1 , 0 4 8 1 4 . 7 1 1 2 . 6 1 9 . 8 3 0 . 7 4 . 4 

1 9 6 0 4 , 3 4 2 , 8 9 7 3 5 . 7 7 5 . 0 - 2 0 . 2 1 7 = 3 - 4 1 . 2 

S o u r c e : C e n s u s R e p o r t s a n d A m e r i c a n T r a n s i t A s s o c i a t i o n 



2. Toronto: A Case i n Point 

The NCTA report r e f e r s to the Toronto subway system as an 

outstanding example of a modern, e f f i c i e n t and a t t r a c t i v e r a p id t r a n s i t 

f a c i l i t y . 

The graphs shown as Figures 3 through 6 i l l u s t r a t e Toronto's 

experience w i t h a t o t a l t r a n s i t system of busses, s t r e e t c a r s , and i t s 

p a r t i a l r a i l subway system. Between 1955 and 1961 car r e g i s t r a t i o n 

i n Toronto increased about 407», The number of t r a n s i t f a r e s decreased 

16%. 

I n a r e a p p r a i s a l of i t s t o t a l t r a n s p o r t a t i o n needs, the 

Toronto T r a n s i t Commission has stated; 

"Where subways are high l y important for the 
rapid movement of people i n the c e n t r a l portion of t h i s 
large urban community, adequate p r o v i s i o n f o r rapid bus 
movement on the surface i s a l s o very important. Lanes 
devoted e x c l u s i v e l y to bus movement, e i t h e r on expressways 
or as extensions to the subway system, w i l l permit the 
rapid movement of large numbers of persons a t high speeds 
throughout Metropolitan Toronto w i t h minimum use of s t r e e t 
space and a t minimum cost. These bus f a c i l i t i e s may, i n 
some cases, be a p r i v a t e roadway or median s t r i p i n the 
middle of a divided expressway, or may be a s i n g l e reserved 
lane, on a highway or s t r e e t . Therefore, by the use of 
funds devoted i n the proper proportions to the c r e a t i o n of 
highway, bus l i n e and subway f a c i l i t i e s , the t o t a l cost for 
these f a c i l i t i e s can be kept a t a minimum."(4) 

This expression based on experience prompts the Board of 

Commissioners to question whether the NCTA proposals r e f l e c t properly 

experience i n other areas. C a r e f u l consideration must be given to t h i s 

p oint. 

(4) 1961 Annual Report of the Toronto T r a n s i t Commission. 
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T R A N S P O R T A T I O N T R E N D S IN 

METROPOL ITAN TORONTO 

( A U T O ) 

S0i/£C£: LETTER PATE I? FE&. 15, J 963 FROM PIRECTOR, 

TRANSPORTATION PIVlSION, METROPOLITAN 

TORONTO PLANNING &OAR,P 
figure _4. 



6 0 U A M M U A L e&PORT, TOeOKITO T £ A N a i T 
£0MMI€>6ION 

figure J B _ 



3. Future Economic V a r i a b l e s 
t 

Since future t r a n s p o r t a t i o n requirements w i l l be i n t i m a t e l y 

l i n k e d w i t h future economic growth, the urban t r a n s p o r t a t i o n planner must 

recognize and a n t i c i p a t e the forces that w i l l shape these requirements. 

The f o l l o w i n g d i s c u s s i o n o u t l i n e s these forces and i l l u s t r a t e s 

the impact of future economic v a r i a b l e s upon t r a n s p o r t a t i o n requirements. 
"Chief among the forces that w i l l shape future 

t r a n s p o r t a t i o n requirements are a changing i n d u s t r i a l mix, an 
increased d i s c r e t i o n a r y element i n people's budgets, and the 
complementary nature of t r a n s p o r t a t i o n . 

"With regard to the f i r s t of these -- the changing 
product-mix of our economy -- s e v e r a l points should be made. 
F i r s t , as our economy grows, the labor and c a p i t a l component 
of our output increases r e l a t i v e to the raw-material input; 
and since labor and c a p i t a l are mobile, ind u s t r y i s f i n d i n g 
i t l e s s and l e s s necessary to be t i e d to p a r t i c u l a r geographic 
areas. T h i s trend i s a c c e l e r a t e d by the f a c t that our t r a n s ­
p o r t a t i o n systems now provide us w i t h good access to most areas. 
Consequently, we can expect that industry w i l l become more 
mobile, and that i t w i l l locate c l o s e r to i t s markets rat h e r 
than to i t s sources of raw m a t e r i a l s . T h i s change w i l l be a 
major f a c t o r that must be taken i n t o account i n planning for 
new t r a n s p o r t a t i o n f a c i l i t i e s . 

"A second aspect of the changing product-mix i s that 
as our incomes have gone up, we have increased our demand for 
s e r v i c e s more than for goods. That i s , we now buy r e l a t i v e l y 
more packaging along with our foods, more personal s e r v i c e s , 
more r e c r e a t i o n a l a c t i v i t i e s , and the l i k e . These s e r v i c e 
a c t i v i t i e s tend to be consumer-oriented and therefore h i g h l y 
r e l a t e d to r e s i d e n t i a l p a t t e r n s . 

"A short but r e v e a l i n g way to summarize these develop­
ments i s to point out that both of these trends i n the product 
mix of our economy lead us to expect that employment patterns 
w i l l be much more hig h l y dispersed than they have been i n the 
past. The impact of t h i s on journey-to-work patterns i s c l e a r . 

" R e f e r r i n g to consumer preferences, i t i s c l e a r that 
r i s i n g per c a p i t a income i s making q u a l i t y of s e r v i c e more and 

(5) A b s t r a c t s from "The Demand f o r Transportation S e r v i c e s i n a Growing 
Economy" by Charles J , Zwick, presented to the 42nd Annual Meeting of 
the Highway Research Board, Washington, D.C., January 9, 1963. 
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more important. Today there i s l e s s need for us to seek the 
minimum cost method of moving people; r a t h e r , we have to 
a n t i c i p a t e which i s the most d e s i r a b l e t r a n s p o r t a t i o n system 
given people's wants and d e s i r e s . 

"From the evidence to date, we may conclude that 
most Americans want higher q u a l i t y i n t h e i r t r a n s p o r t a t i o n 
systems, i n that they are w i l l i n g to pay for such advantage 
as p r i v a c y , f l e x i b i l i t y , and time-saving. I n the 1 9 3 0 ' s 

consumers a l l o c a t e d about 9 percent of t h e i r t o t a l expendi­
tures to t r a n s p o r t a t i o n ; i n the l a t e 5 0 ' s -- with higher per 
c a p i t a income -- they a l l o c a t e d 1 2 percent. 

"A T h i r d major force ... i s the complementary 
nature of tr a n s p o r t a t i o n . I n a r e l a t i v e l y advanced economy 
l i k e that of the United S t a t e s , people are buying goods which 
by t h e i r very nature increase the demand for t r a n s p o r t a t i o n 
s e r v i c e s . Chief among these i s i n d i v i d u a l home ownership ... 
c e r t a i n l y one of the strongest d e s i r e s and goals of our 
so c i e t y . I n 1 9 0 0 , 3 5 7 o of the U.S. population owned homes, 
while 6 5 7 o rented. By 1 9 5 7 , 6 0 7 o of the population owned homes. 
I f we look a t the 1 9 5 7 data by income groups, we note that 
over 8 3 7 > of the f a m i l i e s w i t h incomes above $ 1 0 , 0 0 0 owned 
homes i n 1 9 5 7 . I n short, home ownership has increased r a p i d l y 
and w i l l probably continue to do so as our so c i e t y becomes 
w e a l t h i e r . Among other things, t h i s d e s i r e leads to a low 
density r e s i d e n t i a l p a t t e r n . Low-density r e s i d e n t i a l patterns 
mean, i n turn, that the demand for t r a n s p o r t a t i o n s e r v i c e s 
goes up and the mode of t r a v e l w i l l probably change. One of 
the challenges confronting us today i s how to provide an 
e f f i c i e n t p u b l i c t r a n s p o r t a t i o n system i n the face of low 
r e s i d e n t i a l d e n s i t i e s and more dispersed employment. 

"Also, the demand for r e c r e a t i o n a l a c t i v i t i e s i s 
growing r a p i d l y . Shorter work weeks and higher incomes allow 
f a m i l i e s to spend s i g n i f i c a n t l y more on r e c r e a t i o n a l a c t i v i t i e s 
which again may require new t r a n s p o r t a t i o n f a c i l i t i e s , " 

The above d i s c u s s i o n c o n t r a s t s the i m p l i c a t i o n s of future econo 

mic development w i t h the t r a n s p o r t a t i o n plan proposed by the NCTA, i n 

which the highway and express bus elements so v i t a l to these recognized 

trends are subordinated to the f i x e d r a i l t r a n s i t element. 

C. THE TOTAL TRANSPORTATION PROBLEM: A PERSPECTIVE 

1 . T r ansportation Demands 

A comprehensive t r a n s p o r t a t i o n plan should provide an adequate 

1 0 



l e v e l of s e r v i c e for a l l of the v a r i o u s d i f f e r i n g t r a n s p o r t a t i o n demands 

of the National C a p i t a l Region, 

Peak hour r a d i a l movement to and from work i s only one of the 

many t r a n s p o r t a t i o n demands, i n c l u d i n g non-radial peak movement, o f f -

peak movement, t o u r i s t t r a v e l , movement of goods and weekend t r a v e l . 

Many of these demands can only be served by highways. 

By subordinating a l l other demands to the s i n g l e demand of 

peak hour r a d i a l work movement, and by f a i l i n g to recognize the highway 

network as the backbone of any urban t r a n s p o r t a t i o n system, the NCTA 

has produced a plan which i s unbalanced i n terms of providing equal 

and adequate s e r v i c e to a l l users of t r a n s p o r t a t i o n f a c i l i t i e s , 

2, Peak Hour v s , D a i l y Movements 

A r e a l i s t i c perspective of the t o t a l demands on the regional 

t r a n s p o r t a t i o n system can be developed by considering the t o t a l t r i p 

d e s i r e s i n a 24-hour weekday. 

I n the 25-year period from 1955 to 1980, t o t a l d a i l y person 

t r i p s w i l l increase from approximately 3,135 s000'^^ to 5,758,000 ^ \ 

The NCTA f o r e c a s t s t h a t , of the 1980 person t r i p s , 757,000 ̂  w i l l be 

handled by t h e i r proposed r a i l t r a n s i t , commuter r a i l and express bus 

systems. The r e s t , approximately 5 m i l l i o n t r i p s , i n c l u d i n g some unde­

termined number of t r i p s by l o c a l bus, were assigned to the highway and 

s t r e e t system. 
(6) "Mass Tra n s p o r t a t i o n Survey - T r a f f i c Engineering Study" by 

Wilbur Smith and A s s o c i a t e s , 1956. P. 86, Table XXVI, 

(7) NCTA Appendix Vo l . I l l , P, 37, Table 8. A | B 

(8) 1980 - 756,697 NCTA Appendix Vol. V s P, 29 s Table IV-1 
1955 - 640,000 Op c i t (6) 1955 T r a n s i t T r i p s 
D i f f , 116,697 Estimated Increase i n T r a n s i t T r i p s , 
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Thus, approximately 1 1 7 , 0 0 0 of the estimated increase i n t r a v e l 

from 1 9 5 5 to 1 9 8 0 would be served by the proposed r a i l t r a n s i t , commuter 

r a i l and express bus system. Thi s represents 4 % 7 > of the t o t a l increase 

for t h i s period. I n other words more than 9 5 7 o of the increase i n t r i p s 

made by r e s i d e n t s of the region i n t h i s 2 5 - y e a r period w i l l be c a r r i e d 

on the highway and s t r e e t system, according to the NCTA estimate. These 

r e l a t i o n s h i p s are i l l u s t r a t e d i n Figures 7 and 8 . 

During the peak hour, the period of the day providing the 

greatest j u s t i f i c a t i o n f o r r a i l t r a n s i t , the proposed t r a n s i t system, 

in c l u d i n g r a i l t r a n s i t , commuter r a i l and express and l o c a l bus, i s 

expected to provide s e r v i c e for about 1 5 9 , 0 0 0 ^ ^ t r i p s , or 2 4 7 . of the 

t o t a l peak hour load of 6 6 0 , 0 0 0 ^ 1 0 ) t r i p s . Seventy-six percent or 5 0 1 , 0 0 0 

(9) From NCTA 1 9 8 0 Forecast t r a n s i t t r i p s by purpose. T o t a l t r a n s i t 
t r i p s , i n c l u d i n g bus, 1 5 9 , 0 0 0 , Average of Forecast "A" & "B" -
T r a n s i t D i s t r i b u t i o n Loadings - Systems 1 2 3 - B and 1 2 1 - B . 
T r a n s i t T r i p s 1 9 8 0 Sector 0 Non-Sector 0 T o t a l 
Forecast B System 1 2 1 - B 9 8 , 6 9 1 6 3 , 8 0 9 1 6 2 , 4 9 9 

Forecast A System 1 2 3 - B 9 4 , 3 5 1 6 1 , 2 5 9 1 5 5 , 6 1 0 

1 5 9 , 0 5 4 Average 

1 9 8 0 Morning Peak Hoar T r i p Composition a Washington, D.C. 
(A) (B) (C) (D) 

T o t a l D a i l y Conversion Peak Hour Peak Hour T r a n s i t 
T r i p Purpose T r i p s Factors T r i p s T r i p s 
Work 2 , 1 1 6 , 0 0 0 0 , 2 2 1 7 4 6 9 S H 7 1 1 0 , 0 0 0 6 9 7 „ 

School 6 1 4 , 0 0 0 0 . 2 3 3 3 1 4 3 , 2 4 6 4 3 , 0 0 0 2 7 7 = , 

Non Home Based 7 5 1 , 0 0 0 0 . 0 2 4 2 1 8 , 1 7 4 

Miscellaneous 5 5 3 , 5 0 0 0 . 0 2 9 7 1 6 , 4 3 9 > 6 , 0 0 0 4 7 o 

Social-Rec. 8 5 7 , 5 0 0 0 . 0 0 8 5 7 , 2 8 9 1 
Shopping 8 6 6 , 0 0 0 0 . 0 0 6 8 5 , 8 8 9 , 

6 6 0 , 1 5 4 

J 
1 5 9 , 0 0 0 1 0 0 7 , 

(A) Appendix Volume I I I , Table 8 , P. 3 7 (average of Plans A & B) 
(B) Appendix Volume I I I , Table 9 , P. 4 7 (both d i r e c t i o n s added) 
(C) C = A x B 
(D) See ( 9 ) Above. 
Note to ( 9 ) and ( 1 0 ) 
NCTA estimates that approximately 7 7 , should be added to ( 9 ) for i n t r a -
zonal t r a n s i t t r i p s . However, ( 1 0 ) Column (C) would a l s o have to 
be increased s i m i l a r l y for a l l i n t r a z o n a l t r i p s , both auto and t r a n s i t . 
Thus the o v e r - a l l percentage c a r r i e d by t r a n s i t would not be a f f e c t e d . 
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of these person t r i p s w i l l use the high\?ay system i n the peak hour. 

Figure 9 i l l u s t r a t e s t h i s r e l a t i o n s h i p . Approximately 25% of the 

660,000 peak hour t r i p s are to Sector 0. NCTA estimates that i t w i l l 

serve 60% or 97,000 of t h i s t o t a l . The remaining estimated peak hour 
(9) 

t r a n s i t t r i p s , or 62,000. are non-downtown oriented. 

C e r t a i n l y a highway system which serves the overwhelming 

m a j o r i t y of t r a n s p o r t a t i o n demands i n the region, i n c l u d i n g the major 

portion of peak hour t r a v e l , should provide a high l e v e l of s e r v i c e to 

i t s users. 

3. L e v e l of S e r v i c e 

A t o t a l t r a n s p o r t a t i o n system, r e f l e c t i n g the needs and 

de s i r e s of the community, should provide convenient, f r e e - f l o w i n g 

t r a f f i c for a l l types of t r i p s , i n c l u d i n g t r a n s i t , auto and t r u c k s , 

even during the normal peak hour. 

The NCTA claims that i t s program w i l l provide a free choice 

of a l t e r n a t i v e modes of t r a v e l . 

Choice can be free but not comparable, unless a l t e r n a t i v e s 

are given equal weight i n terms of r e l a t i v e comfort, convenience, 

speed and cost. 

While planning a f r e e - f l o w i n g and convenient rapid t r a n s i t 

system, the NCTA has penalized the highway system by causing higher 

than acceptable l e v e l s of congestion and, correspondingly, lower than 

normally accepted design standards. 

For example, design c a p a c i t i e s i n the range of 1700 are used 

instead of the accepted 1500 v e h i c l e s per lane per hour. 

I n i t s November 1, 1962 Report, the NCTA "questioned the 

(9) See previous page 
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assumption of the 1959 Plan that c e n t r a l area freeways would c a r r y 

only 1500 v e h i c l e s per lane per hour and place our capacity at a more 
(11) 

r e a l i s t i c 1700 v e h i c l e s per lane per hour.' What i s r e f e r r e d to 

by the NCTA as an assumption i s the design standard acknowledged by the 

American A s s o c i a t i o n of State Highway O f f i c i a l s , I t i s an accepted 

n a t i o n a l p o l i c y i n the design of urban freeways. The data, reasoning 

and a n a l y s i s that led to the use of 1500 passenger v e h i c l e s per lane 

per hour as the p r a c t i c a l , or design capacity, are c a r e f u l l y documented 

i n the Highway Capacity Manual, an accepted p u b l i c a t i o n of the Highway 

Research Board. To increase t h i s n a t i o n a l standard for the c e n t r a l area 

of Washington, D.C., thereby accepting a lower l e v e l of s e r v i c e on the 

freeway system i n t h i s area, much of which i s on the National System of 

I n t e r s t a t e and Defense Highways, c o n f l i c t s w i t h the design standards 

adopted by AASHO for the National System of I n t e r s t a t e and Defense 

Highways. 

Lane design capacity i s not the only c r i t e r i o n required for 

good engineering design of an urban freeway. During peak periods opera­

t i n g conditions on urban freeways are dependent upon the c a p a c i t i e s of 

p o t e n t i a l bottlenecks, which g e n e r a l l y occur at: interchanges where t r a f f i c 

i s added to the main l i n e of the freeway without adding a d d i t i o n a l lanes. 

By assuming higher lane c a p a c i t i e s i n the c e n t r a l area of Washington 

where interchanges occur frequently, the NCTA has increased the pro­

b a b i l i t y of congestion and overloading a t the heart of the freeway network, 

A primary func t i o n of a freeway i s to provide f o r the safe 

movement of people and goods. With contr o l of access and other modern 

(11) NCTA Report, November 1, 1962, Page 25, Paragraph 2. 



design f e a t u r e s b u i l t i n t o freeways, many of the underlying causes of 

accidents on a r t e r i a l s t r e e t s are eliminated. Accident and f a t a l i t y 

r a t e s on freeways are l e s s than one-half as great as on a r t e r i a l 

s t r e e t s . 

Research by the Bureau of P u b l i c Roads has shown that accident 

r a t e s on the Pentagon Network, a freeway system, are much higher during 

both morning and afternoon peak hours as compared to day or e a r l y 

evening. Congestion on portions c f the Pentagon Network develops when 

volumes are 1500 to 1600 v e h i c l e s per lane per hour because of frequent 

access points and considerable weaving. The research shows that con­

gestion and overloading ( a t volumes above 1500 v e h i c l e s per lane per 
(12) 

hour), are not conducive to a high l e v e l of safe operations. 

T r a f f i c flows are not constant but surge p e r i o d i c a l l y . The 

peak f i v e minute flow i n the design hour i s the c r i t i c a l volume. Thi s 

peak f i v e minute flow may vary from 1.1 to 1.5 time that of the hourly 

flow. I t i s another of the many reasons f o r the 1500 v e h i c l e s per lane 

per hour design c a p a c i t y f i g u r e . 

D. THE TRAFFIC FORECASTING TECHNIQUE 

1. D e s c r i p t i o n 

The r e s u l t s and conclusions developed f o r any t r a f f i c f ore-

c a s t i n g procedure are only as good as the judgment and experience applied 

to the input data. T h i s point was noted by the t r a f f i c consultant to 

the National C a p i t a l Transportation Agency i n h i s i n i t i a l f e a s i b i l i t y 

(12) Bureau of P u b l i c Roads Report,1962, e n t i t l e d "Pentagon Transportation 
Study." 
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report, which st a t e d , " I t i s the assumptions inherent i n data fed 

in t o these computerized models which w i l l determine which, i f any, 

t r a v e l mode i s favored i n the r e s u l t s . " 

The procedure employed by the NCTA i s described i n the appen­

dices of the November 1, 1962 Report, and w i l l not be repeated here., 

However, i t i s appropriate to note again that t r a f f i c f o r e c a s t i n g i n 

i t s present stage of development i s an evolving i n n c v a t i o n a l technique 

i n which new procedures and methods are introduced constantly and old 

ones are discarded. 

I t i s , however, most important to consider very c a r e f u l l y 

the assumptions used i n the procedure and the r e l i a b i l i t y of the r e s u l t s , 

s ince the NCTA i s proposing a large public works p r o j e c t , based on con­

c l u s i o n s reached by the Agency which r e f l e c t u n i l a t e r a l c o n t r o l , unproved 

techniques, and optimism of the Agency. 

2. Assumptions 

The t r a n s i t f o r e c a s t developed by the NCTA was b u i l t on an 

em p i r i c a l pyramiding of a large number of untested assumptions. I f the 

assumptions balance i n terms of favo r i n g n e i t h e r one nor the other mode 

of t r a v e l , a reasonable case can be made for the r e l i a b i l i t y of the 

r e s u l t s . 

I f , however, the assumptions i n h e r e n t l y favor one mode of 

t r a v e l , then the conclusions based on these assumptions must be questioned 

The fo l l o w i n g d i s c u s s i o n of s p e c i f i c assumptions i n d i c a t e s that one mode 

of t r a v e l has been favored by the NCTA i n developing i t s t r a n s p o r t a t i o n 

plan. Conversely the t r a f f i c demand on the a l t e r n a t i v e mode (the highway 
(13) F e a s i b i l i t y A n a l y s i s of T r a f f i c F o r e c a s t i n g Techniques for the 

National C a p i t a l T ransportation Agency, T r a f f i c Research Corporation 
January 12, 1962. 
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system) i s underestimated. 

(a) According to the NCTA3 over 43,000, or 27% of the peak 
(14) 

hour t r a n s i t t r i p s , are school t r i p s . Since the modal 

s p l i t model was not developed to handle school t r i p s 

(home-based), the NCTA assumed the following; 

1. School t r i p s w i t h e i t h e r end or both ends i n the 

D i s t r i c t of Columbia or the C i t y of Alexandria were 

assigned to the t r a n s i t system. 

2. No school t r i p s , e i t h e r by bus or p r i v a t e car, were 

assigned to the highway network. 

The reasons f o r these c r i t e r i a are not, c l e a r . Patterns 

of school t r a v e l do not appear to f i t the r a d i a l t r a n s i t 

plan. Examination of crowded parking l o t s and neigh­

boring s t r e e t s a t our l o c a l u n i v e r s i t i e s and high schools, 

and re c o g n i t i o n of the many t r i p s by auto to drop o f f and 

pi c k up small c h i l d r e n a t our grade schools, seem to con­

f l i c t w i t h the assumptions of the NCTA. Since the school 

t r i p s are a s i g n i f i c a n t p o r t ion of the estimated A.M. peak 

hour t r a n s i t t r i p s , the impact of a l e s s e r percentage of 

these t r i p s on t r a n s i t may be s i g n i f i c a n t . 

(b) The NCTA has used the A.M. peak hour for purposes of 

determining the extent of the highway network. Y e t s by 

applying appropriate conversion f a c t o r s , developed by the 

United S t a t e s Bureau of P u b l i c Roads from the 1955 0 & D 

(14) From NCTA 1980 Forecast, t r a n s i t t r i p s by purpose - Average of 
Forecasts A and B. 
T o t a l t r a n s i t t r i p s i n c l u d i n g bus 159,000. 
School t r a n s i t t r i p s i n c l u d i n g bus 43,000-
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data, to the t o t a l d a l l y t r i p s estimated by the NCTA 

i t can be determined that there are approximately 7 4 8 , 0 0 0 

( 1 5 ) 

t o t a l t r i p s i n the P.M. peak hour. Thi s i s 8 8 s 0 0 0 , 

( 1 0 ) 

or 1 3 7 o , more than the t o t a l 6 6 0 , 0 0 0 t r i p s developed 

f o r the A.M. peak hour. 

T h i s would i n d i c a t e that the t o t a l demands on the highway 

network i n the P.M. peak hour are greater. However, a 

d e t a i l e d examination of t h i s demand i s not apparent i n 

the NCTA report, 

( c ) The two automobile costs considered i n the cost r a t i o , 

which i s a v a r i a b l e i n the computation, are parking fees 

and out-of-pocket car operating expense (gasoline plus 

o i l change and l u b r i c a t i o n ) . Parking fees i n the down­

town zones were estimated by NCTA to increase by 6 0 7 , over 
( 1 5 ) 1 9 8 0 Afternoon Peak Hour T r i p Composition, Washington, D.C„ 

(A) (B) (C) 
T o t a l D a i l y Conversion Peak Hour 

T r i p Purpose T r i p s Factors T r i p s 
Work 2 , 1 1 6 , 0 0 0 . 2 1 3 3 4 5 1 , 3 4 3 

School 6 1 4 , 0 0 0 . 0 4 2 1 2 5 , 8 4 9 

Non-Home Base 7 5 1 , 0 0 0 . 1 3 7 9 1 0 3 , 5 6 3 

Miscellaneous 5 5 3 , 5 0 0 . 0 7 7 0 4 2 , 6 2 0 

Social-Rec. 8 5 7 , 5 0 0 . 0 5 3 7 4 6 s 0 4 8 

Shopping 8 6 6 , 0 0 0 . 0 9 1 0 7 8 , 8 0 6 

7 4 8 , 2 2 9 

(A) NCTA Appendix Volume I I I , Table 8 , p. 3 7 (Average of Plans A & B) 
(B) Peak Period T r i p Factors By D i r e c t i o n a l Purpose of T r i p f o r 

Washington, D.C. - I n t e r i m Report - U„S. Bureau of Pub l i c Roads 
August 2 7 , 1 9 6 2 . 

(C) (A) x (B) 
( 1 0 ) See page 1 2 . 
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present fees. As i n d i c a t e d l a t e r i n t h i s report parking 

fees and time to park a car and walk to d e s t i n a t i o n have 

a major i n f l u e n c e on NCTA's estimate of the number of 

t r a n s i t r i d e r s . This increase was used i n the modal 

s p l i t while other economic i n d i c e s - income, t r a n s i t f a r e , 

gasoline and o i l p r i c e s - were held at the present l e v e l . 

Since the parking p o l i c y of the downtown area i s uncer­

t a i n , the e f f e c t of using the 607„ increase i s question­

able. Furthermore, i n developing the model, 1,000 miles 

between o i l change and l u b r i c a t i o n were used to c a l c u ­

l a t e these c o s t s . T h i s same f i g u r e was used for 1980 

i n face of recent improvements which allow many thousands 

of miles between o i l changes and l u b r i c a t i o n s . While 

admittedly a minor assumption, i t i s a minor assumption 

which tends to favor one mode of t r a v e l . When a l l such 

assumptions are added up, the r e s u l t a n t impact on the 

f i n a l conclusions may be s i g n i f i c a n t . 

The median income per worker i s one of the f i v e f a c t o r s 

used by the modal s p l i t technique. The NCTA assumed a 

constant median income to the year 1980, although the 

geographic d i s t r i b u t i o n of incomes about t h i s median was 

changed. The Federal employees i n t h i s region already 

have been granted a s u b s t a n t i a l pay increase over the 

incomes used by the NCTA i n the preparation of t h i s report, 

A person i n the GS-1 C i v i l S e r v i c e C l a s s i f i c a t i o n already 

r e c e i v e s an income i n excess of the s a l a r y range i n the 
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lowest category used by NCTA. This would i n d i c a t e that 

t r a n s i t usage was considered to be based s o l e l y upon 

r e l a t i v e income r a t h e r than upon absolute income. Pre­

sent trends i n d i c a t e that disposable income, i n constant 

d o l l a r s , w i l l increase between now and 1980. Several 

t r a n s p o r t a t i o n studies have taken t h i s f a c t o r i n t o con­

s i d e r a t i o n i n t h e i r estimates of future t r a v e l . Studies 

by the Bureau of P u b l i c Roads and others i n d i c a t e that 

increased income produces increased auto ownership and 

to date, a t l e a s t , an increased dependence upon the auto­

mobile for most types of t r a v e l . This increased depend­

ence upon the automobile w i l l r e s u l t i n a corresponding 

decrease i n dependence upon other modes of t r a v e l . The 

foll o w i n g data, from "Family Income l s 1957," a p u b l i ­

c a t i o n of the Washington Board of Trade, Economic Develop­

ment Commission, give the recent trend i n median family 

income for D.C., i t s suburbs, and for the urban area as 

a whole. 
TABLE I I 

1956 1955 1949 1947 
Increase 

1947 - 56 
D. C. $4,900 $4,748 $3,800 $3,836 28 percent 

Suburbs 6,773 6,551 5,109 4,639 46 percent 

Urban Area 5,878 5,622 4,357 4,162 41 percent 

For the Washington SMSA, median family income rose from $4,262 i n 1949 

to $7,577 i n 1959, an increase of about 787« according to U.S. Census 

data. 
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Figure 10 g r a p h i c a l l y i l l u s t r a t e s the r e l a t i o n s h i p between 

median family income and mode of t r a n s p o r t a t i o n to place 

of work by census t r a c t s for workers r e s i d i n g i n the 

Washington SMSA. For example, about 68% of the workers 

w i t h a median family income of $7,000 used p r i v a t e auto­

mobiles to commute to and from work and about 78% of the 

workers w i t h a median family income of $10,000 used p r i ­

v ate automobiles to commute to and from work. 

Further examination of the 1960 census data r e v e a l s that 

the median family income f o r : (1) Montgomery County was 

$9317 and 82 percent of the workers used automobiles to 

commute to and from work, (2) F a i r f a x County was $8607 

and 82 percent of the workers used automobiles to com­

mute to and from work, and (3) Prince Georges County was 

$7471 and 80 percent of the workers used automobiles to 

commute to and from work. 

Figure 1 shows that auto r e g i s t r a t i o n has increased as 

the gross n a t i o n a l product has increased. S i m i l a r l y , 

median family incomes have increased as the gross n a t i o n a l 

product has i n c r e a s e d . ( ^ ) 
(e) The portion of combined a u t o - t r a n s i t t r i p s ( t r i p s i n 

which both the auto and pu b l i c t r a n s i t are used) made by 

auto were never assigned to the highway network. The bus 

portion of t r a n s i t t r i p s were not assigned to the highway 

network. Y et, the GSA Federal Employee Parking Study used 

(16) U.S. Census of Population and Housing of 1960. 
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by the NCTA points out that of 88,600 employees working i n 

the downtown area, approximately 4700, over 5 7 o , used auto 

and bus as the mode of tr a n s p o r t a t i o n . I t i s reasonable 

to assume that since bus stops today are much c l o s e r than 

r a i l t r a n s i t s t a t i o n s w i l l be under the NCTA plan, many 

more combination t r i p s can be expected i n the fu t u r e . 

The impact of these a d d i t i o n a l t r i p s on the highway system 

should have been included. 

3. R e l i a b i l i t y of R e s u l t s 

The procedure developed by the NCTA for determining the modal 

s p l i t c o n s i s t s of the preparation of d i v e r s i o n curves which express that 

p o r tion of t o t a l t r i p s that can be expected to t r a v e l by public t r a n s i t . 

The data from the surveys used for d i v e r s i o n curve development could not 

contain the f u l l range of conditions expected i n 1980 w i t h a ra p i d t r a n s i t 

system. E x t r a p o l a t i o n s of the curves developed for Washington were neces­

sary. To provide information uppn which to base these e x t r a p o l a t i o n s , 

data from other c i t i e s , e s p e c i a l l y Toronto, were used as a source. Of 

the 80 d i v e r s i o n curves used f o r work t r i p s i n the morning peak hour, 34 

were developed without any s p e c i f i c data obtained from Washington, but 

were e s t a b l i s h e d from r e l a t i o n s h i p s for other c i t i e s and from the con­

f i g u r a t i o n of the other 46 curves. 

The a v a i l a b l e Washington data r e l a t e s only to short portions 

of those 46 curves, g e n e r a l l y i n the range of TTR of 1.2 to 2.0 (TTR -

t r a v e l time r a t i o , t o t a l time by t r a n s i t divided by t o t a l time by auto). 

(17) Federal Employee Parking and Transportation Survey, Washington 
Metropolitan Area, General S e r v i c e s A d m i nistration, 1962, Volume I , 
Page 10. 
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For TTR's of 1 or l e s s ( t r a n s i t f a s t e r than auto) the curves were 

extrapolated, or extended, i n a curved path, as shown i n Figure 1 1 . 

T h i s extrapolated s e c t i o n would i n d i c a t e a higher use of t r a n s i t than 

i f a s t r a i g h t l i n e extension were used. I n the c r i t i c a l ranges a s t r a i g h t 

l i n e extension or a d i f f e r e n t curved path would be as l o g i c a l as the 

curved path chosen. As used i n the modal s p l i t procedure, the NCTA 

curves give a higher estimate of t r a n s i t usage than would a s t r a i g h t 

l i n e e x t r a p o l a t i o n . 

An observation i s warranted r e l a t i n g to the reasonableness 

of the NCTA modal s p l i t curves as presented i n the November 1 , report. 

Figure 1 2 i s taken from page 5 8 of that report. This f i g u r e shows that 

i n t h i s case 8 8 7 o of the t r a v e l e r s i n the low income bracket would choose 

t r a n s i t where t r a v e l times are equal. However 7 0 7 = of the t r a v e l e r s 

would continue to choose t r a n s i t for a r a t i o of 5 , that i s , i f t r a n s i t 

t r a v e l time were 5 times longer than auto. The a p p l i c a t i o n of the curves 

by NCTA r e s u l t s i n the assignment of person t r i p s to t r a n s i t that might 

req u i r e 2 1 / 2 hours even though that same person t r i p might be made i n 

3 0 minutes by p r i v a t e auto. 

I t i s d i f f i c u l t to t e s t the a b i l i t y of the extrapolated portions 

of the curves to produce a r e a l i s t i c modal s p l i t . The Washington Metro­

p o l i t a n Region i s a unique and complex urban area w i t h unusual govern­

mental and o r g a n i z a t i o n a l i n t e r - r e l a t i o n s h i p s . I n such a community, 

which has grown i n an auto-oriented manner, i t i s questionable that the 

experience of other metropolitan areas can be used as more than a rough 

i n d i c a t i o n to measure the choice of the c i t i z e n s of the National C a p i t a l 

Region., l e t alone p r e d i c t what t h e i r choice w i l l be i n the f u t u r e . 
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These modal s p l i t r e l a t i o n s h i p s as represented on the curves, 

are assumed by NCTA to remain constant through time, that i s , 1955 

r e l a t i o n s h i p s are used to p r e d i c t 1980 t r a v e l h a b i t s . Less sophis­

t i c a t e d , but no doubt r a t i o n a l p r e d i c t i o n s of t r a n s i t usage have been 

made before. Figure 12-a shows how four estimates made i n 1916, 1927, 

1930 and 1937 i n the Chicago metropolitan area have widely missed the 

mark. 

Sev e r a l t e s t s to determine the reasonableness and accuracy 

of the r e s u l t s of the t r a f f i c f o r e c a s t i n g procedure were undertaken 

j o i n t l y by the NCTA, the Washington Metropolitan Area Transportation 

Study and the Bureau of P u b l i c Roads. 

The f i r s t t e s t attempted to compare the known values r e s u l t i n g 

from the 1955 O r i g i n and De s t i n a t i o n Survey w i t h those estimated by the 

NCTA procedure. T h i s t e s t would evaluate the a b i l i t y of the modal 

s p l i t program to reproduce a known h i s t o r i c a l event. This same event 

was a s i g n i f i c a n t f a c t o r i n the development of the modal s p l i t curves. 

There i s no way to prove that i t would r e l a t e d i r e c t l y to the a b i l i t y 

of the program to p r e d i c t future events. The fol l o w i n g table shows the 

a c t u a l 1955 t r a n s i t t r i p s , those estimated by the model fo r 1955, and 

the percent d i f f e r e n c e of the model from the a c t u a l number of t r i p s . 

T r a n s i t T r i p s 
Sector A c t u a l 1955 Model Percent D i f f e r e n c e 

0 9,612 10,375 + 7.9 
1 5,181 4,498 - 13,2 
2 9,318 8,571 - 8.0 
3 24,570 26,307 + 7.1 
4 10,274 11,303 + 10.0 
5 6,569 6,791 + 3.4 
6 10,612 10,926 + 3.0 
7 6,421 5,063 - 21.1 
8 5,981 4,628 - 22.6 
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Of the nine sectors checked, two show an e r r o r i n excess 

of 2 0 7 o i n the number of t r a n s i t t r i p s . Two have an er r o r l e s s than 

5 7 o . Thus, we may conclude that even though the model was c a l i b r a t e d 

by the data used for t e s t i n g purposes, i t i s only moderately r e l i a b l e 

i n reproducing the a c t u a l number of t r i p s i n s e c t o r s . 

The j o i n t venture a l s o applied a number of s e n s i t i v i t y 

t e s t s to the NCTA r e s u l t s , using the same morning peak hour work t r i p s 

and the i d e n t i c a l model used by the NCTA i n developing the 1 9 8 0 e s t i ­

mates. 

I n the f i r s t set of t e s t s , a s i n g l e f a c t o r was changed i n 

each t e s t . A l l other f a c t o r s remained as estimated by the NCTA. Res u l t s 

were compared w i t h the t r a n s i t t r i p s e s t a b l i s h e d by the NCTA as t h e i r 

f i n a l estimates of the work t r i p s by t r a n s i t i n 1 9 8 0 as shown below. 

Number of Percent Change 
Change T r a n s i t T r i p s From Base Data 

A. Increase income by 5 0 percent 1 0 3 , 2 6 5 - 4 . 5 

B. Fares increased by 1 5 cents 1 0 2 , 7 3 1 - 5 . 0 

C Fares doubled 9 9 , 7 5 2 - 7 . 8 

D. Increase wait and t r a n s f e r time 
on t r a n s i t by 5 0 percent 9 1 , 8 6 4 - 1 5 . 1 

E . Reduce t r a n s i t speeds by 1 / 3 9 3 , 2 4 9 - 1 3 . 8 

These t e s t s i n d i c a t e that the model i s r e l a t i v e l y i n s e n s i t i v e 

to income and a change i n the f a r e s t r u c t u r e . Resistance f a c t o r s for 

bus and s t r e e t c a r operation are commonly accepted as a decline of 1 / 3 7 , 

i n passengers f o r each 1 7 , increase i n f a r e s . The 1 5 cents increase i n 

fa r e s would v a r y from a 6 0 7 o f a r e increase i n the ten mile square to 3 0 7 , 
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i n the band centered on the beltway. I f the same standard were applied 

to t r a n s i t , a 15 cents increase i n f a r e s could be expected to decrease 

r i d e r s h i p by 10 to 207,. Doubling f a r e s would, under t h i s standard, 

reduce r i d e r s h i p by 337, instead of the 7.87. derived from the model. 

By c o n t r a s t , the model i s r e l a t i v e l y s e n s i t i v e to t r a n s i t headways and 

speeds. I t appears from the r e s u l t s of the s e n s i t i v i t y t e s t s and v i s u a l 

examination of the modal s p l i t curves t h a t , along w i t h the t r a v e l time 

r a t i o s , the l e v e l of s e r v i c e f a c t o r i s the most c r i t i c a l element i n 

determining the modal choice. The l e v e l of s e r v i c e for both t r a n s i t 

and auto t r a v e l i s determined by summing up those portions of t r a v e l 

time not a c t u a l l y i n motion i n a v e h i c l e . These are the walking and 

w a i t i n g times- For the most p a r t these are small increments of time 

and not e a s i l y determined. An under- or over-estimate of one or two 

minutes of walking and w a i t i n g time could m a t e r i a l l y a f f e c t the f o r e ­

c a s t . S e n s i t i v i t y t e s t s of the curves by the United States Bureau of 

P u b l i c Roads show that the curves are extremely s e n s i t i v e to the time, 

u s u a l l y r e f e r r e d to as the walking time, from where a person parks h i s 

car to h i s o f f i c e . The U. S. Bureau of P u b l i c Roads using the NCTA 

fo r e c a s t i n g techniques found that a one-block increase i n walking d i s ­

tance would t h e o r e t i c a l l y increase area wide t r a n s i t usage by 327=. This 

r e s u l t appears to be u n r e a l i s t i c . I t does not appear l o g i c a l that the 

Amer i c a n p u b l i c attaches such a s i g n i f i c a n c e to the r e l a t i v e l y small 

time that i s a f f e c t e d i n t h i s approach. 

The s e n s i t i v i t y of the model was f u r t h e r t e s t e d by changing 

more than one f a c t o r a t a time by s e l e c t e d groupings among the following 

v a r i a b l e s ; 
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1. Time required to park a v e h i c l e 
2. Time required to walk from parking area to d e s t i n a t i o n 
3. Cost of parking 
4. Auto speeds 

The r e s u l t s of these t e s t s are as follows: 

Change 
Number of 

T r a n s i t T r i p s 
Percent Change 
From Base Data 

F. Use 1955 time to park car and 
walk to d e s t i n a t i o n 90,308 - 16.5 

G. Use 1955 parking costs and 1955 
time to park car and walk to 
d e s t i n a t i o n 76,133 - 29.6 

H„ Auto speeds increased by 1/3 
parking costs decreased by 1/3 
walk times from parking place to 
d e s t i n a t i o n decreased by 1/3 80,571 - 25.5 

I t i s c l e a r that modest changes i n these v a r i a b l e s can 

m a t e r i a l l y a f f e c t the estimated volume of t r a n s i t t r a f f i c . 

These t e s t s i n d i c a t e that i f the a c t u a l conditions i n 1980 

wi t h respect to parking c o s t s , w a i t and walk times, t r a n s f e r times and 

t r a v e l times on the t r a n s i t and highway system vary from the assumptions 

made by the National C a p i t a l Transportation Agency, s u b s t a n t i a l changes 

i n the estimate of the d i v i s i o n of t r i p s by mode of t r a v e l may r e s u l t . 

I n t h i s connection, there appears to be no i n d i c a t i o n that a 

" f a c t o r of s a f e t y " has been introduced i n t o the NCTA estimates. Rather 

i t seems that most assumptions are o p t i m i s t i c i n s o f a r as t r a n s i t t r a v e l 

i s concerned. Therefore, serious questions must be r a i s e d as to the 

adequacy of the highway f a c i l i t i e s as proposed, since even a modest reduc­

t i o n i n the estimate of t r a n s i t d i v e r s i o n would tend immediately to over­

load the underdesigned NCTA highway system. 



To develop an independent a p p r a i s a l of the r e l i a b i l i t y and 

s e n s i t i v i t y of the NCTA r e s u l t s , the f i r m of Thompson, Ramo Wooldridge, 

I n c . , was asked to review a number of the NCTA appendices from the stand 

point of s t a t i s t i c a l r e l i a b i l i t y and t r a f f i c i m p l i c a t i o n s . T h i s f i r m i s 

c u r r e n t l y engaged i n a t r a f f i c simulation s i g n a l study for the D i s t r i c t . 

of Columbia to develop a t r a f f i c simulation computer model to optimize 

t r a f f i c movement through a t r a f f i c s i g n a l system. The f i r m i s highly 

q u a l i f i e d i n the area of t r a f f i c engineering and f o r e c a s t i n g . 

I n summarizing t h e i r a n a l y s i s , Thompson, Ramo Wooldridge, I n c . 

made the fo l l o w i n g observations* 

(a) "The highway system planned by NCTA appears 
to be inadequate i n that c a p a c i t i e s of the v a r i o u s c o r r i d o r s 
do not contain adequate s a f e t y f a c t o r s to cover a c t u a l pre­
di c t e d demands on some c o r r i d o r s , nor the increased demands 
which may not have been predicted by v i r t u e of inherent e r r o r s 
i n the f o r e c a s t i n g process. 

(b) "The s t a t i s t i c a l procedures used i n the develop 
ment of the modal s p l i t model are, i n many cases, r e l a t i v e l y 
i n formal. Because of the wide v a r i a t i o n of sample s i z e s , the 
v a r i a b i l i t y and non-homogeneity of the data, and methods of 
curve f i t t i n g used, i t i s d i f f i c u l t to estimate the standard 
e r r o r . 

( c ) "Because of the NCTA's s e l e c t i o n of highway 
operating speeds i t appears l i k e l y that the t r a v e l times by 
auto were such as to b i a s the modal s p l i t to give unduly low 
percentages f o r auto t r a v e l . 

(d) " I n the development of the modal s p l i t there 
appears to have been no attempt to quantify the e f f e c t of 
captive r i d e r s , e i t h e r by t r a n s i t or "by auto, under e x i s t i n g 
conditions and to p r o j e c t these phenomena for a p p l i c a t i o n to 
the s p l i t on the proposed plan." 
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E. A BALANCED TRANSPORTATION SYSTEM 

1. D e f i n i t i o n 

The NCTA claims to s t r i k e a sound balance between highways and 

mass t r a n s p o r t a t i o n . Apparently the "balance" c r i t e r i a used by NCTA i s 

the proposed expenditure of s i m i l a r sums of money on f i x e d t r a n s i t and on 

highways. 

However, a ge n e r a l l y accepted d e f i n i t i o n of a "balanced" system 

i s one which matches t r a n s p o r t a t i o n f a c i l i t i e s to the demonstrated t r a n s ­

p o r t a t i o n needs of an urban area. Another d e f i n i t i o n i s that a "balanced" 

system provides an adequate l e v e l of s e r v i c e for a l l of the v a r i o u s , 

d i f f e r i n g demands of an urban area. 

2. Experience i n Chicago 

The Chicago Area Transportation Study, one of the l a r g e s t and 

most comprehensive undertaken to date, has developed a report that 

includes both t r a n s i t and highway recommendations. 

The Chicago study found that three-fourths of the t r i p s i n the 

metropolitan area are by automobile. I t estimates that by 1980 t h i s 

proportion w i l l r i s e to 85 percent. To meet t h i s demand, the study pro­

poses the co n s t r u c t i o n of 230 miles of freeways i n a d d i t i o n to the 290 

miles already completed or scheduled f o r con s t r u c t i o n . A d d i t i o n a l t r a n ­

s i t f a c i l i t i e s are included i n the proposed plan; however, these f a c i l i ­

t i e s comprise about 6.6 percent, of the cost. The proposed t r a n s i t system 

extensions include express bus, suburban bus, and suburban r a i l r o a d f a c i ­

l i t i e s along w i t h rapid t r a n s i t . The Chicago report recognized that 

express bus s e r v i c e can be scheduled w i t h very l i t t l e r i s k on expressways. 

T r a v e l p r o j e c t i o n s i n d i c a t e that i n 1980, bus s e r v i c e s w i l l c a r r y a greater 

proportion of t r a n s i t passenger mil e s than r a p i d t r a n s i t . 
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3. A l t e r n a t i v e s 

Based on experience i n Toronto and Chicago, c a r e f u l consideration 

should be given to the proportion of funds to be a l l o c a t e d for the various 

forms of mass t r a n s i t . The NCTA has not revealed any comprehensive study 

of v a r y i n g combinations of bus and r a i l t r a n s i t i n i t s report. The 

Agency has not released any evidence to date to i n d i c a t e that a thorough 

study of the p o t e n t i a l of buses for mass t r a n s i t has been made, although 

many reasons for considering the use of buses, i n terms of f l e x i b i l i t y 

and economy, have been advanced r e c e n t l y . 

The NCTA plan provides 52 miles of express bus operations on 

freeway and parkway at a cost of approximately $4 m i l l i o n , and 98 miles of 

rapid t r a n s i t and commuter r a i l f a c i l i t i e s a t a cost of approximately $788 
(19) 

m i l l i o n . While many other f a c t o r s are involved, p a r t i c u l a r l y the 

problem of downtown d i s t r i b u t i o n , recent reports and the experience of 

Chicago would i n d i c a t e strong reason to consider the p o s s i b i l i t y of greater 

use of buses on r a d i a l freeways. 

I n a recent paper presented to the Highway Research Board, the 

author, i n d i s c u s s i n g the point a t which the question of more freeways or 

r a i l t r a n s i t i s r a i s e d , s t a t e s 
"At such a time, before g i v i n g consideration to s i n k i n g 

new c a p i t a l i n f i x e d l i n e a r i n f l e x i b l e r a i l f a c i l i t i e s , those 
urban areas should f i r s t consider the f e a s i b i l i t y of bringing 
i n t o being p u b l i c l y acceptable express bus routes between suburbs 
and t h e i r CBD's, p a r t i c u l a r l y where such routes fan out over 180 
degrees or more from t h e i r CBD's." (20) 

(19) NCTA Report of November 1, 1962, Page 32 and 49. 

(20) "The Urban Passenger Transportation Problem". Nathan Cherniack, 
Economist, The Port of New York A u t h o r i t y , Highway Research Board, 
1961. 
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The importance of t h i s consideration i s confirmed by a recent 

a r t i c l e i n T r a f f i c Quarterly, comparing f i x e d v s . f l e x i b l e t r a n s i t 

networks, which s t a t e s : 

" I f we compare a new f i x e d t r a n s i t f a c i l i t y ( r a i l , 
subway, monorail, e t c . ) w i t h a new f l e x i b l e f a c i l i t y (bus 
operation over an expressway), we can make the following 
statements : 

1. " F i r s t Cost: The f i r s t c o s t, public and p r i v a t e , 
of an expressway and bus equipment i s g e n e r a l l y lower than that 
of a f i x e d t r a n s i t f a c i l i t y . 

2. "Amortization Period; I t i s g e n e r a l l y much 
shorter for expressways and buses than for a f i x e d f a c i l i t y , 
due to lower f i r s t c osts and the shorter time required to 
recapture them for expressways ( u t i l i z a t i o n of c a p a c i t y has a 
d e f i n i t e e f f e c t here and i s discussed more f u l l y below). 

3. "Salvage Value; The salvage value of a r a i l 
f a c i l i t y , at any time i n i t s economic l i f e , i s exceedingly low. 
T h i s i s c o n s i s t e n t w i t h the experience of other h i g h l y s p e c i a l ­
i z e d i n d u s t r i e s where the market for p h y s i c a l plant and equip­
ment i s very l i m i t e d . Buses, on the other hand, can be used on 
any type of s t r e e t or road, and the expressway, i t s e l f , can serve 
passenger cars and t r u c k s . I n the extreme case of t o t a l obsoles­
cence of the expressway, the salvage value would be reduced to 
the r e s a l e value of the right-of-way. Since urban expressway 
right-of-way c o n s t i t u t e s a large portion of the f i r s t cost of 
an expressway, the salvage value should be r e l a t i v e l y high. 

4. " U t i l i z a t i o n of Capacity: The inherent f l e x i ­
b i l i t y of bus operation enables the bus to be u t i l i z e d on surface 
s t r e e t s on regular and i r r e g u l a r t r i p s during off-peak hours, 
w h i l e the f i x e d system i s bound to the same path and pick-up 
and discharge po i n t s . I d e a l l y , an expressway can be designed 
to operate at or near i t s v e h i c u l a r c a p a c i t y for a large part 
of the day by varying the percentage of buses operating on i t at 
d i f f e r e n t times." 

(21) "Modern Expressways and Public T r a n s p o r t a t i o n " by John J . Heier and 
David M. Glancy, T r a f f i c Q uarterly, January 1963. 
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I I . T H _ E _ R _ 0 L E _ O F _ H I G H W A Y S 

A . P E R S P E C T I V E 

B e f o r e d i s c u s s i n g the N C T A h i g h w a y p r o p o s a l s in d e t a i l , i t i s i m ­

p o r t a n t to c o n s i d e r the r o l e of h i g h w a y s i n u r b a n a r e a s f r o m the b r o a d pe r ­

s p e c t i v e of N a t i o n a l i m p a c t a n d e x e c u t i v e a n d l e g i s l a t i v e i n t e n t . 

B y the F e d e r a l - A i d H i g h w a y A c t of 1956 , the C o n g r e s s e n a c t e d 

into l a w the l a r g e s t p e a c e - t i m e p u b l i c w o r k s p r o g r a m i n the h i s t o r y of the 

w o r l d . T h e N a t i o n a l S y s t e m of I n t e r s t a t e a n d D e f e n s e H i g h w a y s i s one of 

the p r i n c i p a l f oundat ion s t o n e s fo r the e c o n o m i c g r o w t h of the c o u n t r y , 

i n c l u d i n g the e n l a r g e m e n t of ou r i n d u s t r i a l p a c e , the d e v e l o p m e n t of o u r 

N a t i o n a l r e s o u r c e s and the r e v i t a l i z a t i o n of o u r c i t i e s . 

W i t h the F e d e r a l - A i d H i g h w a y A c t of 1961 s the P r e s i d e n t a n d the 

C o n g r e s s u n d e r s c o r e d the v i t a l i m p o r t a n c e of c o m p l e t i n g th i s s y s t e m 

w i t h i n a r e a s o n a b l e t i m e by expand ing a u t h o r i z a t i o n s a n d e m p h a s i z i n g the 

e l e m e n t of N a t i o n a l D e f e n s e , i n w h i c h the c a p a c i t y for m o v i n g d e f e n s i v e 

a n d r e t a l i a t o r y w e a p o n s , m i l i t a r y s u p p l i e s , and m a n p o w e r w i t h s p e e d 

a n d p r e c i s i o n , g a in s i n c r e a s i n g i m p o r t a n c e e a c h d a y . 

T h e u r b a n e x t e n s i o n s of the I n t e r s t a t e S y s t e m a r e v i t a l l i n k s i n 

the N a t i o n a l n e t w o r k . I n the P r e s i d e n t ' s m e s s a g e to the C o n g r e s s on 

(1) 
" T h e T r a n s p o r t a t i o n S y s t e m of the N a t i o n " , he s t a t e d : 

" H i g h w a y s a r e a n i n s t r u m e n t a l p a r t of a n y c o o r d i n a t e d 
u r b a n t r a n s p o r t a t i o n p l a n , a n d m u s t be a n i n t e g r a l p a r t 

(1) H o u s e D o c u m e n t No . .384, 87th C o n g r e s s , 2d S e s s i o n , A p r i l 5, 1 9 6 2 . 
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of a n y c o m p r e h e n s i v e c o m m u n i t y d e v e l o p m e n t 
p l a n . " 

O n F e b r u a r y 2 8 , 1963 , in a s t a t e m e n t b e f o r e the S u b c o m m i t t e e on 

H o u s i n g of the S e n a t e C o m m i t t e e on B a n k i n g a n d C u r r e n c y , w i t h r e s p e c t to 

T h e U r b a n T r a n s p o r t a t i o n A c t of 1963 ( S . 6 a n d S . 9 1 7 , 88th C o n g r e s s ) , 

R o b e r t C . W e a v e r , H o u s i n g a n d H o m e F i n a n c e A d m i n i s t r a t o r s t a t e d : 

" T h e t r a n s p o r t a t i o n r e q u i r e m e n t s of ou r r a p i d l y e x ­
pand ing u r b a n a r e a s h a v e b e e n , a n d w i l l c on t inue to 
b e , m e t l a r g e l y by i m p r o v e d h i g h w a y n e t w o r k s a n d 
p r i v a t e a u t o m o b i l e s . H o w e v e r , t h e s e a l one a r e not 
s u f f i c i e n t to m e e t the p r e s e n t , l e t a l one f u t u r e , t r a n s ­
p o r t a t i o n n e e d s of o u r c i t i e s . M a s s t r a n s p o r t a t i o n i s 
a l s o n e e d e d . P e r s o n s who c anno t a f f o rd to d r i v e , o r 
a r e u n a b l e to do s o , n e e d m a s s t r a n s p o r t a t i o n f a c i l i t i e s 
at a l l t i m e s . A l s o , m a n y p e r s o n s own ing p r i v a t e c a r s 
p r e f e r to u s e m a s s t r a n s p o r t a t i o n for c e r t a i n t r i p s , 
p a r t i c u l a r l y c o m m u t e r t r a v e l . " 

T h e m o s t i m p o r t a n t f unc t i ons of the G o v e r n m e n t of the U n i t e d 

S t a t e s , e x e c u t i v e , l e g i s l a t i v e , j u d i c i a l and m i l i t a r y , a r e c e n t r a l i z e d , c o n ­

t r o l l e d a n d d i r e c t e d w i t h i n the u r b a n b o u n d a r i e s known a s the N a t i o n a l 

C a p i t a l R e g i o n . T h e p u b l i c o f f i c i a l s r e s p o n s i b l e for t h e s e f u n c t i o n s l i v e , 

w o r k a n d t r a v e l i n t h i s m e t r o p o l i t a n a r e a . T h e v i t a l f u n c t i o n s of G o v e r n ­

m e n t that g e n e r a t e t r a n s p o r t a t i o n d e m a n d s on a 2 4 - h o u r , t o p - p r i o r i t y b a s i s 

c annot a n d m u s t not be d e l a y e d or p e n a l i z e d by a l i m i t e d a n d i nadequa t e h i g h ­

w a y f a c i l i t y . 

F o r t h e s e r e a s o n s , i t i s i m p o r t a n t that the W a s h i n g t o n M e t r o p o l i t a n 

A r e a be p r o v i d e d w i t h a h i g h w a y s y s t e m o f f e r ing a h i gh l e v e l of s e r v i c e i n 

t e r m s of s a f e t y , e f f i c i e n c y , f l e x i b i l i t y a n d c a p a c i t y . 
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R e c o g n i t i o n of t h i s n e e d for h i g h q u a l i t y h i g h w a y f a c i l i t i e s i s 

i m p l i c i t i n the F e d e r a l - A i d a p p o r t i o n m e n t s to the D i s t r i c t of C o l u m b i a . 

F o r e x a m p l e , i n f i s c a l y e a r 1963 , a p p r o x i m a t e l y $35 m i l l i o n , a l m o s t 

88% of the t o t a l a p p o r t i o n m e n t to the D i s t r i c t i s e a r m a r k e d for the I n t e r ­

s t a t e S y s t e m . 

W i t h s u c h a m a n d a t e , the H i g h w a y D e p a r t m e n t s of the D i s t r i c t 

of C o l u m b i a , a n d the n e i g h b o r i n g S t a t e s , h a v e a n ob l i g a t i on a n d r e s p o n s i ­

b i l i t y to g e a r t h e i r r e s o u r c e s a n d a b i l i t i e s to the h i g h e s t l e v e l p o s s i b l e to 

p r o v i d e a h i g h w a y s y s t e m c o n s i s t e n t w i t h t h e s e N a t i o n a l r e q u i r e m e n t s and 

o b l i g a t i o n s . 

U n d e r date of J a n u a r y 30 , 1963 , the A d m i n i s t r a t o r of the U . S . 

B u r e a u of P u b l i c R o a d s a d d r e s s e d a l e t t e r to the D i r e c t o r of the D e p a r t ­

m e n t of H i g h w a y s a n d T r a f f i c , D . C . , w h i c h s t a t e d : 

" T h e S t a t e s s h a r e w i t h the B u r e a u the r e s p o n s i b i l i t y to 
c a r r y out t h i s (Comple t ion of the I n t e r s t a t e S y s t e m by 
1972} a s w e l l a s o ther p r o v i s i o n s of the 1956 F e d e r a l -
A i d H i g h w a y A c t . " 

" O u r r e c o r d s i n d i c a t e that the D i s t r i c t of C o l u m b i a ha s 
o b l i g a t e d 5 8 . 3 p e r c e n t of i t s I n t e r s t a t e a p p o r t i o n m e n t s ; 
t h e s e ob l i g a t i on s c o v e r 2 2 . 8 p e r c e n t of the t o t a l e s t i ­
m a t e d c o s t of the s y s t e m . A g r e a t l y a c c e l e r a t e d p r o ­
g r a m for d eve l op ing the s y s t e m m u s t be i n i t i a t e d a n d 
s u s t a i n e d i f the s y s t e m i s to be c o m p l e t e d on s c h e d u l e . " 

T h u s , one b r a n c h of the F e d e r a l G o v e r n m e n t , i n a c c o r d a n c e w i t h 

the s c h e d u l e e s t a b l i s h e d i n the F e d e r a l - A i d H i g h w a y A c t , i s u r g i n g the 

D i s t r i c t of C o l u m b i a to " g r e a t l y a c c e l e r a t e " i t s I n t e r s t a t e H i g h w a y P r o ­

g r a m . A n o t h e r F e d e r a l A g e n c y , the N C T A , u r g e d d e f e r r a l of k e y p r o j e c t s 
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that e f f e c t i v e l y s t opped the h i g h w a y p r o g r a m , fo r a y e a r p r i o r to 

c o m p l e t i o n of i t s s t u d i e s , and h a s now a d v a n c e d u n a c c e p t a b l e h i g h w a y 

p l a n n i n g p r o p o s a l s . 

B . C R I T E R I A 

T h e g e o m e t r i c d e s i g n s t a n d a r d s fo r the N a t i o n a l S y s t e m of I n t e r -

" T h e N a t i o n a l S y s t e m of I n t e r s t a t e and D e f e n s e H i g h w a y s 
i s the m o s t i m p o r t a n t i n the U n i t e d S t a t e s . I t c a r r i e s 
m o r e t r a f f i c p e r m i l e t h a n any o the r c o m p a r a b l e n a t i o n a l 
s y s t e m and i n c l u d e s the r o a d s of g r e a t e s t s i g n i f i c a n c e to 
the e c o n o m i c w e l f a r e and de f ense of the N a t i o n . T h e 
h i g h w a y s of t h i s s y s t e m m u s t be d e s i g n e d i n k e e p i n g 
w i t h t h e i r i m p o r t a n c e a s the b a c k b o n e of the N a t i o n ' s 
h i g h w a y s y s t e m . T o th i s end they m u s t be d e s i g n e d 
w i t h c o n t r o l of a c c e s s to i n s u r e t h e i r s a f e t y , p e r ­
m a n e n c e and u t i l i t y a n d w i t h f l e x i b i l i t y to p r o v i d e for 
p o s s i b l e f u tu r e e x p a n s i o n . " 

" I n t e r s t a t e h i g h w a y s s h a l l be d e s i g n e d to s e r v e s a f e l y 
a n d e f f i c i e n t l y the v o l u m e s of p a s s e n g e r v e h i c l e s , b u s e s , 
and t r u c k s , i n c l u d i n g t r a c t o r - t r a i l e r and s e m i - t r a i l e r 
c o m b i n a t i o n s a n d c o r r e s p o n d i n g m i l i t a r y e q u i p m e n t , 
e s t i m a t e d to be that w h i c h w i l l e x i s t i n 1975 , i n c l u d i n g 
a t t r a c t e d , g e n e r a t e d , a n d d e v e l o p e d t r a f f i c on the b a s i s 
that the e n t i r e s y s t e m i s c o m p l e t e d . " 

" O n a l l s e c t i o n s of the I n t e r s t a t e S y s t e m ' , a c c e s s s h a l l be 
c o n t r o l l e d by a c q u i r i n g a c c e s s r i g h t s ou t r i gh t p r i o r to 
c o n s t r u c t i o n or by the c o n s t r u c t i o n of f r on tage r o a d s , o r 
bo th . C o n t r o l of a c c e s s i s r e q u i r e d for a l l s e c t i o n s of 
the I n t e r s t a t e S y s t e m . " 

T h e N a t i o n a l S y s t e m of I n t e r s t a t e a n d D e f e n s e H i g h w a y s i s a c o n ­

s t a t e a n d D e f e n s e H i g h w a y s (2) p r o v i d e that : 

t i n u o u s i n t e g r a t e d n e t w o r k of the N a t i o n ' s m o s t h e a v i l y t r a v e l l e d r o u t e s , 

l i n k i n g the c o u n t r y ' s m e t r o p o l i t a n a r e a s a n d s e r v i n g the n a t i o n a l d e f en se 

(2) A d o p t e d by the A m e r i c a n A s s o c i a t i o n of S t a t e H i g h w a y O f f i c i a l s , J u l y 12 , 
1956 - a p p r o v e d by the B u r e a u of P u b l i c R o a d s , J u l y 17 , 1 9 5 6 . 
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i n t i m e of e m e r g e n c y . T h e s y s t e m s e r v e s v e h i c l e d r i v e r s and goods 

m o v e m e n t o v e r long d i s t a n c e s b e t w e e n c i t i e s , a n d c a r r i e s t r a f f i c w i t h i n 

u r b a n a r e a s a s c l o s e a s p o s s i b l e to t h e i r f i n a l d e s t i n a t i o n . 

T h e o b j e c t i v e of the f r e e w a y p r o g r a m i n the N a t i o n a l C a p i t a l 

R e g i o n i s to r e l i e v e c o n g e s t i o n on our l o c a l s t r e e t s by p r o v i d i n g s u c h 

a n i n t e g r a t e d s y s t e m of f r e e w a y s w i t h the c a p a c i t y to m o v e s a f e l y a n d 

e f f i c i e n t l y not on l y t h o s e v e h i c l e s t r a v e l l i n g t h r o u g h the m e t r o p o l i t a n 

a r e a , but a l s o t h o s e v e h i c l e s m o v i n g peop le w i t h i n the m e t r o p o l i t a n a r e a 

a n d f u r n i s h i n g s e r v i c e s a n d goods so n e c e s s a r y to a r a p i d l y g r o w i n g u r b a n 

c o m m u n i t y . E a c h p o r t i o n of the f r e e w a y and h i g h w a y s y s t e m i s v i t a l i f 

t h e s y s t e m i s to f unc t i on e f f i c i e n t l y . 

C . B E N E F I T S 

T h e n e e d for a f r e e - f l o w i n g , e f f i c i en t a n d c o n t i n u o u s f r e e w a y p r o ­

g r a m i s obv i ous i n t o d a y ' s c o n g e s t i o n . We pay fo r i n adequa t e r o a d s a n d 

s t r e e t s , i n t e n s i o n , i n c o n v e n i e n c e , a c c i d e n t s , t i m e and g a s o l i n e w a s t e d , 

a n d i n the p r i c e s of e v e r y t h i n g we buy a n d s e l l . F i g u r e 13 i l l u s t r a t e s the 

(3) 
h i g h c o s t of i n a d e q u a t e r o a d s a s t r a f f i c v o l u m e s i n c r e a s e . S t u d i e s of 

e x i s t i n g f r e e w a y s show that i n s o m e c a s e s t h e i r c o s t i s b a l a n c e d out by 

(4) 
m o t o r i s t s ' s a v i n g s i n l e s s t han 10 y e a r s . 

(3) F i g u r e 13 , S o u r c e - R e p o r t on Q u a l i t y of T r a f f i c S e r v i c e , C h i c a g o A r e a 
T r a n s p o r t a t i o n S tudy , p r e s e n t e d at the 41s t A n n u a l M e e t i n g of the H i g h ­
w a y R e s e a r c h B o a r d . 

(4) A n n u a l R e p o r t of the U . S . B u r e a u of P u b l i c R o a d s fo r F i s c a l Y e a r 1962 , 
P a g e 19 . 
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T h e s a f e t y f e a t u r e s of ti ie N a t i o n a l I n t e r s t a t e S y s t e m w i l l s a v e at 

l e a s t 5 , 0 0 0 l i v e s a y e a r . A c c i d e n t r a t e s on f r e e w a y s a r e l e s s than o n e -

h a l f of the r a t e on o t h e r r o a d s w i t h c o m p a r a b l e t r a f f i c . I n t e r s t a t e r o u t e s 

go into a n d t h r o u g h our l a r g e u r b a n c o m m u n i t i e s , b y - p a s s i n g c e n t r a l 

b u s i n e s s d i s t r i c t s , r e l i e v i n g c o n g e s t i o n and s p e e d i n g c o m m u t e r s a n d 

s h o p p e r s f r o m s u b u r b s . 

T h e N C T A r e p o r t a d v a n c e s op in i ons c o n c e r n i n g the s o - c a l l e d 

d e t r i m e n t a l e f f ec t s of f r e e w a y s on u r b a n a r e a s . It does not m e n t i o n any 

a d v a n t a g e s and b ene f i t s that have been g a ined f r o m u r b a n f r e e w a y s , s u c h 

a s i m p r o v e d p r o p e r t y v a l u e s , s t i m u l a t e d u r b a n r e n e w a l , a c c e l e r a t e d i n ­

d u s t r i a l a n d r e s i d e n t i a l d e v e l o p m e n t , a n d a g r e a t e r r e t u r n on i n v e s t m e n t 

a s c o m p a r e d w i t h c o n g e s t e d c i t y s t r e e t s . 

T h e S o u t h w e s t U r b a n R e n e w a l A r e a i n the D i s t r i c t of C o l u m b i a i s 

an e x c e l l e n t e x a m p l e of a t o t a l r e v i t a l i z a t i o n p l a n i n w h i c h f r e e w a y s h a v e 

b e c o m e a n i n t e g r a t e d e l e m e n t i n the r e n e w a l p r o c e s s , c a r e f u l l y b a l a n c e d 

a n d i n t e r w o v e n w i t h o the r c o m m u n i t y f a c i l i t i e s to a c h i e v e a t t r a c t i v e n e s s , 

f r e e d o m of m o v e m e n t , c o n v e n i e n c e and e c o n o m y . 

I n t e r m s of l a n d u s e , i n 1790, the y e a r of the L ' E n f a n t P l a n , 

a p p r o x i m a t e l y 3 , 6 0 0 of the 6, 100 a c r e s i n the o r i g i n a l c i t y w e r e r e s e r v e d 

fo r s t r e e t s a n d a l l e y s , o r a p p r o x i m a t e l y 5 9 % . 

I n 1950 , the a r e a that w a s l a t e r the S o u t h w e s t U r b a n R e n e w a l 

A r e a h a d 266 a c r e s i n s t r e e t s and a l l e y s out of a t o t a l 552 a c r e s , o r 

4 8 . 2 % . T o d a y , u n d e r u r b a n r e n e w a l , a n d a f t e r p r o v i d i n g for the f r e e ­

w a y , the r e q u i r e m e n t s fo r s t r e e t s a n d a l l e y s h a v e b e e n r e d u c e d to 229 
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a c r e s , a r e d u c t i o n of a l m o s t 15% i n l and a r e a r e q u i r e d fo r s u c h p u r ­

p o s e s a n d r e p r e s e n t i n g on l y 4 1 % of the g r o s s a r e a , a s c o m p a r e d to the 

4 8 . 2 % i n 1 9 5 0 . 

T h e e s t i m a t e of a s s e s s a b l e p r o p e r t y at the c o m p l e t i o n of the 

p r o j e c t i n 1965 i s a p p r o x i m a t e l y $ 1 4 4 m i l l i o n . T h i s c o m p a r e s w i t h a p ­

p r o x i m a t e l y $24 m i l l i o n i n 1958 at the i n i t i a t i o n of the u r b a n r e n e w a l 

p r o j e c t , i n d i c a t i n g a s i x - f o l d i n c r e a s e i n t ax r e v e n u e w i t h i n a s h o r t 

p e r i o d of s e v e n y e a r s . T h e S o u t h w e s t F r e e w a y h a s not p r o d u c e d the 

m a n y d e t r i m e n t a l e f fects c i t e d i n the N C T A r e p o r t . 

T o p r o v i d e a n i m p r o v e d tax b a s e a n d i m p r o v e d r e l o c a t i o n 

f a c i l i t i e s , the 1961 F e d e r a l - A i d H i g h w a y A c t h a s g r e a t l y l i b e r a l i z e d 

the c o n d i t i o n s u n d e r w h i c h a i r r i g h t s m a y be d e v e l o p e d fo r e i t h e r p r i ­

v a t e o r p u b l i c p u r p o s e s on the r i g h t s - o f - w a y fo r I n t e r s t a t e h i g h w a y s . 

F o r e x a m p l e , i n 1958, the B u r e a u of P u b l i c R o a d s c o o p e r a t e d w i t h the 

C i t y of New Y o r k i n a r r a n g i n g for a p p r o p r i a t i o n of a t h r e e - d i m e n s i o n a l 

a r e a fo r the new a p p r o a c h e s to the G e o r g e W a s h i n g t o n B r i d g e , l e a v i n g 

the a i r r i g h t s to the c i t y for a p l a n n e d h o u s i n g d e v e l o p m e n t . T h e s e 

e x p r e s s w a y a i r r i g h t s w e r e s o l d at a u c t i o n in I 9 6 0 for $ 1 , 0 6 5 , 0 0 0 . 

A p a r t m e n t h o u s e s a r e be ing bu i l t t h e r e to a c c o m m o d a t e a t h o u s a n d 

f a m i l i e s , at a n i n v e s t m e n t of a p p r o x i m a t e l y $ 1 9 . 6 m i l l i o n - - o v e r 

t h r e e t i m e s the v a l u e of the p r o p e r t i e s o r i g i n a l l y a c q u i r e d in t h i s 

p a r t i c u l a r a r e a . T h e c i t y w i l l h a v e a h i g h e r t ax r e t u r n than be f o r e the 

h o u s e s i n p l a c e w e r e t o r n down for the e x p r e s s w a y . W a s h i n g t o n c a n 

s e c u r e t h e s e s a m e u s e s of a i r r i g h t s . 

39 



D . F I N A N C I N G 

T h e F e d e r a l - A i d h i g h w a y p r o g r a m o p e r a t e s on a p a y - a s - y o u - g o 

b a s i s . I t s c o s t i s p a i d e n t i r e l y by h i g h w a y u s e r s . No r e v e n u e s f r o m g e n ­

e r a l t a x e s , s u c h a s the i n c o m e t a x , a r e u s e d to f i n a n c e F e d e r a l A i d fo r 

h i g h w a y s . T h e F e d e r a l t a x on m o t o r f u e l a n d c e r t a i n o t h e r h i g h w a y - r e ­

l a t e d t a x e s go into a H i g h w a y T r u s t F u n d w h i c h p r o v i d e s the m o n e y for 

the F e d e r a l - A i d p a y m e n t s to the S t a t e s . T h e a n n u a l a m o u n t s of F e d e r a l -

A i d a u t h o r i z e d to the S t a t e s a r e s e t by C o n g r e s s , but the l a w r e q u i r e s 

that t h e y be m a i n t a i n e d i n c o n f o r m i t y w i t h the r e v e n u e s a c c r u i n g to the 

H i g h w a y T r u s t F u n d . T h e funds thus m a d e a v a i l a b l e a n n u a l l y a r e a p p o r ­

t i o n e d a m o n g the S t a t e s a c c o r d i n g to m e t h o d s p r e s c r i b e d by l a w . 

T h e s e funds a r e u s e d to f i n a n c e 90% of the c o s t of e a c h I n t e r ­

s t a t e p r o j e c t u n d e r t a k e n . I n the D i s t r i c t of C o l u m b i a , the r e m a i n i n g 10% 

of the c o s t i s f i n a n c e d out of the H i g h w a y F u n d , w h i c h i s d e r i v e d f r o m D . C . 

g a s o l i n e t a x e s , r e g i s t r a t i o n and i n s p e c t i o n f e e s , p e r m i t f e e s , s p e c i a l 

a s s e s s m e n t s and o t h e r h i g h w a y - r e l a t e d s o u r c e s . 

A y e a r l y budget i s p r e p a r e d by the D e p a r t m e n t of H i g h w a y s a n d 

T r a f f i c , b a s e d on a n t i c i p a t e d h i g h w a y fund r e v e n u e s for that p a r t i c u l a r 

f i s c a l y e a r , a n d t h e n s u b m i t t e d to the C o n g r e s s f o r p r o j e c t a p p r o v a l a n d 

a c t u a l a p p r o p r i a t i o n of the funds a s r e q u e s t e d . 

T h u s , the h i g h w a y p r o g r a m i n the D i s t r i c t of C o l u m b i a , i n e f f ec t , 

r e c e i v e s C o n g r e s s i o n a l a p p r o v a l t w i c e ; f i r s t , w i t h the a u t h o r i z a t i o n of 

t h e F e d e r a l - A i d a p p o r t i o n m e n t s ; a n d , s e c o n d l y , w i t h the a p p r o p r i a t i o n 

of D . C . m a t c h i n g f u n d s . 
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I I I . THE NCTA HIGHWAY PLAN 

A. THE HIGHWAY SYSTEM; 

The highway system proposed by NCTA i s discussed on Pages 42, 43 

44, 45 and 46 of the report of November 1, 1962. The d i s c u s s i o n i n the 

f i r s t paragraph under the t i t l e "The Highway System" and Map " J " (opposite 

Page 42) uses terms interchangeably so that i t i s d i f f i c u l t to determine 

p r e c i s e l y the point of the d i s c u s s i o n . For example, the f i r s t sentence 

r e f e r s to freeways and express parkways (underscoring supplied) open to 

t r a f f i c , but Map " J " does not show any "express parkways." 

The same map shows an "express s t r e e t system" i n l i e u of the 

North Leg of the Inner Loop. 

Map " J " a l s o shows, by legend, an expressway or improved major 

a r t e r i a l on Alabama Avenue, from S u i t l a n d Parkway to approximately 13th 

S t r e e t , S„ E., and extending w e s t e r l y v i a Portland S t r e e t to the Anacostia 

Freeway. Furthermore, the map shows that the expressway legend applies 

to East C a p i t o l S t r e e t , from approximately 17th S t r e e t , S. E. and N. E. 

e a s t e r l y across the Eas t C a p i t o l S t r e e t Bridge to the D i s t r i c t of Columbia 

L i n e ; North C a p i t o l S t r e e t , from approximately M S t r e e t to Missouri Avenue 

and New York Avenue, from approximately F i r s t S t r e e t , N. W. to South 

Dakota Avenue. 

The terms "Other Freeways and Parkways", "Expressways and Im­

proved Major A r t e r i a l s " and "Other A r t e r i a l s " as used i n the legend, seem 

to be a mixture of v a r i o u s things. Rock Creek Parkway, as shown on t h i s 

map, would be j u s t t h a t , w i t h no i n t e r s e c t i o n s at grade and w i t h s e r v i c e 

presumably a v a i l a b l e only for passenger c a r s . The other f i v e s t r e e t s 

presumably would be a v a i l a b l e to a l l t r a f f i c , w i t h numerous i n t e r s e c t i o n s 
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at grade, c o n t r o l l e d by t r a f f i c l i g h t s . I n normal highway parlance, the 

term "expressway" means a divided a r t e r i a l highway for through t r a f f i c 

w i t h f u l l or p a r t i a l c o n t r o l of access and g e n e r a l l y w i t h grade separations 

at i n t e r s e c t i o n s . The term "expressway" would, the r e f o r e , not apply to the 

l a t t e r f i v e s t r e e t s mentioned p r e v i o u s l y , without major a l t e r a t i o n and con­

s t r u c t i o n . 

At the top of Page 43, the NCTA Report says that when c e r t a i n 

non-delineated freeways and parkways are opened to t r a f f i c , and when 

Others are completed which are p r e s e n t l y under construction or committed, 

the region w i l l have "a 205-mile freeway system," I n compiling t h i s sum­

mary, the Agency apparently has mixed expressways and surface s t r e e t s w i t h 

freeways. 

B. THE INTERSTATE SYSTEM PROPOSED BY NCTA: 

I n the f i r s t f u l l paragraph at the top of Page 43 of the NCTA 

Report of November 1 , 1962, there appears the foll o w i n g sentence: " I t 

includes a continuous i n t e r s t a t e highway system." The word " i t " r e f e r s 

to the freeway system proposed by the NCTA. There i s no i n d i c a t i o n i n 

the report that the Agency conferred w i t h any of the State Highway Depart­

ments to determine whether the I n t e r s t a t e Highway System i s acceptable to 

such departments, as required by the Federal-Aid Highway l e g i s l a t i o n , or 

whether the freeway system proposed by the NCTA would be acceptable to the 

U. S. Bureau of P u b l i c Roads as a part of the National System of I n t e r ­

s t a t e Highways. 

There follows as Figure No. 14, a map i d e n t i f i e d as "Map G" 

which i s taken from Page 21 of the NCTA Report. Map "G" as duplicated 

here shows only the freeways and parkways included i n the NCTA Report. 
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I t does not show r a i l t r a n s i t , commuter r a i l r o a d s or bus routes on f r e e ­

ways. The legend d e l i n e a t e s the I n t e r s t a t e Highway System proposed by 

the NCTA. 

Apparently, the NCTA proposes one I n t e r s t a t e Route approaching 

the D i s t r i c t of Columbia from V i r g i n i a across the 14th S t r e e t Bridges and 

a second I n t e r s t a t e Route approaching the C i t y across the Theodore Roose­

v e l t Bridge. T r a f f i c f o l l o w i n g these two i n t e r s t a t e routes would be 

"doubled up" and cause congestion on the Southwest Freeway. The NCTA i s 

not proposing that the I n t e r s t a t e should cross the Potomac R i v e r on Key 

Bridge. 

I f the Three S i s t e r s Bridge i s not b u i l t and the I n t e r s t a t e 

System does not cross the Potomac R i v e r on Key Bridge, there i s no p r a c t i 

cable and acceptable method c u r r e n t l y f o r f i n a n c i n g the Potomac R i v e r 

Freeway. Such a change i n fi n a n c i n g would cost the D i s t r i c t of Columbia 

an a d d i t i o n a l $25 m i l l i o n of l o c a l funds. 

Approaching the D i s t r i c t of Columbia from the north and north­

east, the NCTA concept combines two s i x - l a n e I n t e r s t a t e Routes (I-70-S 

and 1-95) i n t o one freeway. Th i s w i l l r equire d e t a i l e d study, but pre­

sents no insuperable o b s t a c l e s . The planning thus f a r by the Highway 

Departments for 1-95 and I-70-S has contemplated an eight-lane freeway 

on each of these f a c i l i t i e s . 

While the concept of a continuous i n t e r s t a t e highway system as 

proposed by the NCTA includes connections w i t h other routes i n the s t r i c t 

sense, i t l a c k s acceptable c o n t i n u i t y from the standpoint of i n d i r e c t n e s s 

i n s u f f i c i e n t c a p a c i t y , and i n f e r i o r s e r v i c e . I t v i o l a t e s fundamental 

p r i n c i p l e s by combining major routes f o r s e r i o u s lane imbalance. 

44 



C. THE NCTA REPORT AND THE 1959 HIGHWAY PLAN: 

The second f u l l paragraph on Page 43 of the November 1, 1962 

Report of the NCTA, includes the following sentence: "The key features 

of the 1959 highway plan remain unchanged." T h i s conclusion i s d i f f i c u l t 

to understand. The Inner Loop concept i s changed; bridge c a p a c i t y over 

the Potomac i s reduced; i n t e r s t a t e t r a f f i c i s concentrated i n the "T" at 

the C a p i t o l ; and important routes are combined at l e s s e r capacity i n the 

heart of the region. One-third of the estimated cost of the MTS planned 

highways i s eliminated - mostly i n the D i s t r i c t . A l l of these changes are 

major. The "key" fe a t u r e s are changed. 

The NCTA Report a l s o contains a statement on Page 43 to the e f f e c t 

that "From a dozen points along the Beltway, r a d i a l expressways lead inward 

to serve the suburbs and the D i s t r i c t . " The statement that there w i l l 

e x i s t "a dozen r a d i a l expressways" leading i n t o the D i s t r i c t of Columbia i s 

misleading. Under the NCTA concept of freeway planning, the "twelve" would 

be combined and reduced to f i v e by the time they get to the downtown area. 

D„ THE HIGHWAY SYSTEM AND TRANSIT RIDERS: 

The statement included i n the t h i r d paragraph on Page 43 of the 

NCTA Report, to the e f f e c t that the highway system proposed by the Agency 

r e f l e c t s greater patronage of the proposed new t r a n s i t system, does not 

r e f l e c t the t o t a l p i c t u r e . Using the Agency's own estimates, while i t s 

t r a n s i t system would cost f o r t y percent more money, i t would c a r r y the same 

number of r i d e r s d a i l y as the t r a n s i t system proposed under the 1959 plan„ 

(See Figure No. 15) 

The t r a n s i t system proposed for 1980, throughout the e n t i r e region, 

would c a r r y only 117,000 more person t r i p s per day than did the t r a n s i t 
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system i n 1955. While t h i s increase i s important, i t should be compared 

to the s u b s t a n t i a l i ncrease of t r i p s on highways between 1955 and 1980. 

The number of t r i p s on highways would increase by 2,500,000 according to 

the NCTA f i g u r e s . 

E. THE NATIONAL CAPITAL TRANSPORTATION AGENCY RECOMMENDED SYSTEM AND 
A. M. PEAK HOUR VOLUMES: 

Improving a r t e r i a l s t r e e t s i s necessary as an adjunct to a 

properly integrated system, but i t i s the l e a s t d e s i r a b l e s o l u t i o n of the 

major highway problem i n terms of cost for s e r v i c e provided. 

Appendix V, of the NCTA Report shows c e r t a i n i n c o n s i s t e n c i e s 

between Table I I - 3 of the appendix and Map " J " of the 1 November 1962 

Report of NCTA. For example, Table I I - 3 shows that Mt„ O l i v e t Road, 17th 

S t r e e t and Kendall S t r e e t i n northeast and southeast Washington would be an 

expressway. NCTA does not use the term"expressway" i n consonance with the 

d e f i n i t i o n p r e v i o u s l y r e f e r r e d to i n t h i s chapter. On these s t r e e t s , each 

lane would be expected to c a r r y approximately 1,350 v e h i c l e s per hour. 

( T h i s does not appear as an expressway on Map " J " . ) 

I n the event t h i s i n t e r p r e t a t i o n of Table I I - 3 i s c o r r e c t , and 

the Mt. O l i v e t Road, 17th S t r e e t and Kendall S t r e e t f a c i l i t y i s expected 

to c a r r y 1,350 v e h i c l e s per hour, i t should be recognized that t h i s volume 

i s w i t h i n 10 percent of the p r a c t i c a l c a p a c i t y for a freeway lane. There 

i s no i n d i c a t i o n i n the report as to how these s t r e e t s would be converted 

i n t o e s s e n t i a l l y a freeway f a c i l i t y . ( I n conferences on 13 March 1963, 

NCTA agreed that a freeway f a c i l i t y i s needed.) 

Table I I - 3 and Map VJ" show Rock Creek Parkway, i n c l u d i n g exten­

sions to the i n t e r s e c t i o n of Porter S t r e e t with Connecticut Avenue, and 
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n o r t h e a s t e r l y from the Zoo to 16th S t r e e t and Piney Branch Road as an ex­

pressway. The National Park S e r v i c e has under co n s t r u c t i o n a two-lane 

tunnel to by-pass the National Zoological Park. Apparently, the National 

Park S e r v i c e does not now propose a four-lane tunnel or a four-lane parkway 

to t i e i n w i t h the Porter S t r e e t p r o j e c t and w i t h the Piney Branch Parkway. 

Neither does the record show that the National Park S e r v i c e i s w i l l i n g to 

use these p a r t i c u l a r f a c i l i t i e s as four lanes of expressway i n the d i r e c t i o n 

of the peak flow. 

Table I I - 3 l i s t s Sousa Bridge, South C a p i t o l S t r e e t Bridge, and 

Memorial Bridge as expressway f a c i l i t i e s . Sousa Bridge does not show on 

Map " J " . Apparently the Agency did not consider Pennsylvania Avenue on 

e i t h e r side of Sousa Bridge as an expressway. I t i s doubtful that i t l o g i ­

c a l l y can be postulated that a bridge i t s e l f can be an expressway or some­

thin g e l s e without proper consideration of the approaches. Furthermore, 

Table I I - 3 shows Memorial Bridge as four lanes of expressway i n the d i r e c t i o n 

of the peak-hour flow. As in d i c a t e d i n the portion of t h i s report dealing 

w i t h the Three S i s t e r s Bridge, plans of the National Park S e r v i c e and other 

agencies for the treatment of the area i n the v i c i n i t y of L i n c o l n Memorial 

w i l l reduce the D i s t r i c t approaches to Memorial Bridge to the point where 

the p r a c t i c a l c a p a c i t y w i l l be three lanes w i t h t o t a l c a p a c i t y of about 

3,600 v e h i c l e s per hour i n the d i r e c t i o n of the peak flow r a t h e r than 6,000 

v e h i c l e s as assumed by the National C a p i t a l Transportation Agency. 

The foregoing paragraphs t r e a t four p a r t i c u l a r points of concern 

i n Table I I - 3 . A n a l y s i s of other questionable areas w i l l continue. 

F. FORT DRIVE AND THE NCTA INTERSTATE HIGHWAY SYSTEM: 

According to Table No. I I - 5 on Page 18 of Appendix V of the NCTA 
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Report, the NCTA proposes a s i x - l a n e I n t e r s t a t e freeway between approxi­

mately the i n t e r s e c t i o n of Deane Avenue and Kenilworth Avenue, north and 

northwesterly to an i n t e r s e c t i o n w i t h I n t e r s t a t e Route 95 i n the v i c i n i t y 

of Sargent Road ( F o r t D r i v e ) . 

Under date of J u l y 30, 1962, the D i r e c t o r of the National C a p i t a l 

Planning Commission, transmitted a memorandum dated May 2, 1962, to the 

D i r e c t o r , Department of Highways and T r a f f i c , D. C„ , which o u t l i n e d c l e a r l y 

the p o l i c y of the NCPC at that time w i t h respect to F o r t D r i v e , Two points 

covered i n t h i s correspondence are ( 1 ) that under no circumstances would 

For t D r i v e be developed to provide more than 4 la n e s , and (2) F o r t Drive 

would not become part of the I n t e r s t a t e system and would not be designated 

as a tr u c k route. 

There i s attached Figure No. 16_ which shows the present width of 

the right-of-way f o r F o r t Drive i n the v i c i n i t y of Michigan Avenue. Super­

imposed on t h i s drawing i s a concept f o r a properly designed s i x - l a n e freeway. 

S u b s t a n t i a l a d d i t i o n a l right-of-way would be required to accommodate such a 

facility„ Any I n t e r s t a t e freeway would c l e a r l y v i o l a t e the above-indicated 

p o l i c y p o s i t i o n of the NCPC. 

G. FIGURE 4 - PAGE 16, NCTA APPENDIX V: 

The NCTA a n a l y s i s deals p r i m a r i l y w i t h the A.M. peak hour t r a n s ­

p o r t a t i o n problem. I t does not f o l l o w , as i n d i c a t e d elsewhere i n t h i s r e ­

p o r t , that the hypothesis of the Agency with reference to t r i p s to be made 

by highways i n 1980 w i l l m a t e r i a l i z e . There i s no recognition i n the report 

( 1 ) See Map " J " NCTA November 1, 1962 report. 
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that by the Agency's own f i g u r e s , the number of d a i l y highway t r i p s i n the 

region w i l l p r a c t i c a l l y double between now and 1980. I t l o g i c a l l y follows 

that the m a t e r i a l segments of the highway system, with a r e l a t i v e l y small 

increase i n freeways as proposed by NCTA, cannot reasonably and adequately 

handle twice as many d a i l y t r i p s i n 1980. There are already numerous 

troublesome "spots" throughout the region during s e v e r a l hours of the day, 

on Saturdays, Sundays, and on h o l i d a y s . The number of "spots" increases 

w i t h day-to-day growth i n t r a f f i c volumes. 

I t i s easy to name a few of these areas which already s e v e r e l y 

r e s t r i c t t r a f f i c flow during such periods, and which unduly impair the 

e f f i c i e n c y of t r a n s p o r t a t i o n . A few such areas which can be c i t e d are 

Seven Corners and B a i l e y ' s Crossroads i n V i r g i n i a , V i e r s M i l l Road, Uni­

v e r s i t y Boulevard and Georgia Avenue i n Montgomery County, and New Hampshire 

Avenue and U n i v e r s i t y Boulevard i n Prince Georges County, as w e l l as v a r i o u s 

sections of downtown Washington, i n c l u d i n g the i n t e r s e c t i o n of K S t r e e t and 

Connecticut Avenue, N. W., the C a p i t o l H i l l area, and Pennsylvania Avenue, 

The Agency tends to dismiss the presence of these "spots" on Page 

4 of the NCTA Rsport of November 1, 1962, s t a t i n g "Except for chronic t r a f f i c 

congestion w i t h i n the downtown area and at i s o l a t e d points outside, e x i s t i n g 

t r a n s p o r t a t i o n f a c i l i t i e s are adequate for the remaining 20 hours of the day. 1 

The Agency, on Page 6 of i t s report of November 1, 1962, a l s o s t a t e s : 

"Except for the downtown area and i t s approaches, 
there are only a few points where large numbers of v e h i c l e s 
converge during the peak hours to create serious congestion. 
Congestion at these i s o l a t e d points can be r e l i e v e d by ( a ) 
improving e x i s t i n g a r t e r i a l and c i r c u m f e r e n t i a l s t r e e t s , (b) 
a t t r a c t i n g to p u b l i c t r a n s p o r t a t i o n many of the people who 
want to go downtown, and ( c ) c o n s t r u c t i n g for people who want 
to go elsewhere l a t e r a l or c i r c u m f e r e n t i a l highways that do 
not cut through b u i l t - u p areas. A highway c i r c l i n g the area 
w i l l be completed i n 1964. Other road improvements to speed 
t r a f f i c flows i n the suburbs are recommended by the Agency." 
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T r a f f i c Volumes Shown on Figure 4 - Page 16, NCTA 
Appendix V 

The assumptions, the programming, the production of the computer 

f i g u r e s , and the hand-balancing, i . e . , the adjustment based on judgment, of 

f i g u r e s produced by the computer, i n c i d e n t to the preparation of Figure 4, 

were done by NCTA a f t e r the j o i n t computer e f f o r t by the NCTA and the Wash­

ington Metropolitan Area Transportation Study group. Information has not 

been made a v a i l a b l e concerning the b a s i s for "hand-balancing" on v a r i o u s 

p a r t s of t h i s system. No knowledge i s at hand which e x p l a i n s some of the 

arrangements of the t r a f f i c volumes shown on Figure 4. The comments here 

are confined to three points: ( 1 ) the c e n t r a l area bridges across the 

Potomac R i v e r ; ( 2 ) the s i t u a t i o n i n the n o r t h - c e n t r a l area of Washington; 

and ( 3 ) the s i t u a t i o n i n the e a s t - c e n t r a l Washington area. 

H. THE POTOMAC RIVER CROSSINGS: 
(2) 

That portion of t h i s report e n t i t l e d "The Three S i s t e r s Bridge" 

deals i n some d e t a i l w i t h r i v e r c r o s s i n g s . On Page 27 of the November 1st 

Report of NCTA, the Agency estimated that the t o t a l number of v e h i c l e s 

c r o s s i n g the Potomac R i v e r on the c e n t r a l area bridges i n 1980 would be 

21,500. Figure 4, Page 16 of Appendix V i n d i c a t e s that the Agency corrected 

i t s estimate to 19,600 peak-hour cros s i n g s i n 1977. I f we recognize that 

the c e n t r a l bridges i n 1962 c a r r i e d approximately 16,000 v e h i c l e s i n the 

peak-hour, then the Agency contemplates a growth of 19,600 minus 16,000 or 

3,600 v e h i c l e s i n the next 15 years. This i s an average annual growth of 

( 2 ) Appendix I 
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approximately 240 v e h i c l e s per hour per year during the next 15 years. 

During approximately the l a s t 20 y e a r s , there has been an average increase 

i n t r a f f i c across the Potomac R i v e r of 10,000 v e h i c l e s per day per year, 

or approximately 600 v e h i c l e s during the peak hour each year i n the dominant 

d i r e c t i o n . 

I f t h i s a n a l y s i s of the f i g u r e s r e leased by the Agency i s c o r r e c t , 

the r a t e of inc r e a s e i n the peak-hour t r a f f i c flow i n one d i r e c t i o n during 

the next 15 years would be l e s s than one-half of what i t has been for the 

past 20 years. 

I . THE SITUATION IN THE NORTH CENTRAL AREA OF WASHINGTON: 

Fig u r e No„ 17 shows a portion of Figur e 4 from Page 16 of Appendix 

V. T h i s e x h i b i t i n d i c a t e s that the volume of t r a f f i c on the one freeway, 

Route I-70-S, proposed by NCTA to serve a l l of n o r t h - c e n t r a l Montgomery 

County and n o r t h - c e n t r a l Washington, would c a r r y approximately 10,000 

v e h i c l e s i n the A„M 0 peak hour i n 1977. ( T h i s i s approximately the same 

amount of t r a f f i c that the Agency estimates would use Cabin John Bridge.) 

Such a freeway i n n o r t h - c e n t r a l Washington would be required to serve the 

n o r t h e r l y p a r t of the D i s t r i c t of Columbia; i t must serve S i l v e r Spring, 

Kensington, Wheaton and R o c k v i l l e areas, as w e l l as areas yet to be developed 

on to the north i n Montgomery County. Aside from the r e l a t i v e l y low volume 

assigned to the freeway, the Agency's t r a f f i c assignment shows that a part 

of t h i s t r a f f i c would be d i v e r t e d to Th i r t e e n t h S t r e e t and another part to 

Georgia Avenue as an access to the downtown area and that approximately one-

h a l f of the t r a f f i c inbound during such peak hour i n 1977 would remain on 

the freeway as i t approaches the c i t y . T h i s assumption d i r e c t l y v i o l a t e s 

experience w i t h reference to the use of other major a r t e r i a l s i n t h i s area 
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at the present time and with respect to the experience on freeways i n other 

metropolitan areas. For example, Figure Nos„ 18 and 18a, depict g r a p h i c a l l y 

the increase i n t r a f f i c volumes already experienced on freeways as they 

approach the heart of a metropolitan area. Figure 18a i l l u s t r a t e s a c t u a l 

t r a f f i c experience on S h i r l e y Highway. 

J„ THE SITUATION IN THE EAST CENTRAL WASHINGTON AREA: 

Figure No. 19 i s an i n s e t showing a portion of Figure 4 taken 

from Page 16, Appendix V i n the east c e n t r a l Washington area. Figure 4 

and the i n s e t shows a f a c i l i t y extending i n a southeasterly and southerly 

d i r e c t i o n which apparently i s the same as Mt. O l i v e t - 17th S t r e e t , N„ E. 

and S. E. and Kendall S t r e e t as l i s t e d i n Table I I - 3 and showing two lanes 

of expressway i n the d i r e c t i o n of the peak hour flow. According to Table 

I I - 3 and making an assumption which seems to apply elsewhere with reference 

to lane c a p a c i t y on a r t e r i a l s i n Table I I - 3 , i t appears that NCTA assumes 

that the Mt. O l i v e t - 17th S t r e e t and Kendall S t r e e t f a c i l i t y both i n the 

Table and i n Figur e 4 l i k e l y would have a ca p a c i t y i n the order of 1350 

v e h i c l e s per lane. At no place i n the Report i s i t suggested or in d i c a t e d 

how t h i s much ca p a c i t y would be provided on these s t r e e t s . A study of the 

flow diagram r e f l e c t e d i n Figure 4 suggests that i n order to avoid p u t t i n g 

the E a s t Leg of the freeway west of the Anacostia R i v e r the Agency has done 

s e v e r a l things. As l i s t e d elsewhere i n t h i s r e p o r t , i t i s proposing a 6-lane 

I n t e r s t a t e Highway along F o r t Drive which i s i n d i r e c t c o n f l i c t w i t h the 

ind i c a t e d p o l i c y of the National C a p i t a l Planning Commission as l a t e as J u l y 

30, 1962. Routing t r a f f i c from north c e n t r a l Washington on I n t e r s t a t e 95 

i n t h i s manner a l s o seems to cause a number of v e h i c l e s to cross the Ana­

c o s t i a R i v e r twice; once on the F o r t D r i v e extension and again on Benning 
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Road, East C a p i t o l S t r e e t , Pennsylvania Avenue, or presumably on the 11th 

S t r e e t S. E. Bridges. I n some of these cases ramps are not a v a i l a b l e to 

provide t h i s s e r v i c e and s u b s t a n t i a l r e c o n s t r u c t i o n of Kenilworth Avenue 

and Anacostia Freeway would be required to accommodate t h i s c i r c u i t o u s 

s e r v i c e . 

H i s t o r i c a l l y , the East Leg since 1957 was located along the 10th 

and 11th S t r e e t S. E. and N. E. c o r r i d o r u n t i l l a s t year when exception 

was taken to t h i s l o c a t i o n . During the ensuing months negotiations have 

been underway with the view to p o s s i b l y l o c a t i n g the East Leg of the Inner 

Loop along the w e s t e r l y bank of the Anacostia R i v e r p a r t i c u l a r l y from about 

Pennsylvania Avenue, S. E., to approximately the extension of Mt. O l i v e t 

Road, N. E. Such a l o c a t i o n does have s e v e r a l advantages. I t would l e s s 

s e r i o u s l y a f f e c t housing. I t would provide easy access to the Stadium area 

i n which the D i s t r i c t of Columbia has a major i n t e r e s t . I t would be p o s s i ­

ble to provide ramps to Sousa and East C a p i t o l S t r e e t Bridges. While i t 

l a c k s some d i r e c t n e s s , i t i s acceptable i n terms of good planning. With 

reference to park areas, the plan does not c o n f l i c t w i t h the recent concept 

for changing Kingman Lake and the r i v e r front i n t h i s area. The NPS now 

has roughly 65 acres i n t h i s general area. By r e - a l i g n i n g the w e s t e r l y bank 

of the Anacostia R i v e r and by f i l l i n g , the park area can be increased approxi­

mately 507o a f t e r providing the necessary right-of-way for the freeway along 

t h i s l o c a t i o n . With c a r e f u l a t t e n t i o n to design and landscaping, the f a c i l i t y 

can be a c r e d i t a b l e asset to the appearance of the area i n terms of proper 

r e l a t i o n s h i p to the remaining park and to the general environment surround­

ing the Stadium. I t w i l l be a pleasant experience for thousands of people 

who would use the f a c i l i t y each day. 
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K. HIGHWAY CAPACITY AND RESPONSIBILITY: 

Figure No. 20 i s an a r t i c l e from one of the Washington newspapers 

under date of February 10, 1963, which i n d i c a t e s that the General Accounting 

O f f i c e i s c r i t i c a l of the design of c e r t a i n portions of the Beltway i n 

nearby V i r g i n i a . 

Under the laws of the State of Maryland and the Commonwealth of 

V i r g i n i a and under the laws of the D i s t r i c t of Columbia the s t a t e highway 

departments have the primary r e s p o n s i b i l i t y for a d m i n i s t r a t i o n of each 

j u r i s d i c t i o n ' s r e s p e c t i v e highway programs, p a r t i c u l a r l y as they r e l a t e to 

major freeways and highways. S i m i l a r l y , the f e d e r a l l e g i s l a t i o n which deals 

w i t h the Federal-Aid Highway Program in c l u d i n g the I n t e r s t a t e highway net­

work reposes the r e s p o n s i b i l i t y f o r f e d e r a l a d m i n i s t r a t i o n i n the U. S. 

Bure au of P u b l i c Roads» The law under which the Bureau administers the 

program s p e c i f i c a l l y required that the Bureau s h a l l cooperate with the s t a t e 

highway departments i n each of the s t a t e s . 

I n the past when c r i t i c i s m was made of highway programs, i t was 

c l e a r that r e s p o n s i b i l i t y r e s t e d w i t h the U. S. Bureau of Pu b l i c Roads at 

the f e d e r a l l e v e l and w i t h s t a t e highway departments. The NCTA has no 

r e s p o n s i b i l i t y for determining whether major bridges are to be b u i l t , how 

many lanes s h a l l be put i n a freeway, the l o c a t i o n of freeways, ramps and 

interchanges. Such r e s p o n s i b i l i t y c l e a r l y remains "with the government 

agencies having j u r i s d i c t i o n thereof" by the National C a p i t a l Transportation 

Act of 1960. 

L. THE DOWNTOWN FREEWAY SYSTEM: 

The freeway scheme proposed by NCTA i n the downtown area i s a 

reduced concept that w i l l not adequately serve highway needs i n 1980. 
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T H E WASHINGTON P O S T 

F e b . 1 0 , 1 9 6 3 

Va. Beltway Section 
Called Too Narrow 

T h e Wa&hLntton Post 

T h e heavy black l ine locates the Cap i t a l Be l tway , 
inc lud ing sect ions m a r k e d A and B w h i c h a Gove rnment 
report yesterday sa id were not being construtced 
suf f ic ient ly wide. 

F I G U R E 2 0 

8 Lanes Needed 
Within 12 Years, 
GAO Report Says 

B y W i l l a rd Clopton 
Bta f f Reporter 

H a l f the V i r g i n i a por­
t ion of the Cap i t a l B e l t w a y 
w i l l not be w ide enough to 
c a r r y the amount of traffic 
expected 12 y e a r s f r om 
now, the Gove rnment Ac­
count ing Office repor ted 
yesterday . 

Vi rg in i a ' s 22-mile segment 
of the Be l tway was designed 
to be six lanes wide, but 11.6 
mi les of it should be made 
eight lanes to handle the traf­
fic ant ic ipated In 1975, the 
watchdog agency said. 

Without the addit ional two 
lanes, the agency Indicated, 
rush-hour traffic a long parts 
of the Be l tway w i l l be very 
heavy, movement w i l l be slow 
and pass ing w i l l be impossible . 

However , V i r g i n i a H i ghway . 
Commis s i one r H . H . H a r r i s 
sa id the State has acqui red 
addit ional right-of-way along 
the Be l tway and can add on 
the ex t ra Janes w h e n a n d if 
they are needed. 

T h e G A O said the six- lane 
width was chosen on the basis 
of traffic forecasts made by 
V i r g i n i a in 1957. T h e fore­
casts were rev ised upwards 
in 1960 but by that time m u c h 
of the project was under con­
tract, it said. 

More than ha l f of the V i r ­
ginia section of the Be l tway , 
be ing bui lt at a cost of about 
$57 mi l l ion , now is open to 
traff ic and the ent ire project 
is scheduled for complet ion 
by the end of the year. Mary ­
l and is expected to complete 
its 42-mile segment by the 
midd le of 1964. 

Acco rd ing to G A O , the F e d ­
e ra l B u r e a u of Pub l i c Roads, 
w h i c h is pay ing nine-tenths of 
the cost of the Be l tway , was 
"not d i s tu rbed " at the differ­
ence between the 1957 and 
1960 traffic projections even 
though the increase along 
some stretches of the Be l t ­
way was as m u c h as one-third 
higher. 

" T h e B u r e a u advised . . . 
that, a l though the est imated 
1975 traffic vo lumes are above 
design capacity, they are we l l 
below the possible capacity of 
the fac i l i ty , " the report said. 

T h e G A O went on to cite a 
pol icy statement of the A m e r ­
ican Assoc iat ion of State H igh ­
way Officials w h i c h defines 
design capacity as the number 
of veh ic les per lane that c an 
move " f ree ly and sa fe ly " and 
the possible capacity as the 
amount that c an be hand led 
under "unsat i s factory operat­
ing condit ions . " 

T h e latter, says the Assoc ia ­
tion, " i s possible of a t ta inment 
only with high density, s low 
and uni form operation, and 
inab i l i ty to pass. I t shou ld not 
be considered a basis for 
des ign . " 

" I t would appear , " the G A O 
report concluded, " tha t the 
potentia l inadequacy of a 57-
mi l l ion-dol lar uncompleted I n ­
terstate h ighway f a c i l i t y 
should be of considerab le con­
ce rn to the B u r e a u and the 
S ta te . . . 

" T h e rev ised traffic forecasts 
for the Cap i t a l Be l tway ind i ­
cate that the adequacy of the 
present design . . . is at least 
quest ionable . " 



B a s i c a l l y , i t l a c k s important p a r t s of the loop concept which planning 

agencies and the v a r i o u s highway departments across the land have found 

necessary to c o l l e c t and d i s t r i b u t e t r a f f i c i n , near and through the cores 

of major metropolitan areas. There i s attached Figure No. 21_ which shows 

examples of the Inner Loop plan concept applied or being considered i n the 

urban areas of D e t r o i t , P h i l a d e l p h i a , Cleveland, Boston, Columbus and as 

proposed i n Washington, D. C. 

The Agency plan s u b s t i t u t e s an "express s t r e e t system" f o r a 

freeway along the northwesterly portion of the Inner Loop. The Agency em-
(3) 

ployed a consultant^ ' to explore the pos s i b l e design and l o c a t i o n of an 

express s t r e e t system for the c o r r i d o r between the Potomac Freeway-Inner 

Loop Interchange, near 27th and K S t r e e t s , N. W,, and the i n t e r s e c t i o n of 

F l o r i d a Avenue and New York Avenue, to serve between 2500 and 3500 v e h i c l e s 

i n the peak hour i n the d i r e c t i o n of the major flow. The assumption that 

the t r a f f i c requirement on t h i s portion of the loop would be i n the order 

of t h i s magnitude was made before the t r a f f i c needs were developed. 

The approach used by the Agency i n t h i s case i n t e l l i n g i t s con­

s u l t a n t how many v e h i c l e s the f a c i l i t y should serve i s at v a r i a n c e w i t h 

the approach recommended by the highway departments i n modern-day highway 

planning. 

From time-to-time the highway departments have prepared p o l i c y 

statements, p u b l i c a t i o n s and other l i t e r a t u r e for use by the s t a t e s i n 

planning, designing and constru c t i o n of highways. I n 1957 the American 

A s s o c i a t i o n of State Highway O f f i c i a l s issued "A P o l i c y on A r t e r i a l Highways 

( 3 ) An Express S t r e e t System for the North Corridor of the Inner Loop 
by B l a i r and S t e i n A s s o c i a t e s , Planners, Washington, D. C. 
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i n Urban Areas." On Page 6 i s the fol l o w i n g paragraph: 

" T r a f f i c : The a n t i c i p a t e d t r a f f i c i s a major c o n t r o l , A 
d e c i s i o n should be reached during e a r l y planning stages 
as to the type of s e r v i c e to be provided, hence t h i s 
type of highway needed. The volume of t r a f f i c to be 
served i s the design load which l a r g e l y determines the 
type of highway required, while the general d e s i r e 
l i n e s of t r a f f i c from 0-D data, i n d i c a t e a p r e f e r r e d 
l o c a t i o n , " 

Therefore, the highway departments endeavor to a s c e r t a i n or 

estimate the volume of t r a f f i c to be served i n planning highway p r o j e c t s . 

I n the a p p l i c a t i o n of t h i s p o l i c y , the highway departments c o l l e c t data 
i 

w i t h reference to present t r a f f i c use. They accumulate data w i t h r e f ­

erence to population; they study e x i s t i n g and proposed land use plans; 

and, they study r e t a i l s a l e s for an index as to pos s i b l e a c t i v i t y i n the 

region under study. C o l l e c t i v e l y , these things are analyzed to d e l i n e ­

ate what the highway departments c a l l t r a f f i c d e s i r e l i n e s for the present 

and for some design year i n the fu t u r e . Thus„ the highway departments 

are attempting to a s c e r t a i n the d e s i r e of the American c i t i z e n to use h i s 

car r a t h e r than p l a c i n g an a r b i t r a r y c e i l i n g on the number of v e h i c l e s 

that might be permitted to use any p a r t i c u l a r f a c i l i t y . 

There i s attached Figure No. 22_ which i s a map taken from the 

consultant's report to the NCTA. This map i n d i c a t e s that the consultant 

recommended a highway f a c i l i t y e s s e n t i a l l y along the l o c a t i o n p r e v i o u s l y 

recommended by the D i s t r i c t of Columbia Department of Highways and T r a f f i c . 

I t i s important i n the consideration of the consultant's recommended de­

sign to r e c a l l that he was furnished the t r a f f i c volume by NCTA. I n h i s 

consideration of a l t e r n a t e plans to serve t h i s volume, the consultant 

proposed a s i x - l a n e " J u n i o r Expressway" from the interchange near 27th 

and K S t r e e t s , N. W., to approximately 21st and S S t r e e t s , N. W„ The r e ­

port submitted by the consultant does not include d e f i n i t e dimensions with 
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reference to width of lanes, width of median, width of shoulders, s i g h t 

distance, and other matters which v i t a l l y a f f e c t the e f f i c i e n c y of any 

highway. However, i t appears from the c r o s s - s e c t i o n drawings on Pages 

20 and 22, and the n a r r a t i v e on Page 20, that the proposed "Junior 

Expressway" would have dimensions which would d r a s t i c a l l y a f f e c t t r a f f i c 

flow. 

Squeezing dimensions for the sake of r e l a t i v e l y small economies 

in c i d e n t to i n i t i a l c o n s t r u c t i o n v i t a l l y a f f e c t s e f f i c i e n c y of t r a f f i c 

flow and the q u a l i t y of s e r v i c e provided by p r o j e c t s from the day they are 

opened to some i n d e f i n i t e time i n the future. Over the years a l l kinds and 

combinations of f a c i l i t i e s have been constructed i n v a r i o u s metropolitan 

areas i n c l u d i n g " J u n i o r Expressways." There i s attached Figure No. 23_ 

which includes some i n t e r e s t i n g information r e c e n t l y reported to the Fort y -

f i r s t Annual Meeting of the Highway Research Board, i n a paper e n t i t l e d 

" Q u ality of T r a f f i c S e r v i c e - Chicago Area Transportation Study." Th i s 

f i g u r e g r a p h i c a l l y r e f l e c t s the r e l a t i o n s h i p i n cost per v e h i c l e mile for 

v a r i o u s kinds of f a c i l i t i e s c a r r y i n g v a r i o u s volumes of t r a f f i c . The "Junio r 

Expressway" at grade i s v e r y c o s t l y per v e h i c l e mile for the volume of t r a f ­

f i c that can be served of any of the f a c i l i t i e s l i s t e d . The improved 

a r t e r i a l w i t h through t r a f f i c lanes separated, which apparently would be 

included i n the median portion of the North Leg of the Inner Loop, i s al s o 

expensive for the s e r v i c e provided. 

From 21st and S S t r e e t s , N. W. to approximately 5th and S S t r e e t s , 

N, W,, the consultant recommended a "boulevard" type of improvement. Thi s 

would re q u i r e approximately 110 feet of a d d i t i o n a l right-of-way between 

te r m i n i , The consultant would provide grade separation s t r u c t u r e s to 

c a r r y 13th and 16th S t r e e t s , N. W. , under the proposed boulevard. Presumably, 
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other i n t e r s e c t i o n s would be c o n t r o l l e d by t r a f f i c l i g h t s . The consultant 

a l s o considered the po s s i b l e use of one-way s t r e e t s on R and S S t r e e t s , 

N. W. On Page 28 of the rep o r t , he o u t l i n e s the reasons f o r dismissing 

the one-way s t r e e t idea. His comments are as fol l o w s : 

"The economy of the one-way a l t e r n a t i v e for Section I I 
must be compared with the undesirable e f f e c t s the system 
would have on the r e s i d e n t s of the area and the adjacent 
p r o p e r t i e s . Those l i v i n g i n the blocks between the one­
way p a i r would s u f f e r the greatest hardships. They would 
be caught i n a sea of t r a f f i c . Not only would they be 
annoyed by noise and congestion, but the n e c e s s i t y of 
using a l l four lanes f o r through t r a f f i c would deprive 
them of reasonable s e r v i c e and access to t h e i r p r o p e r t i e s 
and businesses." 

"The one-way system i s purely a t e c h n i c a l s o l u t i o n , and 
i t l a c k s the p o t e n t i a l f o r c r e a t i n g a v i s u a l l y s a t i s f y i n g 
environment. The heavy one-way t r a f f i c w i t h i n a minimum 
right-of-way would, i n f a c t , d e t r a c t from the appearance 
of the r e s i d e n t i a l blocks." 

" T h i s a l t e r n a t i v e would not stimulate redevelopment or the 
up-grading of the adjacent p r o p e r t i e s . On the contr a r y , 
i t s impact would tend to d e f l a t e property values and ac­
c e l e r a t e the p h y s i c a l d e t e r i o r a t i o n of the area. The funds, 
saved by s u b s t i t u t i n g the low cost one-way system for the 
boulevard, may be more than o f f s e t by the de c l i n e i n the 
area's property v a l u e s , and the increased s e r v i c e s that are 
c h a r a c t e r i s t i c a l l y required by d e t e r i o r a t i n g areas." 

The consultant's comments i n the f i r s t above-quoted paragraph 

concerning undesirable e f f e c t s of the one-way s t r e e t s on the r e s i d e n t s , 

i s opposite to the conclusion by the NCTA. On Page 43 of the NCTA Report, 

the t h i r d sentence of the paragraph e n t i t l e d "Downtown Freeway System" 

s t a t e s : "However, the North Leg of the p r e v i o u s l y proposed loop i s 

replaced by an express s t r e e t system that would provide adequately for 

t r a f f i c requirements and at the same time preserve d e s i r a b l e neighborhood 

c h a r a c t e r i s t i c s and f i t i n with any future plans for neighborhood im­

provement ?" (underscoring supplied) T h i s i s not a t y p i c a l one-way 

operation because the "Junio r Expressway" would funnel heavy volumes of 
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t r a f f i c onto the p a r t i c u l a r p a i r of s t r e e t s involved i n t h i s case. 

From 5th and S S t r e e t s , N. W. , and more or l e s s p a r a l l e l i n g 

F l o r i d a Avenue to New York Avenue, the consultant again proposed a s i x -

lane "Jun i o r Expressway". 

With reference to the above secti o n s from 27th and K S t r e e t s , 

N. W., to approximately the i n t e r s e c t i o n of F l o r i d a Avenue and New York 

Avenue, the NCTA recommended a "four-lane express s t r e e t system" (Page 

17, Appendix V ) . We do not know for c e r t a i n what the Agency means by 

an "express s t r e e t system". I t would, however, have the e f f e c t of r e ­

ducing the p r a c t i c a b l e t r a f f i c c a p a c i t y on t h i s portion of the Inner 

Loop from about 6,000 v e h i c l e s to 1,600 to 2,400 v e h i c l e s i n the d i r e c t i o n 

of major flow during the peak hour. 
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I V . THE NCTA TRANSIT PLAN 

A. REASONS FOR CONCERN 

While supporting the concept of a r a i l rapid t r a n s i t f a c i l i t y 

as an i n t e g r a l part of a comprehensive, adequate and well-balanced urban 

t r a n s p o r t a t i o n system, the Board of Commissioners must nevertheless ex­

press concern over the dominant and o p t i m i s t i c use of r a i l rapid t r a n s i t , 

the l i m i t e d use of express bus t r a n s i t , and the reduction i n highway 

f a c i l i t i e s i m p l i c i t i n the NCTA proposals. 

I n view of the p o s s i b i l i t y of accumulated e r r o r i n the pre­

d i c t i o n of a modal s p l i t to t r a n s i t , as discussed i n Section I of t h i s 

report, l o g i c would seem to d i c t a t e a more f l e x i b l e highway network to 

provide an adequate l e v e l of s e r v i c e should the favorable t r a n s i t pre­

d i c t i o n s f a i l to m a t e r i a l i z e . T h i s i s p a r t i c u l a r l y true since even the 

o p t i m i s t i c t r a n s i t p i c t u r e f o r e c a s t by NCTA would serve only 4%% of the 

increased t r i p s between 1955 and 1980. See Figure 8. 

In s t e a d , the NCTA has chosen to propose a highway system which 

would provide an inadequate l e v e l of s e r v i c e even i f a l l of t h e i r pre­

d i c t i o n s and assumptions proved to be c o r r e c t . 

Even though the NCTA assumes that a l l of the t r a n s i t system 

costs w i l l be paid from fare box, the Board of Commissioners i s con­

cerned about the f i n a n c i a l r e s p o n s i b i l i t y of the D i s t r i c t of Columbia and 

the National C a p i t a l Region, should these f o r e c a s t s prove to be overstated. 

The Bureau of the Census r e c e n t l y reported that i n the 190 

major metropolitan areas of the Nation only 1/3 of the suburban workers 

commute to the Ce n t r a l C i t y . Therefore, t r i p s to the C e n t r a l C i t y are 

only a part of the t o t a l work t r i p s . 
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B. COMPARISON WITH THE MTS PLAN 

R e f e r r i n g once again to the NCTA proposal for a "balanced" 

t r a n s p o r t a t i o n system, there i s s i m i l a r i t y i n c o s t , mileage and layout 

between the NCTA r a i l t r a n s i t system and the hypo t h e t i c a l r a i l dominant 

t r a n s i t system considered as an a l t e r n a t i v e i n the Mass Transportation 

Survey of 1959. Figure 24 i l l u s t r a t e s t h i s r e l a t i o n s h i p . 

The Mass Transportation Survey of 1959 r e j e c t e d t h i s r a i l -

dominant system i n favor of i t s recommended balanced t r a n s p o r t a t i o n 

system of highways, express bus, and r a i l t r a n s i t f a c i l i t i e s . 

The MTS study gave these reasons for r e j e c t i n g the r a i l t r a n s i t 

plan, not u n l i k e the plan c u r r e n t l y proposed by the NCTA. 

"The Washington area does not provide the 
concentration of r e s i d e n t i a l development or downtown em­
ployment needed to j u s t i f y an extensive r a i l system, w i t h 
i t s large c a p i t a l c o s t . The suburban population i s d i s ­
persed over wide areas at low d e n s i t i e s , and there are few 
h e a v i l y populated c o r r i d o r s to provide the heavy passenger 
volumes necessary f o r economical operations, such as are 
to be found i n other c i t i e s where settlement has followed 
r a i l l i n e s or topography has channeled growth. The patt e r n 
of low-density development promises to continue, since 
most of the region's r e s i d e n t s p r e f e r to l i v e i n suburban 
developments of s i n g l e - f a m i l y homes. Where development 
i s at a low d e n s i t y , express t r a n s i t s e r v i c e loses much 
of i t s time advantage over the p r i v a t e automobile, since 
most persons must spend a considerable amount of time i n 
t r a v e l l i n g to the t r a n s i t s t a t i o n s . " 

"Another f a c t o r that l i m i t s the number of t r i p s 
that can be a t t r a c t e d to express t r a n s i t i s the large pro­
portion of t r i p s that do not begin or end i n the downtown 
area; these cannot be served w e l l by public t r a n s i t . " 

"For these reasons, even the int r o d u c t i o n of 
extensive r a i l t r a n s i t s e r v i c e would not elimi n a t e the 
need f o r a g r e a t l y expanded highway network." (1) 

(1) Mass Transportation Survey - 1959, Page 46. 
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MILES COST 
(Millions) 

NCTA RECOMMENDED RAIL SYSTEM 98 $ 7 8 8 
MTS RAIL DOMINANT SYSTEM 1 77 8 7 6 

F i g u r e 24 



C. COMPARATIVE DENSITIES 

The National C a p i t a l Transportation Agency a s s e r t s i n 

support of i t s r a i l t r a n s i t system that the Washington area ranks 

higher i n suburban d e n s i t i e s than do c i t i e s having a r a i l t r a n s i t 

system. However, i n those c i t i e s having mass t r a n s i t , i t i s the 

center c i t y and not the suburbs that provide the basic support 

for r a i l t r a n s i t . A more v a l i d comparison of den s i t y might be 

that of d e n s i t i e s along the e x i s t i n g routes i n other c i t i e s as 

compared to the proposed routes i n the Washington area. 

A comparison of population d e n s i t y i s made along e x i s t ­

ing r a i l t r a n s i t routes i n Toronto, Cleveland and P h i l a d e l p h i a 

and one of the proposed Washington routes. The S i l v e r Spring-

R o c k v i l l e route i s selected for t h i s comparison since i t repre­

sents one of the more dense suburban areas and the t r a f f i c fore­

c a s t i n d i c a t e s i t to be one of the he a v i e s t demand routes. 

D e n s i t i e s along each of the selected t r a n s i t routes are on a 

census t r a c t b a s i s using 1960 data. (1961 for Toronto). The 

population d e n s i t y measurement s were made from the outer boundary 

of the downtown area to the terminal of each of the r a i l t r a n s i t 

f a c i l i t i e s . 
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Table I I I and Figure s 25 and 26 i n d i c a t e how the proposed S i l v e r Spriag-

R o c k v i l l e l i n e compares w i t h other routes. T h i s comparison shows that 

d e n s i t i e s along the Washington route are considerably l e s s than those 

along e x i s t i n g t r a n s i t routes i n the other c i t i e s . 

TABLE I I I 

POPULATION DENSITY ALONG SELECTED RAIL RAPID TRANSIT ROUTES 

Name of Length of Highest Average 
C i t y Route Route Density Density 

(pers.per.sq .mi.) (pers.per.sq .mi.) 

P h i l a d e l p h i a N. Broad S t r e e t 6.0 mi. 67,000 35,800 

Cleveland West Street 6.5 mi. 24,000 16,800 

Toronto Yonge Street 3.3 mi. 35 s100 16,300 

Cleveland E a s t Side 7.5 mi. 34,300 13,600 

Washington S i l v e r Spring -
R o c k v i l l e 13.0 mi. 25 3900 9,300 

D. PERFORMANCE ESTIMATES 

The NCTA proposes that " o v e r - a l l speeds, including s t a t i o n 

stops, w i l l average between 45 and 50 miles per hour between the suburbs 
(2) 

and downtown." v ' Without challenging the p o s s i b i l i t y of a t t a i n i n g 

such speeds under i d e a l conditions, the Board of Commissioners i s never­

theless aware of the past experience of other r a i l r a p i d t r a n s i t system. 

For example, the Toronto Subway System, the newest i n North 

America, averages s l i g h t l y under 16 mi l e s per hour. The Chicago System, 

the f a s t e s t known,averages 20 mi l e s per hour. The New York Subway 

System averages 16 miles per hour. 



AVERAGE POPULATION DENSITY ALONG 

RAIL RAPID TRANSIT ROUTES 

figure 2J5 



figure 26. 



The NCTA report s t a t e s that the 83 mile r a i l system w i l l 

contain 65 s t a t i o n s throughout the region, of which 30 are i n the 

D i s t r i c t of Columbia. I t i s d i f f i c u l t to understand how t r a i n s can 

average 45 miles per hour when the distances between stops average 

between one and two miles. These speed assumptions as indic a t e d on 

Page 26 are very s e n s i t i v e components of the modal s p l i t curves used 

to determine the p o t e n t i a l t r a n s i t load. 

Furthermore, l o c a l bus systems are not sp e l l e d out i n terms 

of scope, operation and f i n a n c i n g . The Board of Commissioners i s 

concerned about s e r v i c e to our people, due to s p a r s i t y of s t a t i o n s . 

D. C. T r a n s i t now has over 3,000 bus stops i n the D i s t r i c t of Columbia 

alone. 

E. REVENUE ESTIMATES 

I n Volume V of the Appendices, the NCTA expands the estimated 

1980 morning one-way peak hour t r a n s i t t r a f f i c by a f a c t o r to obtain 

the estimated f u l l weekday t r a f f i c . The r e s u l t a n t f i g u r e i s then ex­

panded by another f a c t o r to obtain an estimate of the annual t r a n s i t 
(3) 

t r a f f i c . Some d i s c u s s i o n of these expansion f a c t o r s i s i n order. 

The NCTA uses a d i v i s o r of .135 to expand the 1980 peak hour 

inbound rapid t r a n s i t patronage to a t o t a l d a i l y r i d e r s h i p . We have 

been unable to a s c e r t a i n the f a c t u a l b a s i s f o r t h i s d i v i s o r . 

The NCTA uses an a n n u a l i z a t i o n f a c t o r of 299.6 to develop 

t h e i r annual t r a f f i c estimate f o r 1980. T h i s f a c t o r assumes that there 

w i l l be no decrease i n weekend and holiday t r a n s i t r i d e r s h i p during 

the next two decades. 

(3) Appendix V to November Report, Page 29, Table I V - 1 . 
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T h i s assumption i s contrary to past experience, as the number 

of equivalent workdays has been decreasing. The e s t a b l i s h e d trend 

towards more l e i s u r e time i n d i c a t e s that t h i s drop may continue. 

I f a shorter workweek i s e s t a b l i s h e d , or i f appropriate 

co n s i d e r a t i o n i s given to the f a c t that most school t r i p s occur during 

an 183 day school year, as opposed to the 253 work day year used by 

NCTA, the impact on t h i s f a c t o r and the r e s u l t a n t revenues would be 

d r a s t i c . To i l l u s t r a t e the p o t e n t i a l d e f i c i t i m p l i c a t i o n s r e s u l t i n g 

from the use of lower f a c t o r s , Table I V shows the r e s u l t s of sub­

s t i t u t i n g 0.15 fo r the expansion f a c t o r to d a i l y t r a f f i c and 290 days 

f o r the a n n u a l i z a t i o n f a c t o r . 

TABLE I V 

ANNUAL TRANSIT PASSENGERS 

Rapid T r a n s i t 

1980 AM 
One-Way 

Peak Hour 
T r a f f i c 

Expansion 
Factor 

Estimated 
F u l l Work 

Day 
T r a f f i c 

Annual 
T r a f f i c 
(Weekday 
X 290) 

E x c l u s i v e 86,965 .15 580,000 
(1,000) 
168,300 

From Express Bus 15,981 .20 79,905 23,180 

R a i l Commuter 6,468 .25 25,872 7,500 

Express Bus ( E x c l u s i v e ) 1,347 .20 6,735 1,950 

692,512 200,850 

T h i s would reduce 1980 annual passengers by approximately 

11.5 percent or revenue by $9,000,000 l e s s than that shown i n Table V I - 1 , 

Page 68 of the NCTA re p o r t . 
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A reduction of $9,000,000 i n estimated revenues per year 

from 1975 to year 2000 would produce a d e f i c i t of $225,000,000 i n 

f i n a n c i n g the system from the f a r e box. 

An a d d i t i o n a l consideration regarding the revenue estimate 

p e r t a i n s to the school t r i p s . I t appears that a l l school t r a n s i t 

t r i p s were estimated at a f l a t 25<? f a r e . T h i s i s the same as the 

proposed s i n g l e zone f a r e . Any reduction i n the f a r e f o r school 

t r i p s , as i s now the case, would f u r t h e r decrease the revenue 

estimate as presented by NCTA. 
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V. T H E C O S T 

A. THE COST OF THE TRANSIT SYSTEM 

B„ THE COST OF THE HIGHWAY SYSTEM 

C. THE COST OF THE HIGHWAY SYSTEM TO 

THE DISTRICT OF COLUMBIA 

D. DISPLACEMENT ESTIMATES 
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V. T H E C O S T 

One of the a s s e r t i o n s used by the National C a p i t a l Transportation 

Agency i n i t s proposals for the NCTA t r a n s p o r t a t i o n system i s that the Agency's 

plan w i l l cost $ 3 6 7 m i l l i o n l e s s than the MTS plan of 1 9 5 9 . Another i s that 

the t r a n s i t system w i l l be s e l f - s u p p o r t i n g . Whether t h e s e a s s e r t i o n s are 

co r r e c t depends upon: ( 1 ) whether the estimated cost of the proposed subway 

and r a i l system i s reasonably c o r r e c t ; ( 2 ) whether the estimated cost of the 

reduced highway system i s reasonably c o r r e c t ; and ( 3 ) whether people i n t h i s 

area w i l l not fol l o w n a t i o n a l trends and w i l l u s e the t r a n s i t system i n t h e 

numbers estimated by NCTA so as to produce r e v enue adequate to finance the 

system. 

A. THE COST OF THE TRANSIT SYSTEM 

On Page 7 6 of Appendix V under C a p i t a l Outlays the NCTA estimates 

the express t r a n s i t system proposed i n 1 9 5 9 to cost $ 5 2 2 m i l l i o n . Table 2 0 

on Page 7 1 of the 1 9 5 9 Transportation Plan estimates the express t r a n s i t 

system, i n c l u d i n g parking f a c i l i t i e s at express t r a n s i t s t a t i o n s , to cost 

$56^ m i l l i o n . ( The v a r i a t i o n i s a reestimate by NCTA.) The referenced nar­

r a t i v e on Page 7 6 f u r t h e r estimates the cost of the NCTA t r a n s i t system as 

$ 7 9 3 m i l l i o n . There have been i n s u f f i c i e n t data and i n s u f f i c i e n t time to make 

a thorough check of the estimate. The comments of f e r e d here are general and 

r e l a t e to contingencies and i n t e r e s t during c o n s t r u c t i o n . 

C O N T I N G E N C I E S 

Table I I I on Page 4 1 of Volume I of the Appendices i n d i c a t e s that 

approximately 1 0 7 » has been allowed for engineering and 1 0 7 o f o r miscellaneous 
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contingencies. Ten percent for miscellaneous contingencies i s a gen e r a l l y 

accepted r u l e on major co n s t r u c t i o n p r o j e c t s where contract plans and s p e c i f i c a ­

t i o n s are a v a i l a b l e . Experience i n the Department of Highways and T r a f f i c has 

d i c t a t e d the use of 2 5 to 3 5 percent f o r o v e r - a l l engineering and contingencies 

for complex highway p r o j e c t s estimated from p r e l i m i n a r y plans. I n subway work 

where u t i l i t i e s , s p e c i a l b u i l d i n g supports, and underground water are problems 

and where r e l a t i v e l y l i m i t e d borings have been made a v a i l a b l e and analyzed and 

i n the absence of d e t a i l e d plans and s p e c i f i c a t i o n s , i t i s probable that the 

contingency item should at l e a s t be i n the same range. 

Informal information has been made a v a i l a b l e to the e f f e c t that 

K a i s e r Engineering i n i n i t i a l l y preparing an engineering report i n c l u d i n g an 

estimate on a part of the subway system had recommended 3 0 % for miscellaneous 

contingencies e x c l u s i v e of engineering, Consequently, the contingency column 

on Page ftl may w e l l increase from $ 6 1 , 4 0 0 , 0 0 0 to $ 1 8 4 , 7 0 0 , 0 0 0 , t h e r e b y . r a i s i n g 

the t o t a l c o n s t r u c t i o n cost from $ 6 7 7 , 1 0 0 , 0 0 0 to $ 8 0 0 , 4 0 0 , 0 0 0 . 

INTEREST DURING CONSTRUCTION 

A review of the Agency's co n s t r u c t i o n costs i n d i c a t e that the 

i n t e r e s t on money borrowed to finance c o n s t r u c t i o n has been omitted from the 

t o t a l c o n s t r u c t i o n c o s t . 

I t i s the general p r a c t i c e i n the engineering p r o f e s s i o n to add from 

5 % to 1 0 7 o for f i n a n c i n g and i n t e r e s t to cover i n t e r e s t cost during c o n s t r u c t i o n . 

T h i s cost i s added to other c o n s t r u c t i o n c o s t s to a r r i v e at a t o t a l construc­

t i o n c o s t . 

I t i s f e l t that a conservative f i g u r e of 5 % should be added to the 

Agency's co n s t r u c t i o n cost to cover t h i s contingency. T h i s f i g u r e i s on the 
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low side on the supposition that the Agency may r e c e i v e some government sub­

sidy i n i t s i n i t i a l c o n s t r u c t i o n phase. 

Using the 5% f a c t o r would increase the constru c t i o n cost by $40 

m i l l i o n . 

I n preparing the f i n a n c i a l plan of operation, the Agency has 

estimated gross revenues under c e r t a i n assumptions, but the f i n a n c i a l plans 

presented do not take i n t o consideration any arrangements to meet d e f i c i t 

operations. Sound f i n a n c i a l p r a c t i c e d i c t a t e s that t h i s type of contingency 

should be provided f o r i n i t s plan. 

A s i g n i f i c a n t statement made by the f i n a n c i a l consultant to the e f f e c t 

t hat "without e i t h e r a Federal guarantee or tax exemption, even a t a 6% r a t e , 

i n our opinion, the s a l e of any s i z e a b l e block of bonds i n the p r i v a t e money 

market would be exceedingly d i f f i c u l t , i f not impossible" i n d i c a t e s s u f f i c i e n t 

concern over the p o s s i b i l i t y of a d e f i c i t that that contingency should be 

provided f o r i n the f i n a n c i a l plan. 

SUMMARY OF TRANSIT COST 

Summarizing the above f i g u r e s the t o t a l estimated cost of the t r a n s i t 

system may w e l l be increased from $793 m i l l i o n to $957 m i l l i o n . 

B. THE COST 'OF THE HIGHWAY SYSTEM 

On Page 77 of Appendix V, the Agency s t a t e s that "The t o t a l c a p i t a l 

o u t l a y s f o r highways thus come to $1,408 m i l l i o n f o r the 1959 plan and to $826 

m i l l i o n f o r the NCTA pl a n . " 

Table V-2 on Page 78 of Appendix V r e f l e c t s the Agency's estimates 

of highway c a p i t a l c o s t s to complete the MTS and NCTA systems. The t o t a l 

f i g u r e s at the bottom of Table V-2 i n d i c a t e a d i f f e r e n c e i n costs of the highway 
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systems of $583 m i l l i o n . The d i f f e r e n c e i n estimated costs of the two systems 

i s l a r g e l y concentrated i n the D i s t r i c t of Columbia. The following f i v e 

p r o j e c t s i n the D i s t r i c t of Columbia account for a major share, 74% of the 

d i f f e r e n c e i n costs of the two highway systems. 

P r o j e c t 
D i f f e r e n c e i n Cost 

MTS- NCTA 
( M i l l i o n s ) 

( 1 ) Northwest Route (MTS 70-S) $ 84.0 

(2 ) North C e n t r a l Route 95 57.3 

( 3 ) E a s t C a p i t o l S t r e e t Complex 54.0 

(4) Intermediate Loop 77.6 

( 5 ) Inner Loop 155.5 

$ 428.4 

P r o j e c t No. 1 (the proposed freeway i n Northwest Washington) has 

been i n dispute l i t e r a l l y from the day that i t was added to the MTS Highway 

Plan i n the summer of 1959. Under the present Federal Aid Highway L e g i s l a t i o n 

there i s l i t t l e p r o b a b i l i t y that a freeway i n Northwest Washington and one 

i n North C e n t r a l Washington could both be financed with I n t e r s t a t e Highway 

Funds. I n view of the i s s u e that has e x i s t e d w i t h reference to the route i n 

Northwest Washington and the f a c t that greater population density and there­

fore need e x i s t i n North C e n t r a l Washington, the D i s t r i c t of Columbia has 

taken the p o s i t i o n that the North C e n t r a l route should be given higher p r i o r i t y . 

Therefore, there i s no fi n a n c i n g i n si g h t for a freeway i n Northwest Washington 

and consequently t h i s p r o j e c t i s not included i n a foreseeable future program. 

The same conclusion a p p l i e s w i t h reference to P r o j e c t No. 3 (The 

East C a p i t o l S t r e e t Complex). 
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A f i r m d e c i s i o n has not yet been made with reference to planning 

a l l of the freeway i n North C e n t r a l Washington. A study i s about to get 

underway to determine the routes for I-70-S and 1-95 from approximately the 

Intermediate Loop n o r t h e r l y to the C a p i t a l Beltway. However, i r r e s p e c t i v e 

of the r e s u l t s of that study, the two f a c i l i t i e s , properly designed for the 

estimated t r a f f i c , can, i f necessary, be combined between the Intermediate 

Loop and the Inner Loop. Combining these two f a c i l i t i e s , the alleged 

savings would be reduced by approximately $54.1 m i l l i o n . 

Sections of the Intermediate Loop are not included i n the highway 

program of the D i s t r i c t of Columbia except f o r that portion from about 14th 

S t r e e t and M i l i t a r y Road, N.W., e a s t e r l y , s outheasterly, and southerly to 

East C a p i t o l S t r e e t . Therefore only t h i s portion of the Intermediate Loop 

should be charged to the Highway Program of the D i s t r i c t of Columbia i n the 

foreseeable future and the al l e g e d savings i n t h i s instance does not apply. 

P r i m a r i l y because of the r e l o c a t i o n problem along the 11th S t r e e t , 

5. E. and N.E. s e c t i o n of the Inner Loop the Planning Commission on December 

6, 1962, withdrew approval of the 11th S t r e e t alignment for the East Leg of 

the Inner Loop. 

A subcommittee of the Coordinating Committee of the National C a p i t a l 

Planning Commission i s c u r r e n t l y studying the p o s s i b i l i t y of r e l o c a t i n g the 

East Leg of the Inner Loop along the west bank or the east bank of the Ana­

c o s t i a R i v e r . I n the event i t proves p r a c t i c a l and f e a s i b l e to r e l o c a t e the 

East Leg of the Inner Loop along the r i v e r and r e l a t e d adjustments are made 

to the Inner Loop, i t i s estimated that a savings of about $35.1 m i l l i o n 

would be r e a l i z e d , 

The a p p l i c a t i o n of the above n a r r a t i v e and f i g u r e s i n d i c a t e s that 

the highway plan now v i s u a l i z e d as p r a c t i c a b l e of accomplishment and fi n a n c i n g 

by the D i s t r i c t , would reduce the d i f f e r e n c e between D i s t r i c t plans and the 
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NCTA plan to $117.1 m i l l i o n instead of $428.4 m i l l i o n , as i l l u s t r a t e d by the 

follo w i n g t a b u l a t i o n . 

( 1 ) 

P r o j e c t s 

Northwest Route (MTS 70-S) 

Di f f e r e n c e 
i n Cost 

MTS-NCTA 
( M i l l i o n s ) 

$ 84.0 

Di f f e r e n c e 
i n Cost 
MTS-DC 

( M i l l i o n s ) 

$ 84.0 

Present Estimated 
D i f f e r e n c e 

i n Cost 
NCTA-DC 

( M i l l i o n s ) 

$ — 
( 2 ) North C e n t r a l Route 95 57.3 54.1 3.2 

(3 ) E a s t C a p i t o l S t r e e t Complex 54.0 54.0 

(4 ) Intermediate Loop 77.6 83.5 — 5.9 

( 5 ) Inner Loop 155.5 35.1 120.4 

$ 428.4 $ 310.7 $ 117.7 

REGIONAL ARTERIAL IMPROVEMENTS 

The Agency has outl i n e d i n i t s report many regio n a l a r t e r i a l improve­

ments - re c o n s t r u c t i o n of Ar l i n g t o n Boulevard, an enlarged L i t t l e F a l l s Park­

way, Wisconsin Avenue, among others - which w i l l e v i d e n t l y r e q u i r e many grade 

separations, ramps, and improvements of p a r a l l e l s t r e e t s , The costs f o r these 

have not been d e t a i l e d i n the report- There i s no i n d i c a t i o n that the costs or 

a c c e p t a b i l i t y of these improvements have been discussed w i t h the highway depart 

ments of Maryland and V i r g i n i a . 

THE COST OF THE HIGHWAY SYSTEM TO THE DISTRICT 

One other cost f a c t o r i s not apparent i n the NCTA cost estimates. 

Under the Agency plan many s t r e e t s would req u i r e major improvements such as 

repaving, widening, and ch a n n e l i z a t i o n to c a r r y the increased t r a f f i c volumes. 

The a d d i t i o n a l cost of these improvements has not been d e t a i l e d by NCTA, but 

i t would reduce the gap i n t o t a l c o s t s of the two highway plans. 
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C. THE COST OF THE HIGHWAY SYSTEM TO THE DISTRICT OF COLUMBIA 

I n summary, the highway plan proposed by the NCTA for the D i s t r i c t 

of Columbia, as estimated by the D i s t r i c t , would cost approximately $433.1 

m i l l i o n with $83.3 m i l l i o n to be financed by the D i s t r i c t . The Highway Plan 

proposed by the D i s t r i c t of Columbia would cost an estimated $490.6 m i l l i o n 

w i t h $82.4 m i l l i o n to be financed by the D i s t r i c t . I n other words, by spend­

ing some $1.4 m i l l i o n l e s s than required under NCTA proposals, the D i s t r i c t 

can provide the highway capacity necessary to move s a f e l y and e f f i c i e n t l y the 

t r a f f i c volumes f o r e c a s t for 1975. Th i s i s as required by the 1956 Highway 

Act e s t a b l i s h i n g the National System of I n t e r s t a t e and Defense Highways. 

E i t h e r plan may re q u i r e additions i n future y e a r s . However, i t 

appears that the p r o b a b i l i t y of a d d i t i o n a l c o n s t r u c t i o n by 1930 i s more l i k e l y 

under the NCTA plan than under the D i s t r i c t Program, since the NCTA plan pro­

v i d e s an obviously l e s s complete highway system with a lower standard of s e r v i c e 

to the automotive p u b l i c . I n any case, additions to the Highway Program i n the 

D i s t r i c t w i l l r e q u i r e much a d d i t i o n a l study. The programs ou t l i n e d above w i l l 

r e q u i r e the a s s e t s of the D i s t r i c t which w i l l be a v a i l a b l e f o r many ye a r s , 

permitting the time necessary f o r study before the programs can begin. 

D. DISPLACEMENT ESTIMATES 

The NCTA estimate of displacement w i t h i n the D i s t r i c t of Columbia 

i n t h e i r report of November 1, 1962, i n d i c a t e s that under t h e i r proposal, a 

considerable reduction i n person displacement and tax l o s s would r e s u l t . How­

ever, d e t a i l e d examination shows that the displacement estimates do not r e f l e c t 

the p i c t u r e f o r current D i s t r i c t plans for the following reasons: 

1. As was the case i n the cost estimate, the comparison was made 

between the NCTA proposals and the MTS plan. A major share of the displacement 
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on the MTS plan r e s u l t e d from p r o j e c t s not being considered by the Highway 

Department f o r co n s t r u c t i o n . 

2. The r i g h t of-way estimates were not based upon pr e l i m i n a r y 

plans, i n c l u d i n g interchange la y o u t s , but ra t h e r upon a r b i t r a r i l y assumed 

l o c a t i o n s . I n s e v e r a l cases i t was assumed by NCTA that e x i s t i n g r i g h t -

of-way would be s u f f i c i e n t to accommodate t h e i r proposed improvements. 

3, The displacement estimates of NCTA do not include any d i s ­

placement w i t h i n the o r i g i n a l l y proposed N.W. Urban Renewal Area, nor w i t h i n 

the area f o r which plans are being prepared by the National C a p i t a l Downtown 

Committee, I n c . 

I n order to place the displacement f o r e c a s t s i n a more comparable 

l i g h t , we have made a comparison of the NCTA highway proposals wit h the 

c u r r e n t l y proposed highway plan f o r the D i s t r i c t of Columbia. (Table V ) . 

T h i s comparison allows for a l l the assumptions made by NCTA i n t h e i r 

estimate. Where the routes are s i m i l a r , the NCTA estimates are used. 

PERSON DISPLACEMENT ESTIMATES 

T h i s comparison i n d i c a t e s that the highway displacement of the 

NCTA system would be 4,330 persons as compared w i t h 12,360 persons under 

the Highway Department proposed plan. The proposal to combine the North 

C e n t r a l f a c i l i t y and 1-95 on a common alignment along the B & 0 R a i l r o a d 

would reduce the displacement of the Highway Department plan to 7,970 

persons. ^ Thus, i t can be concluded that while the NCTA system 

( D a study i s to be conducted to determine the recommended l o c a t i o n of the 
North-Central Freeway. Thi s study w i l l include the possible combination 
of the two routes and w i l l compare i t to the a l t e r n a t i v e of the separate 
route for the North-Central Freeway. Included w i l l be an a n a l y s i s of 
the impact on the l o c a l neighborhoods and the impact on the road users. 
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TABLE V 

ESTIMATE OF PERSON DISPLACEMENT 
ALTERNATIVE HIGHWAY PLANS 

DISTRICT OF COLUMBIA 

* Estimates do not include displacement w i t h i n o r i g i n a l l y proposed N. W. Urban 
Renewal Area or the National C a p i t a l Downtown Committee planning area. 

* * R e f l e c t s r e v i s e d displacement estimate i f 1-95 and North-Central Freeway are 
combined i n t o a s i n g l e c o r r i d o r along the B&O R a i l r o a d , 
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PROJECT NCTA 
PROPOSALS 

D.C. DEPT. OF HIGHWAYS & TRAFFIC 
PROPOSED SYSTEM 

1. Inner Loop 

North Leg 550* 1690* 
East Leg ( I n c l . m o d i f i e d 

Interchange C) 400 2640 
Southeast Freeway 490 490 
Center Leg - * _ * 

2. Other Routes 

Connection Interchange C 
to 11th S t . Bridge 30 30 

Potomac R i v e r Freeway 0 0 
North-Central Freeway 370 5080 ( 3 7 0 ) * * 
1-95 2240 2240 (24 6 0 ) * * 
No. C a p i t o l S t . E x t . 100 0 ( 1 0 0 ) * * 
Anacostia Freeway 0 -
Intermediate Loop 150 190 

4330 12360 (7970)** 



would reduce the highway plan displacement, the reduction i s not ne a r l y as 

great as in d i c a t e d i n the NCTA report. 

Estimates of both the National C a p i t a l Transportation Agency and 

the D i s t r i c t of Columbia r e f l e c t a n t i c i p a t e d displacement over a ten year 

period. T h i s would mean an average displacement of 433 persons per annum 

by the NCTA proposal and 1,236 (797) persons per annum by the D i s t r i c t Highway 

Department. The f a c t o r of 2.9 persons per dwelling u n i t as assumed by NCTA i n 

t h e i r a n a l y s i s , would mean the displacement of 150 f a m i l i e s under the NCTA 

proposal and 425 (275) f a m i l i e s per annum under the D i s t r i c t Highway Department 

proposal. T h i s i n d i c a t e s a l s o that the displacement problem can be met over 

a period of time and re q u i r e s the establishment of r e a l i s t i c p r i o r i t i e s and 

sound p r o j e c t phasing. 

The most recent D i s t r i c t Government f o r e c a s t , covering F i s c a l Years 

1963-67, estimates an o v e r a l l displacement of approximately 8,200 f a m i l i e s 

for a l l governmental programs except Highways, or approximately 1,600 f a m i l i e s 

per annum. 

I n a d d i t i o n , i t must be kept i n mind that the estimates of d i s p l a c e ­

ment fo r the NCTA proposals are not based on pr e l i m i n a r y plans, but ra t h e r upon 

assumed right-of-way requirements. F i n a l determination of right-of-way r e q u i r e ­

ments could increase the NCTA displacements by a considerable amount. S p e c i f i c 

i n stances where the NCTA estimates appear low are: 

1. North Leg Corridor 

The NCTA estimate of displacement for t h i s s e c t i o n i s 

based upon the adoption of the one-way s t r e e t scheme using 

R and S S t r e e t s . The d r a s t i c impact of t h i s p a r t i c u l a r scheme 

on the neighborhood, and e s p e c i a l l y on those r e s i d e n t s remain­

ing between R and S S t r e e t s , was discussed p r e v i o u s l y i n Section I I I . 
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2o The estimate f o r the combined 1-95 and the Intermediate Loop 

s e c t i o n along Fort Drive assumes the width of For t Drive 

would be s u f f i c i e n t and no a d d i t i o n a l right-of-way would be 

required. The same i s true f o r t h e i r estimate Of the l o c a l 

s t r e e t connections from the Intermediate Loop west of North 

C a p i t o l S t r e e t , that the alignment wou'Id f o l l o w e x i s t i n g Fort 

D r i v e . No p r e l i m i n a r y plans were developed to prove out these 

assumptions. I t i s very u n l i k e l y that the complex type arrange­

ment required f o r the 1-95 Intermediate Loop arrangement proposed 

by NCTA can be accommodated w i t h i n the l i m i t s of For t D r i v e . 

3. The NCTA proposal f o r Kenilworth Avenue and Anacostia Freeway 

assumes the widening can be accomplished w i t h i n the present 

right-of-way and the NCTA estimates do not include any d i s p l a c e ­

ment. Due to the l i m i t e d right-of-way e x i s t i n g a t s e v e r a l 

l o c a t i o n s , and the complex interchange requirements r e s u l t i n g 

from the widening, numerous p r o p e r t i e s must be acquired with 

r e s u l t i n g displacement. However, since no plans have been 

developed f o r t h i s proposed widening, the displacements cannot 

be estimated with any degree of accuracy. 

THE REHOUSING OF DISPLACED FAMILIES 

The Board of Commissioners b e l i e v e s that the displacement problem 

as presented by both NCTA and the D i s t r i c t of Columbia can be resolved through 

p o s i t i v e programs. 

The Board has approved d r a f t l e g i s l a t i o n f o r the establishment of 

a c e n t r a l r e l o c a t i o n s e r v i c e to a s s i s t i n the rehousing of f a m i l i e s displaced 

by a l l governmental a c t i o n s . 
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C i t i z e n o r ganizations, p a r t i c u l a r l y the r e a l e s t a t e boards, have 

been urged to help provide s i t e s and sponsors f o r moderate r e n t a l r e l o c a t i o n 

housing. 

The Board of Commissioners i s cooperating with the National 

C a p i t a l Housing Authority to a c c e l e r a t e the construction of much-needed 

public housing i n the D i s t r i c t , w i t h greater emphasis on u n i t s i z e s r e ­

quired to take care of the l a r g e r f a m i l i e s and the e l d e r l y . The Board has 

a l s o supported the Authority i n i t s s u c c e s s f u l a p p l i c a t i o n s f o r demonstration 

grant funds to t e s t the f e a s i b i l i t y both of l e a s i n g and acquiring s i n g l e 

family residences f o r the l a r g e r f a m i l i e s . Also, i t has been generally agreed 

that future T i t l e I urban renewal p r o j e c t s i n the D i s t r i c t must provide a 

f a i r share of public housing and p r i v a t e moderate r e n t a l u n i t s . 

The Community Renewal Program s t u d i e s , now underway, are expected 

to develop p o s i t i v e g u i d e l i n e s for handling future family r e l o c a t i o n and the 

establishment of a housing inventory. 
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V I . C O N C L U S I O N S 

A . G E N E R A L 

B . H I G H W A Y S 

C . M A S S T R A N S I T 
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E . F I N A N C I N G A N D O R G A N I Z A T I O N 

F . D I S P L A C E M E N T A N D T A X L O S S 
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V I . C O N C L U S I O N S 

A . G E N E R A L 

T h e B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a 

h a s r e v i e w e d the N o v e m b e r 1, 1962 r e p o r t to the P r e s i d e n t by the N a t i o n a l 

C a p i t a l T r a n s p o r t a t i o n A g e n c y , i n c l u d i n g the s i x a p p e n d i c e s and the l i m i t e d 

s t u d i e s and da ta s u p p o r t i n g s u c h r e p o r t a n d a p p e n d i c e s . 

It i s the p u r p o s e of the B o a r d of C o m m i s s i o n e r s of the 

D i s t r i c t of C o l u m b i a to e s t a b l i s h a b a s i s p r e d i c a t e d on p a s t t r e n d s , f a c t s , 

a n d the b e s t e s t i m a t e s a v a i l a b l e , f r o m w h i c h a j u s t i f i e d p o s i t i o n m a y be 

d e r i v e d for the i m p l e m e n t a t i o n of the fu tu re t r a n s p o r t a t i o n p l a n for the 

D i s t r i c t of C o l u m b i a . 

T h e B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a 

i s c o n c e r n e d that c e r t a i n s t u d i e s w h i c h w e r e a p p a r e n t l y u s e d by the 

N a t i o n a l C a p i t a l T r a n s p o r t a t i o n A g e n c y i n the p r e p a r a t i o n of i t s p l a n h a v e 

not b e e n m a d e a v a i l a b l e fo r the i n f o r m a t i o n of the B o a r d of C o m m i s ­

s i o n e r s , 

B . H I G H W A Y S 

T h e B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a 

i s c o n c e r n e d about c o m p l i a n c e w i t h F e d e r a l - A i d H i g h w a y l e g i s l a t i o n i n 

l i ght of the N C T A h i g h w a y p r o p o s a l s . T h e F e d e r a l - A i d H i g h w a y l e g i s ­

l a t i o n r e q u i r e s that the s t a n d a r d s u s e d fo r the c o n s t r u c t i o n of the I n t e r ­

s t a t e H i g h w a y S y s t e m " s h a l l be adequate to a c c o m m o d a t e the t y p e s a n d 
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v o l u m e s of t r a f f i c f o r e c a s t f o r the y e a r 1 9 7 5 . " 

T h e N a t i o n a l C a p i t a l T r a n s p o r t a t i o n A g e n c y a p p e a r s to 

h a v e p l a n n e d the t r a n s p o r t a t i o n s y s t e m w i t h a p l ann ing t e c h n i q u e that 

r a i s e s m a n y q u e s t i o n s a s to the v a l i d i t y of i t s f o r e c a s t s . It h a s c h a n g e d 

h i g h w a y s t a n d a r d s f r o m n o r m a l p r a c t i c e . 

T h e B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a 

f i n d s , a s i d e f r o m the t e c h n i q u e u s e d by the N a t i o n a l C a p i t a l T r a n s p o r t a t i o n 

A g e n c y , i n p r e p a r i n g i t s e s t i m a t e s , that the b a s i c p l ann ing p r o c e d u r e u s e d 

v a r i e s f r o m the p r i n c i p l e s s p e l l e d out i n the F e d e r a l - A i d H i g h w a y l e g i s l a ­

t i o n . 

D e s p i t e ^ o m e i i i t e r p r e t a t i o n s to the c o n t r a r y , the B o a r d of 

C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a c o n s i d e r s that S e c t i o n 205 (a ) 

of P u b l i c L a w 8 6 - 6 6 9 , 86th C o n g r e s s , a p p r o v e d J u l y 14, I 9 6 0 , c o n t a i n s 

l anguage w h i c h c l e a r l y r e p o s e s i n the S ta te a n d D i s t r i c t of C o l u m b i a H i g h ­

w a y D e p a r t m e n t s the r e s p o n s i b i l i t y a n d a u t h o r i t y for l o c a t i o n , d e s i g n , 

c o n s t r u c t i o n , a n d o p e r a t i o n of f r e e w a y s , p a r k w a y s a n d o the r a r t e r i a l 

h i g h w a y f a c i l i t i e s . 

C . M A S S T R A N S I T 

T h e B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a 

s u p p o r t s the p r o p o s i t i o n that the D i s t r i c t of C o l u m b i a n e e d s i m p r o v e d 

m a s s t r a n s i t . T h e B o a r d e n d o r s e s the p h i l o s o p h y that both b u s e s a n d 

r a i l t r a n s i t s h o u l d be b l e n d e d s e n s i b l y and p r a c t i c a b l y to m e e t the m a s s 
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t r a n s i t r e q u i r e m e n t s now and i n the f u t u r e . 

On the b a s i s of the data thus f a r made a v a i l a b l e , the B o a r d 

of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a i s not yet c o nvinced that 

the m a s s t r a n s i t p l a n proposed by the N a t i o n a l C a p i t a l T r a n s p o r t a t i o n 

A gency r e p r e s e n t s the optimum blending of f i x e d r a i l t r a n s i t and buses i n 

t e r m s of i n i t i a l c o n s t r u c t i o n c o s t s , s e r v i c e a b i l i t y , a d a p t a b i l i t y to techno­

l o g i c a l changes, u s e f u l n e s s , and f l e x i b i l i t y to ad j u s t f o r f u t u r e m a j o r 

growth i n v a r i o u s p a r t s of the r e g i o n . T h e B o a r d r e c a l l s that a s la t e as 

fou r y e a r s ago, an e x h a u s t i v e study recommended a subway s y s t e m , e s t i ­

m a t e d to c o s t about $476 m i l l i o n . A t that t i me i t was e s t i m a t e d that t h e r e 

w e r e only two m a j o r c o r r i d o r s (one i n n o r t h - c e n t r a l Washington, and one 

i n n o r t h w e s t Washington) w i t h extensions s o u t h e a s t e r l y to A n a c o s t i a and to 

A l e x a n d r i a , V i r g i n i a , w h e r e population d e n s i t i e s w e r e s u f f i c i e n t l y great or 

e s t i m a t e d to become s u f f i c i e n t l y g r e a t to w a r r a n t f i x e d r a i l t r a n s i t . 

The studies to date i n d i c a t e that the g r e a t e s t need f o r a sub­

way s y s t e m appears to be i n the downtown a r e a . A l l the data w h i c h have 

been made a v a i l a b l e i n the MTS R e p o r t , i n the N C T A R e p o r t , and i n the 

r e p o r t by Meyer, K a i n and Wohl ( i n d i c a t e that i t would be much cheaper 

and that a s u i t a b l e s t a n d a r d of s e r v i c e f o r m o s t c o r r i d o r s can be p r o v i d e d 

by bus u n t i l the v e h i c l e s r e a c h the h e a r t of the c i t y , T h e r e f o r e s i t would 

be a p p r o p r i a t e that the i n i t i a l e x penditures f o r a r a i l t r a n s i t s y s t e m be con­

f i n e d to the u se of e x i s t i n g r a i l s y s t e m s through the a r e a , plus a loop sub­

way s y s t e m i n the downtown a r e a . 
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No e v i d e n c e i s i n c l u d e d in the N C T A r e p o r t of N o v e m b e r 1, 

1962 , o r i n the a p p e n d i c e s , that s a t i s f a c t o r i l y p r o v e s o r c o n f i r m s the 

p r o j e c t i o n s by the A g e n c y w i t h r e f e r e n c e to e s t i m a t e d n u m b e r of t r a n s i t 

r i d e r s . T h i s i s not to s a y that the A g e n c y d id not m a k e a s i n c e r e e f fort 

to p r e p a r e f i g u r e s a s a guide i n u n d e r t a k i n g i t s t a s k . A c t u a l l y , v e r y 

l i m i t e d r e l i a b l e data w e r e a v a i l a b l e on w h i c h the A g e n c y c o u l d po s tu l a t e 

how m a n y peop l e m i g h t u s e a p a r t i c u l a r m o d e of t r a n s p o r t . S i g n i f i c a n t 

gaps i n the data w e r e f i l l e d i n by e x t r a p o l a t i o n s s o - c a l l e d m o d a l - s p l i t 

c u r v e s w h i c h h a v e no p roo f i n p r a c t i c e . T h e a p p l i c a t i o n of s u c h c u r v e s 

w o u l d a s s i g n peop l e to t r a n s i t i n c e r t a i n c a s e s w h i c h a p p e a r u n r e a s o n a b l e . 

S e n s i t i v i t y t e s t s of the c u r v e s show that the c u r v e s a r e u n ­

du ly s e n s i t i v e to the t i m e , u s u a l l y r e f e r r e d to a s the w a l k i n g t i m e , f r o m 

w h e r e a p e r s o n p a r k s h i s c a r to h i s o f f i c e . 

D . T H E M T S P L A N O F 1959 A N D T H E N C T A P L A N O F 1962 

T h e M T S P l a n of 1959 r e c o m m e n d e d 1 4 . 3 m i l e s of s u b w a y 

a n d 2 0 . 1 m i l e s of f i x e d r a i l t r a n s i t i n open c u t , at a t o t a l e s t i m a t e d c o s t 

of $476 m i l l i o n , a n d the e x p r e s s bus s y s t e m p r o p o s e d i n e ight c o r r i d o r s 

w a s e s t i m a t e d to c o s t $88 m i l l i o n , fo r a t o t a l c o s t of $564 m i l l i o n . T h e s e 

f i g u r e s i n c l u d e d p a r k i n g f a c i l i t i e s at e x p r e s s t r a n s i t s t a t i o n s . 

T h e N C T A h a s p r o p o s e d 19 m i l e s of s u b w a y , 64 m i l e s of 

f i x e d r a i l t r a n s i t i n open c u t , i n the m e d i a n s of f r e e w a y s , o r a l ong e x i s t ­

ing r a i l r o a d r i g h t s - o f - w a y , a n d 15 m i l e s of c o m m u t e r t r a i n t r a n s i t on 

e x i s t i n g r a i l r o a d t r a c k s , a t a t o t a l e s t i m a t e d c o s t of $793 m i l l i o n . 
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N C T A ' s p r o p o s a l w o u l d c o s t f o r t y p e r c e n t m o r e m o n e y , a c c o r d i n g to 

i t s e s t i m a t e s . A s i n d i c a t e d e l s e w h e r e i n t h i s r e p o r t , s ubh s y s t e m by 

the N C T A e s t i m a t e s w o u l d c a r r y the s a m e n u m b e r of r i d e r s p e r day 

a s that e s t i m a t e d u n d e r the M T S P l a n of 1959 . 

W h i l e the 1959 T r a n s p o r t a t i o n P l a n w a s c o n s i d e r e d i n 

the N C T A r e p o r t of N o v e m b e r 1, 1962 , the D i s t r i c t of C o l u m b i a b e l i e v e s 

that the B o a r d does not ye t h a v e at i t s d i s p o s a l n e c e s s a r y da ta to a d e q u a t e l y 

c o m p a r e the m e r i t s of the M T S P l a n of 1959 a n d the N C T A P l a n of 1962 , 

a s to t r a n s i t . 

E . F I N A N C I N G A N D O R G A N I Z A T I O N 

T h e B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a 

b e l i e v e s that t h e r e i s a s e r i o u s q u e s t i o n a s to the r e l i a b i l i t y of the e s t i ­

m a t e s by the N C T A w i t h r e f e r e n c e to p r o b a b l e n u m b e r of t r a n s i t r i d e r s , 

a n d , c o n s e q u e n t l y , e x p e c t e d r e v e n u e . 

T h e B o a r d of C o m m i s s i o n e r s thus f a r h a s b e e n u n a b l e to 

f i nd a c l e a r - c u t i n d i c a t i o n i n the N C T A d o c u m e n t s that any p r o v i s i o n o t h e r 

t h a n p a y m e n t by the F e d e r a l G o v e r n m e n t i s m a d e for c o v e r i n g d e f i c i t s 

that m a y o c c u r . T h e r e f o r e ( i f any p a r t of the t r a n s p o r t a t i o n p l a n b e c o m e s 

a r e a l i t y , a n d i f the s y s t e m i n v o l v e s I n t e r s t a t e o p e r a t i o n s , the C o n g r e s s 

a n d the I n t e r s t a t e C o m p a c t s h o u l d b e a r i n m i n d the p o s s i b i l i t y 8 i f not the 

p r o b a b i l i t y , tha t the f i n a n c i n g of the s y s t e m m a y r e q u i r e c o n t i n u i n g s u b ­

s i d i e s i n the y e a r s a h e a d . 
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W i t h r e f e r e n c e to o r g a n i z a t i o n and f i n a n c e , the B o a r d of 

C o m m i s s i o n e r s s u b s c r i b e s to the r e c o m m e n d a t i o n s m a d e by the Jo in t 

T r a n s p o r t a t i o n C o m m i s s i o n , 

F . D I S P L A C E M E N T A N D T A X L O S S 

T h e F e d e r a l - A i d H i g h w a y A c t of 1962 p r o v i d e s that F e d e r a l -

A i d funds m a y p a r t i c i p a t e i n f i n a n c i n g a p r o p e r p r o p o r t i o n of c o s t s of r e ­

l o c a t i o n p a y m e n t s a s m a y be m a d e by a S t a t e H i g h w a y D e p a r t m e n t w i t h i n 

c e r t a i n l i m i t a t i o n s . T h e B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a 

h a s d r a f t e d a n d w i l l r e q u e s t the C o n g r e s s to e n a c t l e g i s l a t i o n a u t h o r i z i n g 

the u s e of funds a v a i l a b l e to the D e p a r t m e n t of H i g h w a y s a n d T r a f f i c , D . C . 

f o r p a y i n g the D i s t r i c t ' s a p p r o p r i a t e s h a r e of n e c e s s a r y r e l o c a t i o n e x ­

p e n s e s . A s i n d i c a t e d e l s e w h e r e i n t h i s r e p o r t , a n d p a r t i c u l a r l y u n d e r 

C h a p t e r V, " C o s t s " , the B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a 

f inds that the n u m b e r of p e r s o n s d i s p l a c e d by the h i g h w a y and f r e e w a y p l a n 

c o n t e m p l a t e d i n the y e a r s i m m e d i a t e l y a h e a d w i l l r a n g e in the o r d e r of 

8 , 0 0 0 to a p p r o x i m a t e l y 1 2 , 0 0 0 dependent upon the r e s u l t s of the p r o j e c t e d 

s t u d y i n the n o r t h - c e n t r a l c o r r i d o r . T h e N C T A no te s a m u c h g r e a t e r d i s ­

p l a c e m e n t f i g u r e b a s e d on the n u m b e r of f r e e w a y s i n c l u d e d i n the M T S 

P l a n of 1959, a n u m b e r of w h i c h a r e not i n the c u r r e n t a n d f o r e s e e a b l e 

p r o g r a m s of the D i s t r i c t of C o l u m b i a . T h e n u m b e r of d i s p l a c e e s e s t i ­

m a t e d by the N C T A for t h e i r p l a n a p p e a r s to be c o n s e r v a t i v e . 

T h e N C T A r e f e r e n c e to t a x l o s s does not a p p e a r i m p r e s ­

s i v e . W h i l e t a x l o s s i s a m o s t s e r i o u s m a t t e r , the B o a r d of C o m m i s s i o n e r s 
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of the D i s t r i c t of C o l u m b i a m u s t r e c o g n i z e that i n o r d e r to m o d e r n i z e 

and i m p r o v e the c i t y , i t s o m e t i m e s i s n e c e s s a r y to expect a t e m p o r a r y 

t a x l o s s i n o r d e r to r e a l i z e subsequent and long-time t a x ga i n s , or to 

p r e v e n t other t a x l o s s e s r e s u l t i n g f r o m congestion and decay. The 

B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a i s i m p r e s s e d w i t h 

the f a c t that i n the Southwest Urban R e n e w a l A r e a , a f t e r p r o v i d i n g for 

the f r e e w a y , and through m o d e r n i z e d l a n d u s e planning, plus u r b a n 

r e n e w a l , the t a x base i n some 552 a c r e s of the c i t y w i l l be i n c r e a s e d 

a p p r o x i m a t e l y s i x t i m e s . 
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V I I , R E C O M M E N D A T I O N S 

A . H I G H W A Y S 

B . T R A N S I T 

C , O R G A N I Z A T I O N A N D F I N A N C E 

D . C O O R D I N A T I O N 
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V I I . R E C O M M E N D A T I O N S 

A. H I G H W A Y S 

The B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a 

r e c o m m e n d s that the highway p r o g r a m , as proposed by the Highway De­

p a r t m e n t s of M a r y l a n d , V i r g i n i a , and the D i s t r i c t of C o l u m b i a , approved 

by the U. S. B u r e a u of P u b l i c Roads, p r o c e e d f o r t h w i t h , and that the con­

s t r u c t i o n be advanced as r a p i d l y as funds become a v a i l a b l e . T h i s i n c l u d e s 

the f o l l o w i n g p r o j e c t s i n the D i s t r i c t of Columbia: The T h r e e S i s t e r s B r i d g 

the P otomac R i v e r F r e e w a y ; the I n n e r Loop and E a s t L e g ; segments of the 

I n t e r m e d i a t e Loop; the N o r t h e a s t F r e e w a y (1-95); and, continuation of study 

on the N o r t h - C e n t r a l F r e e w a y ( I - 7 0 - S ) . 

B. T R A N S I T 

The B o a r d of C o m m i s s i o n e r s of the D i s t r i c t of C o l u m b i a un­

e q u i v o c a l l y supports the p r o p o s i t i o n that the D i s t r i c t of C o l u m b i a needs 

i m p r o v e d m a s s t r a n s i t . I t r ecommends that: 

P h a s e (1) (a) C o n g r e s s a p p r o p r i a t e the n e c e s s a r y funds 

to i n i t i a t e : (1) a commuter r a i l r o a d s e r v i c e , 

on t r a c k s of the P e n n s y l v a n i a R a i l r o a d to L a n -

ham, M a r y l a n d ; (2) r a i l t r a n s i t on t r a c k s of 

the B a l t i m o r e and Ohio R a i l r o a d to R o c k v i l l e , 

M a r y l a n d , and on t r a c k s of the Richmond, 

F r e d e r i c k s b u r g and Potomac R a i l r o a d to the 
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P h a s e (2) 

v i c i n i t y of S p r i n g f i e l d , V i r g i n i a ; and (3) d e s i g n 

of a downtown s u b w a y loop p r o v i d i n g c o n n e c t i o n s 

a t the U n i o n S t a t i o n . 

(b) T h a t downtown bus s e r v i c e be p r o v i d e d f r o m 

U n i o n S t a t i o n pend ing c o n s t r u c t i o n of the d o w n ­

town s u b w a y . P o s s i b l y , the c u r r e n t M a s s T r a n s ­

p o r t a t i o n D e m o n s t r a t i o n P r o j e c t p r o v i d i n g for 

i n t e r n a l c i r c u l a t i o n i n the downtown a r e a by 

m e a n s of a m i n a t u r e b u s , o r bus t r a i n , m a y 

s u p p l e m e n t the downtown s u b w a y s y s t e m . 

(c ) T h a t c a r e f u l c o n s i d e r a t i o n be g i v e n i n the 

d e s i g n of the t r a n s i t s u b w a y i n the Downtown 

L o o p to p r o v i d e c o o r d i n a t i o n w i th e x p r e s s b u s e s . 

(d) T h a t the N C T A w o r k w i t h the S t a t e s of V i r g i n i a 

a n d M a r y l a n d i n the d e s i g n of I n t e r s t a t e H i g h w a y 

66 i n V i r g i n i a a n d 1-95 to a n d i n M a r y l a n d to 

p r o v i d e the d e s i g n f l e x i b i l i t y p e r m i t t i n g n e c e s ­

s a r y l a t e r i n c o r p o r a t i o n of m a s s t r a n s i t f a c i l ­

i t i e s . 

(a) S u b j e c t to the d e s i g n of the s u b w a y loop a n d 

s t u d i e s of the downtown bus c i r c u l a t i o n , i n ­

i t i a t e c o n s t r u c t i o n of the downtown s u b w a y 

loop and c o n n e c t i o n s to U n i o n S t a t i o n . 
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(b) E v a l u a t e t r a n s p o r t a t i o n a l t e r n a t i v e s , 

p r i n c i p a l l y g r e a t e r u s e of e x p r e s s b u s e s , 

a s p r o v i d e d fo r i n the M T S s t u d y . 

(c ) I n i t i a t e d e s i g n of a s u b w a y l i n k to the N o r t h ­

w e s t s e c t i o n w h i c h i s the one s e c t o r w i thout 

f r e e w a y o r r a i l s e r v i c e a n d w i t h a d e n s i t y that 

m i g h t s u p p o r t r a i l t r a n s i t . 

C . O R G A N I Z A T I O N A N D F I N A N C E 

T h e B o a r d of C o m m i s s i o n e r s s u b s c r i b e s to the o r g a n i z a t i o n 

a n d f i n a n c e r e c o m m e n d a t i o n s m a d e by the J o i n t T r a n s p o r t a t i o n C o m m i s s i o n ! ^ 

D . C O O R D I N A T I O N 

T h e B o a r d of C o m m i s s i o n e r s r e c o m m e n d s that the f u tu r e 

p l a n n i n g of t r a n s p o r t a t i o n i n the M e t r o p o l i t a n A r e a g ive m o r e c o n s i d e r a t i o n 

to the s t a t u t o r y r e s p o n s i b i l i t i e s of the S t a t e s of V i r g i n i a , M a r y l a n d , a n d the 

D i s t r i c t of C o l u m b i a , and be m o r e i n k e e p i n g w i t h the s p i r i t and in tent of 

C o n g r e s s a s o u t l i n e d i n S e c t i o n 204(g ) of P u b l i c L a w 8 6 - 6 6 9 , a p p r o v e d 

J u l y 14, I 9 6 0 . 

(1) C o m m e n t s by J o i n t T r a n s p o r t a t i o n C o m m i s s i o n on the R e p o r t of the 
N a t i o n a l C a p i t a l T r a n s p o r t a t i o n A g e n c y 
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COMMENTS BY JOINT TRANSPORTATION COMMISSION 
ON THE REPORT OF THE NATIONAL CAPITAL 

TRANSPORTATION AGENCY 
» 

The J o i n t T r a n s p o r t a t i o n Commission (Commission) i s c u r r e n t l y 

engaged i n a c t i v e d e l i b e r a t i o n s for the neg o t i a t i o n of an i n t e r s t a t e 

compact for t r a n s p o r t a t i o n f a c i l i t i e s for the metropolitan area of 

Washington and, the r e f o r e , i s d i r e c t l y concerned with the NCTA recent 

r e p o r t on mass t r a n s i t . The neg o t i a t i o n s of the Commission are being 

conducted i n conformance with the a u t h o r i z a t i o n of Congress contained 

i n T i t l e I I I of the National C a p i t a l Transportation Act of 1960 (P.L. 

86-669, 74 S t a t . 537). T h i s Act provides for the appointment by the 

Pr e s i d e n t of a F e d e r a l r e p r e s e n t a t i v e to p a r t i c i p a t e i n the compact 

n o g o t i a t i o n s . 

The Commission i s a body composed of r e p r e s e n t a t i v e s from 

the S t a t e s of Maryland, V i r g i n i a , and the D i s t r i c t of Columbia, crea t e d 

by l e g i s l a t i v e enactment to study the adequacy of p a s s e n g e r - c a r r i e r 

f a c i l i t i e s and s e r v i c e s i n the Washington Metropolitan Area. The 

Commission was f i r s t e s t a b l i s h e d i n 1954 (Maryland-House J o i n t Resolu­

t i o n 12, approved A p r i l 2, 1954; Virginia-House J o i n t Resolution 77, 

approved March 22, 1954; and D i s t r i c t of Columbia-Resolution Board 

of Commissioners (Order 54-2065, September 27, 1954). 

The Commission i s composed of nine members, c o n s i s t i n g of 

three members each from Maryland, V i r g i n i a , and the D i s t r i c t of 

Columbia. I n Maryland and V i r g i n i a , one member i s appointed by the 

Speaker of the House of Delegates and a second member by the P r e s i ­

dent of the Senate. I n Maryland, the t h i r d member of t h a t Delegation 



i s appointed by the P u b l i c S e r v i c e Commission from one of i t s mem­

bers and, i n V i r g i n i a , the t h i r d Delegate i s appointed by the S t a t e 

Corporation Commission from one of i t s members. The members from 

the D i s t r i c t of Columbia c o n s i s t of two members of the Board of 

Commissioners and a member of the National C a p i t a l Planning Commission. 

Si n c e i t s c r e a t i o n i n 1954, the J o i n t Transportation Commis­

s i o n a c t i v e l y has p a r t i c i p a t e d i n the evolution and development of 

the program f o r t r a n s p o r t a t i o n i n the Metropolitan Area of Washington. 

Members of t h i s Commission served on the J o i n t S t e e r i n g Committee f o r 

the Mass Tran s p o r t a t i o n Survey, conducted by the National C a p i t a l 

Planning Commission and National C a p i t a l Regional Planning Cou n c i l 

from 1955 to 1959. The Mass Transportation Survey produced the Trans­

p o r t a t i o n Plan, National C a p i t a l Region, i n 1959. 

The Commission negotiated the Washington Metropolitan Area 

T r a n s i t Regulation Compact, which was adopted by V i r g i n i a i n 1958 

(Chap. 627, 1958 Acts of Assembly of V i r g i n i a ) , by Maryland i n 1959 

(Chap. 613, Acts of General Assembly of Maryland 1959), and by the 

Board of Commissioners of the D i s t r i c t of Columbia by Resolution 

adopted December 22, 1960, and the consent of Congress was granted 

on September 15, 1960 (P.L. 86-794, 74 S t a t . 1031). Since March 22, 

1961, as p r e s c r i b e d by law, the Washington Metropolitan Area T r a n s i t 

Commission, created by t h a t Compact, has been e x e r c i s i n g j u r i s d i c ­

t i o n over p r i v a t e t r a n s i t companies w i t h i n the Washington Metropoli­

tan Area, which i s comprised of the D i s t r i c t of Columbia, Prince 



George's and Montgomery Counties, Maryland, and A r l i n g t o n and F a i r f a x 

Counties, V i r g i n i a , and F a l l s Church, Alexandria and F a i r f a x C i t y 

i n V i r g i n i a , and r e c e n t l y extended to include the D u l l e s I n t e r n a t i o n a l 

A i r p o r t . 

Through i t s members on the S t e e r i n g Committee, the Commis­

s i o n cooperated w i t h other agencies of government i n the formulation 

of the National C a p i t a l Transportation Act of 1960 (A c t ) , which created 

the National C a p i t a l T r a n s p o r t a t i o n Agency. That Act ( T i t l e I I I ) au­

t h o r i z e s the S t a t e s and the Board of Commissioners of the D i s t r i c t of 

Columbia to negotiate an i n t e r s t a t e compact for a r e g i o n a l t r a n s p o r t a ­

t i o n system. 

Encouraged by t h i s Congressional a u t h o r i z a t i o n , the Commis­

s i o n has been engaged, pursuant to the enabling l e g i s l a t i o n of the 

p a r t i c i p a t i n g Governments, i n neg o t i a t i n g an i n t e r s t a t e compact to 

c r e a t e an or g a n i z a t i o n , i n which the S t a t e s and t h e i r p o l i t i c a l sub­

d i v i s i o n s l o c a t e d i n the Metropolitan Area, the D i s t r i c t of Columbia, 

and the F e d e r a l Government w i l l p a r t i c i p a t e , to provide r e g i o n a l 

t r a n s p o r t a t i o n f a c i l i t i e s . S u b s t a n t i a l progress has been made i n 

those n e g o t i a t i o n s , and i t i s expected t h a t the Commission w i l l con­

summate i t s n e g o t i a t i o n s and produce an i n t e r s t a t e compact f o r sub­

mission to the l e g i s l a t u r e s of Maryland and V i r g i n i a , the D i s t r i c t 

of Columbia, and the Congress. 



Scope of Comments 

The n e g o t i a t i o n s of the Commission to date p r i m a r i l y have 

been concerned with matters of or g a n i z a t i o n and finance, r a t h e r than 

system design and operating p r o j e c t i o n s . 

T h i s i s not to say t h a t the Commission i s unconcerned with 

matters of system design and the formulation of the other p l a n s . The 

contrary i s q u i t e the case, s i n c e i t i s contemplated t h a t when the 

I n t e r s t a t e Compact Agency comes i n t o being i t w i l l take over the work 

of NCTA. I t needs to be s a i d t h at the Commission has not been con­

s u l t e d by NCTA on system design or i n the formulation of any of i t s 

p l a n s . Such c o n s u l t a t i o n , however, would appear to be d e s i r a b l e , i f 

not necessary, to assure that a f i n a l program w i l l be acceptable to 

the p o l i t i c a l s u b d i v i s i o n s of the area, to the r e s p e c t i v e l e g i s l a t i v e 

bodies of the compact p a r t i e s , and which w i l l not be m a t e r i a l l y 

a f f e c t e d by the su c c e s s i o n of an I n t e r s t a t e Compact Agency. 

Form of Organization 

The NCTA Report proposes t h a t i t be authorized by Congress, 

among other t h i n g s , to begin c o n s t r u c t i o n on the subway system i n the 

D i s t r i c t of Columbia and t h a t before completion of the i n i t i a l por­

t i o n of th a t system, a F e d e r a l corporation should be create d to super­

sede the Agency. The Report, the r e f o r e , contemplates t h a t the 

Agency creat e d by i n t e r s t a t e compact would take over from the 

Fe d e r a l corporation and not from the NCTA. I t appears to the Commis­

si o n , however, t h a t the Compact Agency should succeed d i r e c t l y to 



the NCTA and t h a t a F e d e r a l corporation should be u t i l i z e d only 

a f t e r i t i s c l e a r l y apparent t h a t a s u i t a b l e i n t e r s t a t e compact can 

not be cr e a t e d . 

I t should be pointed out t h a t i n the chapter on Organiza­

t i o n i n Appendix V I (p. 107), the NCTA suggests t h a t i t i s a s u i t a b l e 

o r g a n i z a t i o n for handling the t r a n s p o r t a t i o n p r o j e c t u n t i l commence­

ment of a c t u a l operations. The Commission, however, does not agree 

w i t h the apparently i n c o n s i s t e n t proposal presented by NCTA i n i t s 

Recommendations r e l e a s e d on November 1, t h a t "Before completion of 

the i n i t i a l p o r t i o n of the system, a F e d e r a l corporation should be 

cre a t e d to supersede the agency, . . . (p. 8 7 ) . Since r a i l s e r ­

v i c e i s not planned to commence u n t i l 1968, at the e a r l i e s t , the 

n e g o t i a t i o n of an i n t e r s t a t e compact w i l l not delay commencement of 

oper a t i o n s . As i n d i c a t e d above, the Commission expects that by the 

end of 1963, i t w i l l have a v a i l a b l e a proposed i n t e r s t a t e compact 

for p r e s e n t a t i o n to the S t a t e s and to the Congress for l e g i s l a t i v e 

a c t i o n . Under t h i s schedule, a l l l e g i s l a t i v e a c t i o n could be com­

p l e t e d during 1965. T h i s would leave ample time f o r any l i t i g a t i o n , 

p a r t i c u l a r l y i n V i r g i n i a , to t e s t the l e g a l i t y of the f i n a n c i a l 

a s p e c t s of p a r t i c i p a t i o n by non-federal u n i t s of Government. 

The l e g i s l a t i v e h i s t o r y of the t r a n s p o r t a t i o n p r o j e c t 

d i s c l o s e s t h a t an I n t e r s t a t e Compact Agency i s the p r e f e r r e d form 

of o r g a n i z a t i o n . T h i s was the conclusion of both the Transporta­

t i o n Plan of 1959 and Of the National C a p i t a l T r a n s p o r t a t i o n Act 
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of 1960. I n T i t l e I I I of t h a t Act, the i n t e n t of Congress was 

s t a t e d to be: 

". . . T o promote and encourage the 
s o l u t i o n of problems of a r e g i o n a l 
c h a r a c t e r i n the n a t i o n a l c a p i t a l region 
by means of an i n t e r s t a t e compact entered 
i n t o by the s t a t e of Maryland, the Common­
wealth of V i r g i n i a , and the Board of 
Commissioners of the D i s t r i c t of Columbia, 
with the consent of Congress ... ." 

The l e g i s l a t i o n f u r t h e r d i r e c t e d that a f t e r Maryland and 

V i r g i n i a have approved such a Compact, 

" . . . the P r e s i d e n t s h a l l submit to the 
Congress such recommendations as may be 
necessary or d e s i r a b l e to t r a n s f e r to such 
o r g a n i z a t i o n such r e a l and personal prop­
e r t y , personnel, records, other a s s e t s and 
l i a b i l i t i e s as are appropriate i n order 
t h a t such o r g a n i z a t i o n may assume the func­
t i o n s and d u t i e s of the agency." 

The p r o v i s i o n of t r a n s p o r t a t i o n f a c i l i t i e s for the National 

C a p i t a l Region should be handled on a cooperative b a s i s by the S t a t e s , 

the D i s t r i c t of Columbia and the F e d e r a l Government. T h i s i s made 

c l e a r i n the Nat i o n a l C a p i t a l T r a n s p o r t a t i o n Act of 1960 i n the S t a t e ­

ment of Findings and P o l i c y ( s e c . 102). Regional t r a n s p o r t a t i o n en­

compasses areas of i n t e r e s t and governmental a c t i v i t i e s p r e s e n t l y 

being performed by four l e v e l s of government; namely, F e d e r a l , S t a t e , 

County and C i t y . The p l a c i n g of the t r a n s p o r t a t i o n f u n c t i o n on a 

r e g i o n a l b a s i s , t h e r e f o r e , c r e a t e s s i g n i f i c a n t problems of i n t e r ­

governmental r e l a t i o n s . The i n t e r s t a t e compact i s uniquely adapted 

to handling r e g i o n a l problems i n v o l v i n g m u l t i p l e l e v e l s of government. 



A F e d e r a l agency, on the other hand, r e g a r d l e s s of i t s type, would 

pre-empt the area of problems involved and supersede the l o c a l 

u n i t s of government i n performance of the f u n c t i o n s . 

A couple of examples may s u f f i c e to h i g h l i g h t the nature 

of the problem of Inter-governmental r e l a t i o n s . The development of 

r e g i o n a l t r a n s p o r t a t i o n f a c i l i t i e s , p a r t i c u l a r l y as i t r e l a t e s to the 

design of the t r a n s p o r t a t i o n system and the l o c a t i o n of f a c i l i t i e s , 

n e c e s s a r i l y w i l l have a profound e f f e c t on the development of the 

v a r i o u s communities i n the National C a p i t a l Region. T r a n s p o r t a t i o n 

planning i s such a s i g n i f i c a n t element of general comprehensive 

planning t h a t the planning function for s p e c i f i c communities, which 

i s a f u n c t i o n of l o c a l government, would be completely f r u s t r a t e d 

u n l e s s the t r a n s p o r t a t i o n planning i s sympathetically approached 

from the standpoint of coordinating t r a n s p o r t a t i o n planning and 

l o c a l planning. An i n t e r s t a t e compact agency i n h e r e n t l y would pro­

v i d e a g r e a t e r degree of responsiveness to the p l a n s and needs of 

the l o c a l areas and would i n s u l a t e the F e d e r a l Government from be­

coming d i r e c t l y involved i n a matter as purely l o c a l as community 

planning. 

An example of another inter-governmental r e l a t i o n s prob­

lem which h i g h l i g h t s the advantages of an i n t e r s t a t e compact i s the 

coordination of the p r i v a t e l y owned t r a n s p o r t a t i o n systems and the 

p u b l i c f a c i l i t i e s . Competition between the two types of systems 

would be i n t o l e r a b l e and each must function as an i n t e g r a t e d p a r t 



of a whole system with compatible r a t e s and s e r v i c e s . The functio n 

of r e g u l a t i n g the p r i v a t e l y owned t r a n s i t systems i s now performed 

by the Washington Metropolitan Area T r a n s i t Commission (WMATC), 

which i s a creat u r e of the Washington Metropolitan Area T r a n s i t 

Regulation Compact between Maryland, V i r g i n i a and the D i s t r i c t of 

Columbia. T h i s r e g u l a t i o n of p r i v a t e t r a n s i t follows the t r a d i t i o n a l 

p a t t e r n and WMATC e x e r c i s e s j u r i s d i c t i o n over s e r v i c e and r a t e s . 

The necessary realignment of the p a t t e r n of s e r v i c e performed by 

p r i v a t e companies, and the other arrangements which may be required 

i n order to accommodate p u b l i c and p r i v a t e f a c i l i t i e s , would have to 

be made by orders i s s u e d by WMATC. Such orders must conform to the 

requirements of ad m i n i s t r a t i v e law and may not exceed the j u r i s d i c t i o n 

delegated to the Commission. I t i s doubtful under present law t h a t 

competition from p u b l i c f a c i l i t i e s would c o n s t i t u t e an adequate b a s i s 

for WMATC to revoke the c e r t i f i c a t e of any p r i v a t e c a r r i e r rendering 

a competing s e r v i c e (Washington Metropolitan Area T r a n s i t Regula­

t i o n Compact, 74 S t a t . 1031, T i t l e I I , A r t i c l e X I I , §4(g)). A 

s u b s t a n t i a l C o n s t i t u t i o n a l question a l s o i s presented as to whether 

the S t a t e s , even by amendment of the compact, could delegate to a 

Fe d e r a l agency the power to e s t a b l i s h a d i v i s i o n of s e r v i c e between 

p u b l i c and p r i v a t e f a c i l i t i e s which would be e n f o r c i b l e by the compact 

re g u l a t o r y commission. On the other hand, i f the p u b l i c f a c i l i t i e s 

are owned by an i n t e r s t a t e compact agency, the necessary accommoda­

t i o n of the p u b l i c and p r i v a t e f a c i l i t i e s could be accomplished by 
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l e g i s l a t i o n a t the St a t e l e v e l . I t i s , t h e r e f o r e , e n t i r e l y p o s s i b l e 

t h a t the u t i l i z a t i o n of a F e d e r a l Agency n e c e s s a r i l y may tend t o ­

wards the e l i m i n a t i o n of the p r i v a t e operators. 

Plan of Financing 

Before r e t u r n i n g to a co n s i d e r a t i o n of the proposed p l a n of 

fi n a n c i n g , a matter having a b a s i c bearing upon the form of organ i z a ­

t i o n to be adopted must be presented. The NCTA Report seems to i n d i ­

c a t e, without e x p r e s s l y so s t a t i n g , t h a t i t s proposed p l a n of f i n a n c i n g 

i s recommended only f o r a Fe d e r a l agency, and th a t an e n t i r e l y d i f ­

f e r e n t p l a n of f i n a n c i n g would be required f o r a compact agency. Thus, 

the Recommendations r e l e a s e d on November 1, 1962, state» ( p . 85) 

" I f a compact agency i s to assume r e a l 
f i n a n c i a l r e s p o n s i b i l i t y for the system 
at an e a r l y date and r e l i e v e the F e d e r a l 
Government of i t s o b l i g a t i o n s , i t must 
be equipped with power to secure funds, 
i n a d d i t i o n to system revenues, as 
s e c u r i t y f o r i t s f i n a n c i n g and opera­
t i o n s ." 

Neither the e q u i t i e s nor the r e a l i t i e s of the s i t u a t i o n j u s t i f y or 

permit t h i s p o s i t i o n ; nor does i t r e f l e c t Congressional p o l i c y . 

I n §204(g) of the National C a p i t a l T r a n s p o r t a t i o n Act of 

1960, which d i r e c t e d NCTA to consider and make recommendations with 

r e s p e c t to o r g a n i z a t i o n and f i n a n c i a l arrangements, the Congress pro­

vided a standard or g u i d e l i n e f o r the pl a n of fi n a n c i n g , as f o l l o w s : 

"Provided, That any recommendations sub­
mitted by the Agency s h a l l provide as f a r 
as p o s s i b l e f o r the payment of a l l c o s t s 
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by persons using or b e n e f i t i n g from r e g i o n a l 
t r a n s p o r t a t i o n f a c i l i t i e s and s e r v i c e s , 
and s h a l l provide for the equitable sharing 
of any remaining c o s t s among the f e d e r a l . 
State, and l o c a l governments." (Emphasis 
supplied) 

Although the standard "equitable sharing" may encompass 

d i f f e r e n t p l a n s of f i n a n c i n g for a F e d e r a l or a compact agency, i t 

would not seem t h a t such p l a n s should be m a t e r i a l l y d i f f e r e n t . The 

r e s p o n s i b i l i t y to provide t r a n s p o r t a t i o n s e r v i c e s and the f i n a n c i a l 

c a p a c i t i e s of the va r i o u s governments concerned to do so do not vary 

w i t h the form of or g a n i z a t i o n u t i l i z e d to provide the r e g i o n a l t r a n s ­

p o r t a t i o n f a c i l i t i e s . Under any form of organization, the Fe d e r a l 

government, which w i l l be required to f u r n i s h the bulk of the cons­

t r u c t i o n c a p i t a l , at l e a s t i n i t i a l l y , must r e t a i n an element of sub­

s t a n t i a l c o n t r o l . T h i s does not, however, r e q u i r e a F e d e r a l agency 

and the r e q u i s i t e c o n t r o l may be assured through an i n t e r s t a t e com­

pact agency i n which the Fe d e r a l government p a r t i c i p a t e s . 

I n the b r i e f i n t e r v a l s i n c e r e c e i v i n g the appendices to 

support the NCTA Report, there has not been s u f f i c i e n t time thoroughly 

to examine a l l the elements of the f i n a n c i n g plan, and the assump­

t i o n s on which i t i s based, or to permit the Commission to appraise 

the a c c e p t a b i l i t y of the p l a n to the S t a t e s and l o c a l agencies of 

government. The Commission recognizes that Plan I I I contemplates 

the s m a l l e s t burden on the F e d e r a l government, even though such Plan 

i n v o l v e s an i n c r e a s e i n the t o t a l equity investment of approximately 
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$60,000,000 over Plan u . The Commission p o i n t s out, however, 

t h a t Plan I I I i s f e a s i b l e , as proposed, only i f the c a p i t a l budget 

and net revenue estimates are r e a l i z e d . 

The NCTA Report s t a t e s t h a t p u b l i c f i n a n c i n g w i l l not be 

a v a i l a b l e to provide for c o s t s of c o n s t r u c t i o n during the c o n s t r u c t i o n 

p e r i o d . The necessary c o r o l l a r y to t h i s f a c t i s t h a t c o n s t r u c t i o n 

monies must be provided by the p a r t i c i p a t i n g governments. While i t 

may be p o s s i b l e for the u n i t s of l o c a l governments i n the area to pro­

vi d e t h e i r share of the equity c a p i t a l (grants) during the p e r i o d of 

co n s t r u c t i o n , i t would equally seem c l e a r t h a t such governments do 

not have the ca p a c i t y to provide, e i t h e r temporarily or permanently, 

monies to cover the e n t i r e c o s t of c o n s t r u c t i o n . T h i s can be done 

only by the F e d e r a l government. Such an arrangement, moreover, appears 

to r e f l e c t a rough approximation of the r e l a t i v e governmental r e s ­

p o n s i b i l i t i e s f o r the p r o j e c t . By f a r the greate r p o r t i o n of c o s t s 

are to cover f a c i l i t i e s to be located w i t h i n the D i s t r i c t of Columbia. 

Under t r a d i t i o n a l methods of government f i n a n c i n g of t r a n s p o r t a t i o n 

f a c i l i t i e s , l o c a t i o n of f a c i l i t i e s has determined r e s p o n s i b i l i t y f o r 

f i n a n c i n g . The proposed p l a n of f i n a n c i n g would appear r e a l i s t i c 

and sound i n conforming to t h i s e s t a b l i s h e d p r i n c i p l e . (See NCTA 

Recommendations, p. 8 1 ) . 

The p l a n of f i n a n c i n g contemplates t h a t the system w i l l 

generate adequate revenues to meet i t s operating c o s t s , i n c l u d i n g 

d e p r e c i a t i o n , and to r e t i r e a l l debt. The f e a s i b i l i t y of t h i s p l a n 



depends upon whether the estimates f o r c o s t s of c o n s t r u c t i o n and 

operating p r o j e c t i o n s are r e a l i z e d . I t i s to be expected t h a t 

these estimates w i l l come i n f o r c l o s e s c r u t i n y i n the hearings 

before the Congressional Committees and the Commission w i l l want 

to r e a p p r a i s e those estimates i n the l i g h t of t h a t record. 

The f i n a n c i n g p l a n makes no p r o v i s i o n f o r meeting any 

d e f i c i t s which may be experienced i n the c o n s t r u c t i o n or operating 

budgets. I n such a long term p r o j e c t , the estimates of c o n s t r u c t i o n 

are s u b j e c t to changes due to unpredictable v a r i a t i o n s i n the p r i c e s 

of labor, m a t e r i a l and equipment and the net revenue p r o j e c t i o n s are 

s u b j e c t even to a gr e a t e r v a r i e t y of complex f a c t o r s , none of which 

may be p r e d i c t e d w i t h any c e r t a i n t y . Under the best of circumstances, 

estimates f o r c o n s t r u c t i o n of major p r o j e c t s frequently are not borne 

out by a c t u a l experience and D u l l e s I n t e r n a t i o n a l A i r p o r t may be 

c i t e d as a recent example i n t h i s area. An i n t e r s t a t e compact would 

not be f e a s i b l e u n l e s s the p l a n of f i n a n c i n g d e a l t s p e c i f i c a l l y w i t h 

the p o s s i b l e problem of d e f i c i t s . I t would be extremely d i f f i c u l t , 

f o r the non-federal p a r t i c i p a t i n g governments to make an open-end 

commitment, as would be re q u i r e d by the NCTA plan, p a r t i c u l a r l y i n 

view of the l a r g e amounts which may be inv o l v e d . 



F i n a n c i a l P a r t i c i p a t i o n by Non-Federal 
Unit s of Government 

The NCTA Report contains a comprehensive a n a l y s i s of the 

C o n s t i t u t i o n and case law of Maryland and V i r g i n i a bearing on f i n a n ­

c i a l p a r t i c i p a t i o n by those S t a t e s and t h e i r p o l i t i c a l s u b d i v i s i o n s 

i n the fi n a n c i n g of the compact agency (Appendix Vol. VI/ Organization 

and Finance, Chap. I I ) . The Commission has al s o researched these 

problems and i t would appear t h a t the r e l e v a n t C o n s t i t u t i o n a l pro­

v i s i o n s and precedents have been i d e n t i f i e d . 

I n l i g h t of the NCTA Report, i t i s c l e a r t h a t both NCTA 

and t h i s Commission agree that l a w f u l arrangements, i n one or more 

d i f f e r e n t ways, can be developed to provide non-federal support for 

the p l a n of fi n a n c i n g as proposed by NCTA. (Appendix V I , p. 66 ) . I t 

appears, however, that NCTA takes the p o s i t i o n t h a t the p l a n of f i n a n ­

c i n g proposed by i t would not be a v a i l a b l e i f the t r a n s p o r t a t i o n 

p r o j e c t were developed by a compact agency. T h i s p o s i t i o n appears 

to be based on p o l i c y r a t h e r than C o n s t i t u t i o n a l or l e g a l c o n s i d e r a ­

t i o n s . 

The s u b s t a n t i a l l e g a l questions, therefore, are presented 

only i f the p l a n of fi n a n c i n g for a compact agency i s m a t e r i a l l y 

d i f f e r e n t from the p l a n proposed by NCTA and the S t a t e s and t h e i r 

l o c a l s u b d i v i s i o n s are requi r e d to assume the r o l e of primary r e s ­

p o n s i b i l i t y for f i n a n c i n g the co n s t r u c t i o n and operation of the s y s ­

tem. These l e g a l questions, however, w e l l may be of academic 
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i n t e r e s t only. The more b a s i c i s s u e i s whether the National C a p i t a l 

Region, with i t s n o n - i n d u s t r i a l economy o r i e n t e d to the bus i n e s s of 

the National Government, has the economic c a p a c i t y to assume the 

burden of primary f i n a n c i a l r e s p o n s i b i l i t y . 

With r e s p e c t to the p o l i c y i s s u e , any p l a n of f i n a n c i n g 

which in c o r p o r a t e s the standard of "equitable sharing" s e t f o r t h i n 

§204(g) of the National C a p i t a l Transportation Act of 1960, must of 

n e c e s s i t y r e f l e c t the r e l a t i v e r e s p o n s i b i l i t i e s of the F e d e r a l and 

l o c a l governments. 

impact on P r i v a t e T r a n s i t Industry 

One of the p o l i c y c o n s i d e r a t i o n s s e t f o r t h i n §102 of the 

National C a p i t a l Transportation Act of 1960 i s ". . . making f u l l use 

of p r i v a t e e n t e r p r i s e whenever appropriate . . . ." I t does not 

appear t h a t the NCTA Report has f u l l y presented t h i s i s s u e or made 

recommendations with r e s p e c t to i t . 

The NCTA Report s t a t e s t h a t the proposed t r a n s i t system 

r e q u i r e s s u b s t a n t i a l bus operations and provides t h a t t h i s s e r v i c e 

be performed by the p r i v a t e companies. T h i s s e r v i c e i n c l u d e s both 

express and feeder bus s e r v i c e s . Except f o r the statement t h a t sub­

s i d i e s are proposed to operators for s e r v i c e s t h a t may be u n p r o f i t ­

able, which i t i s estimated would amount to approximately $7,500,000 

i n the year 1980, there i s no development or d i s c u s s i o n of the extent 

to which the e x i s t i n g p r i v a t e c a r r i e r s would be a f f e c t e d by the pro­

posed p l a n . 
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An a n a l y s i s of the appendices, however, provides some 

e s s e n t i a l information. The p r o j e c t i o n s i n d i c a t e t h a t by the year 

1980 t o t a l express bus passengers are estimated at not i n excess of 

28,100,000 (App. V, Table IV-10 and 11) and feeder bus passengers 

are estimated a t approximately 60,000,000 passengers by 1980. (App. 

V, Table IV-17, f t n t s 3 and 4 ) . T h i s would i n d i c a t e t h a t the t o t a l 

passengers c a r r i e d by bus i n the new system would be approximately 

88,000,000 i n 1980. By comparison, the t o t a l passengers c a r r i e d 

during 1961 by a l l of the p r i v a t e t r a n s i t companies s u b j e c t to the 

j u r i s d i c t i o n of the Metropolitan Washington Area T r a n s i t Commission 

aggregated approximately 209,000,000, i n c l u d i n g approximately 

37,000,000 c a r r i e d by the r a i l f a c i l i t i e s by D. C. T r a n s i t System. 

The t o t a l passenger revenues for those companies t o t a l e d 

approximately $37,700,000 for 1961. The comparable f i g u r e f o r bus 

revenues by 1980 i s not a s c e r t a i n a b l e from the Report, s i n c e no i n ­

formation i s given with r e s p e c t to the passenger revenues from feeder 

bus operations. The Report estimates t h a t passenger revenues from 

express bus operations w i l l t o t a l approximately $4,700,000 by 

1980 (App. V, Table IV-18) and a subsidy payment to feeder bus 

operators i n the amount of approximately $7,500,000 i s provided. 

These two sources of revenue f o r the p r i v a t e operators t o t a l approxi­

mately $12,000,000, which must be compared with the t o t a l passenger 

revenues for the p r i v a t e operators i n the area of approximately 

$37,700,000 i n 1961. The Report does not i n d i c a t e how much of 
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the d i f f e r e n c e of $25,000,000 may be accounted for by feeder bus 

revenues. 

Without more information, i t i s not p o s s i b l e d e f i n i t e l y 

to conclude t h a t the t r a n s p o r t a t i o n p l a n p r e s e n t s a s i g n i f i c a n t prob­

lem from the standpoint of the p r i v a t e operators. I t would seem, 

however, t h a t i t would be w e l l for the Agency to present whatever 

s t u d i e s , f a c t s or assumptions i t has, or has made, as a s t a r t i n g 

p o i n t to a s c e r t a i n whether there i s a problem with r e s p e c t to the p r i 

vate t r a n s i t companies, and, i f so, the nature and magnitude of that 

problem. Undoubtedly, the p r i v a t e operators w i l l make known t h e i r 

p o s i t i o n at an appropriate time and i t would f a c i l i t a t e the con s i d e r a 

t i o n of t h i s problem to have the f u l l a s s i s t a n c e of the Agency. 

I n view of the f a c t that under the Agency p l a n there would 

be a s u b s t a n t i a l curtailment i n the scope of p r i v a t e operations, f u l l 

a t t e n t i o n should be d i r e c t e d to the development of s a t i s f a c t o r y 

arrangements to keep the p r i v a t e segment of the system i n a s t a t e 

of necessary economic w e l l being. I f s u i t a b l e arrangements f o r the 

co-existence of the p r i v a t e and p u b l i c f a c i l i t i e s are not f e a s i b l e , 

then s e r i o u s c o n s i d e r a t i o n must be given to the making of necessary 

p r o v i s i o n s f o r the p r o t e c t i o n of the r i g h t s of the p r i v a t e i n v e s t o r s , 

whatever those r i g h t s may be. T h i s problem can not be deferred too 

long, for i t should be r e s o l v e d p r i o r to the time p u b l i c f a c i l i t i e s 

go i n t o operation. 
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Mechanics For Coordinating S e r v i c e By 
P r i v a t e and P u b l i c F a c i l i t i e s 

I t i s c l e a r t h a t the proposed p u b l i c f a c i l i t i e s w i l l 

n e c e s s i t a t e major r e v i s i o n s i n the p a t t e r n of s e r v i c e p r e s e n t l y per­

formed by p r i v a t e operators, i f competition between p u b l i c and p r i v a t e 

f a c i l i t i e s i s to be avoided. I t i s c l e a r t h a t the Report does not 

contemplate such competition, s i n c e i t a s s i g n s the funct i o n of pro­

v i d i n g bus s e r v i c e to the p r i v a t e t r a n s i t companies. 

The plan, however, makes no proposals w i t h r e s p e c t to the 

procedures to be used i n l e g a l l y e f f e c t u a t i n g the change i n the 

p a t t e r n s of s e r v i c e of the v a r i o u s p r i v a t e companies and the equ i t a b l e 

d i v i s i o n of the a v a i l a b l e market among those companies. As i n d i c a t e d 

i n an e a r l i e r p o r t i o n of these Comments, the r e g u l a t i o n of the s e r ­

v i c e and r a t e s of the p r i v a t e t r a n s i t companies i s under the j u r i s d i c ­

t i o n of the Washington Metropolitan Area T r a n s i t Commission. Under 

the law administered by th a t Commission, a c e r t i f i c a t e may be r e ­

voked, i n the d i s c r e t i o n of the Commission, on a p p l i c a t i o n of the 

holder t h e r e o f . I f the Agency, or any successor F e d e r a l o r g a n i z a t i o n , 

worked out a p l a n of s e r v i c e s a t i s f a c t o r y to a l l of the p r i v a t e com­

pan i e s , such companies could i n i t i a t e proceedings before the WMATC 

for the necessary comprehensive r e o r i e n t a t i o n of s e r v i c e . I f , how­

ever, the matter i s not s u s c e p t i b l e to such voluntary arrangements, 

i t i s extremely doubtful, as s t a t e d above, t h a t under present law, 

WMATC would have the power i n v o l u n t a r i l y to revoke a c e r t i f i c a t e h e l d 

by a p r i v a t e company i n order to avoid competition with s e r v i c e to 
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be performed by the p u b l i c f a c i l i t i e s . 

Under our F e d e r a l system of government, the rearrangement 

of the s e r v i c e areas of the p r i v a t e companies could be accomplished 

on an involuntary b a s i s only i f both the regulatory and the p r o p r i e t a r y 

o r g a n i z a t i o n s are agencies of governments a t the same l e v e l i n the 

F e d e r a l s t r u c t u r e . I t does not seem, as a matter of law, that 

e i t h e r the Congress i t s e l f or a Fe d e r a l agency created by i t , could 

p r e s c r i b e a d i v i s i o n of the a v a i l a b l e market between the p r i v a t e 

t r a n s i t companies which would be binding on WMATC. The orders of t h a t 

Commission, under e s t a b l i s h e d standards of ad m i n i s t r a t i v e law, are 

governed by the law which i t administers and by the f a c t s developed 

i n a hea r i n g . I f the p r o p r i e t a r y agency, on the other hand, were 

created by i n t e r s t a t e compact, the l e g i s l a t i o n by the S t a t e s c r e a t i n g 

the p r o p r i e t a r y agency could delegate j o i n t l y to th a t agency and the 

WMATC, or to the WMATC i f i t were named as the p r o p r i e t a r y agency, 

the a u t h o r i t y to develop a Plan of S e r v i c e and d i r e c t WMATC to take 

such a c t i o n with r e s p e c t to the outstanding c e r t i f i c a t e s of the p r i ­

vate c a r r i e r s as may be necessary to put t h a t Plan of S e r v i c e i n t o 

operation. Conversely, the r e q u i s i t e coordination may be accom­

p l i s h e d i f the p r o p r i e t a r y and the regulatory agency were both 

c r e a t u r e s of the F e d e r a l government. I t does not seem, however, 

th a t the s u b s t a n t i a l rearrangement of the s e r v i c e performed by the 

p r i v a t e c a r r i e r s can be accomplished i f one of the two agencies i s 

F e d e r a l and the other S t a t e . 
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Th i s i s one of the problems which, up to t h i s p o i n t , has 

l e d to the conclusion t h a t the ult i m a t e form of or g a n i z a t i o n for the 

p r o p r i e t a r y agency should be an i n t e r s t a t e compact. I n view of the 

NCTA proposals t h a t operations of the p u b l i c f a c i l i t i e s may be com­

menced by a F e d e r a l corporation, t h i s problem of a d m i n i s t r a t i v e law 

comes to the su r f a c e and r e q u i r e s c a r e f u l c o n s i d e r a t i o n . 
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